Keeping every locomotive fit to run the course 
in record time is only one of the important steps 
in the Erie program of giving fast, safe, depend- 


able transportation in war as in peace. But it is 


further assurance to shippers of prompt delivery 


of war materials and essential civilian supplies. 
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Q. Cutting Christmas trees wastes nation’s lum- 


Q. 4-6-6-4 is wartime code for army freight, Fact 
ber. Fact or fiction? 


or | ; 
or fiction: Loss anc 


A. Fiction. Government supervised cutting 
aids growth of merchantable timber. Each 
year 1,500,000 firs go to market over the 
“Main Street of the Northwest.” 


A. Fiction. It explains how 20 wheels ar 

grouped under giant new type locomotives Shipping 
now speeding vital war supplies over the 

Northern Pacific Railway. Railroad 
Railway 
America 
Vice-Pr 
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Q. Army troops store food in Alaskan glaciers. 
Fact or fiction? 


Q. “Bread basket” is boxers’ slang for solar 
plexus. Fact or fiction? 


Q. There is one ‘*Main Street’ in the Northwest 
that is 1,904 miles long. Fact or fiction? 


A. Fact. It’s the Northern Pacific Railway, 
known as the “Main Street of the North Digest 
west”’ because it links more of the North- 
west’s important populous centers. 


Persor 
A. Fact. Into these “refrigerators” go frozen 


foods from Oregon and Washington plants 
which last year shipped 48,000,000 pounds 
via the Northern Pacific Railway. 


A. Fact. But, more important, “Bread bas- 
ket”? means Northwest states which in 1943 
shipped wheat for 16 billion slices of bread 
via Northern Pacific Railway. 
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mountains of war materials every day, but 
we're likewise managing to give our home front 
patrons prompt and efficient service as they 
need it. Which is just another example of why... 
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Special message No. 3 for Traffic Managers: TI 
ave k 

On current moving problems, the Independent Movers are in a position 

, € 

to be of immediate help. : ops 
tch 

It is true that there are many handicaps to rendering war time moving er 
service—handicaps which all movers today must confront. However, Inde- opport 
pendent Movers nationally are gearing their present operations to overcome field, | 
as much as possible these restrictions and limitations. Bs rs 
in the 


As a result of such provisions, individually and collectively, Independent send 
Movers are prepared to give you the best possible long distance moving serv- ivil . 
ice right now. 


So, join the growing list of leading traffic managers who are relying 
more and more on Independent Movers to handle their present moving jobs. 
On the opposite page are the names and addresses of 360 Independent 
Movers. (However, this is only a partial list of Independent Movers.) They 
operate a combined fleet of several thousand vans, covering practically the 
entire United States and Canada. Clip this list of names and keep it handy 








for ready reference. ne 

ge 

To complete your data file, write today to Association headquarters for = the 

a complimentary tariff and make your own comparison with other similar tariffs. "2 

Yours for reliable moving, bia 

INDEPENDENT MOVERS’ & WAREHOUSEMEN’S the 

ASSOCIATION, INC. 

us 

P.S. Our number one job—helping the war effort on the home front by mov- 2 
ing personnel involved. Our number two job—to plan for solution of 

your post-war moving problems. Give us the opportunity of serving you th 

in both instances. . 


““ADOPT A TARIFF IN KEEPING WITH YOUR OPERATIONS" Dp 
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There has been more or less perplexity in some 
sd quarters as to why, when it is well known that the 
ailroads are already in-the motor transport business 
oa considerable extent, they should be campaigning, 
as they are doing, for the right to go into this and 
other fields. 

There are two angles to this proposition, which 
ave been dealt with previously by us since the Asso- 
iation of American Railroads, through a resolution 
adopted by its board of directors ast July, authorized 
ts president, J. J. Pelley, and its vice-president, R. V. 
etcher, “to take such steps as may seem to them wise 
o remove any restrictions preventing a free and equal 
opportunity to the railroads in the air field, the truck 
field, the bus field, and the field of waterways... .” 


1. The railroads want removed restrictions on rail- 
road operations in the highway, air, and water fields 
in the motor carrier act, the Panama Canal act, and the 
peronautics act, as construed by the courts and the 

ivil Aeronautics Board. 

2. The campaign is being carried on to build up 
public opinion against the proposals of Senator Wheeler 
and others to bar the railroads from the air, highway, 
and waterway fields. 
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The present highway operations of the railroads 
would not be disturbed if the status quo were main- 
tained. They would be disturbed if Congress should 
require the railroads to get out of the highway busi- 
ness. Moreover, restrictions imposed on present opera- 
tions could be removed if legislation sought by the rail- 
roads were enacted. 

The Commission, in authorizing rail operations in 
the highway field, has adhered to the policy of making 
a finding that the highway services are auxiliary or 
supplementary to the rail service, as a condition prece- 
dent to the granting of an application of a railroad. It 
holds t' at it is required by law to do this. 


Se tion 5 (2) (b), of the interstate commerce act, 
requires the Commission, in passing on a rail applica- 
tion to control a motor carrier, to find, if the applica- 
tion is approved, that the control will enable the rail 
carrier to use service by motor vehicle to public advan- 
tage in its operations. This ties up the motor operation 
with the rail operations. The railroads think this re- 
striction should be removed and that the law should 
simply provide that the Commission, as a condition - 
precedent to granting an application, find that the 
acquisition or control will not be contrary or inimical 


OUR PLATFORM 
(THE LONG HAUL) , 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them | in their business, and a uniform application of the 
Principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint ratea, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in a knowledge of the matters with which 
they have to deal. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


: Every effort by transportation agencies not only to expand 
their facilities to meet the present emergency demands, but 
to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
and unloading cars and trucks as rapidly as possible. 

A scientific and fair treatment, of the transportation 
Problem by the board created by Congress to make recom- 
mendations for legislation. 


empt from income tax railroad revenue set aside for 


deferred maintenance. 
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Subject to transportation tax property moved via gov- 
ernment barge line. 

Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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to the public interest. The railroads want the oppor- 
tunity to operate as transportation agencies by means 
of air, highway, or rail without permission to operate 
being conditioned on a finding and requirement that 
the air and highway operations are or must be a neces- 
sary adjunct to the rail operations in the matter of 
service. 

The Civil Aeronautics Board, under section 408 ° 
(b), of the civil aeronautics act, as construed by the 
U. S. Circuit Court of Appeals, second circuit, is hold- 
ing that common carriers, other than air carriers, as 
to future operations have been eliminated as carriers 
in the general air transportation field. The railroads 
want that restriction removed and a provision author- 
izing the regulatory body to grant applications on a 
finding that the proposal will not be contrary or inim- 
ical to the public interest. 


The Panama Canal act bars railroad ownership of 
intercoastal vessels using the Panama Canal and bars 
other vessel ownership unless the Commission makes 
required findings as to competition between the boat 
lines and the railroads involved on other waterways. 
The railroads would like to see such restrictions re- 
moved and the enactment of a provision similar to 
those desired for the highway and air cases. 


We see no inherent objection to permitting persons 
now in the railroad business to go also into the motor 
or air transportation business. Indeed, as we have 
pointed out many times, we think the railroads made 
a mistake in the early days of motor transport develop- 
ment that they did not go into that business—enlarge 
their stock of goods, so to speak—and consider them- 
selves in the transportation business instead of merely 
in the railroad business. But they sneered at our sug- 
gestions. Motor transport would never amount to any- 
thing much, they said. Now, of course, they see their 
mistake—when it may be too late—and we may be 
excused, perhaps, for crowing a little. The railroads 
might have kept for themselves the entire transporta- 
tion field, so far as motor and rail transport were con- 
cerned, but now they will be fortunate if they get or 
keep some of the motor business. Motor transport is 
too far developed and there is too much money invested 
in it now for it just to move out. 


But there is, perhaps, a better way to solve this 
problem in the public interest. That is proper coordi- 
nation of the various kinds of transportation service 
so that each will do the job for which it is best fitted. 
We have many times expressed surprise that business 
genius did not evolve and accomplish such a plan. Busi- 
ness genius hasn’t been much encouraged in the last 
few years, to be sure, but a plan intended to accomplish 
the kind of thing we have had in mind has been put 
forward by the Transportation Association of America. 
Maybe, if the transportation interests involved would 
agree to it, it might work. At least, they ought to agree 
to something of the sort. That the railroads are think- 
ing somewhat along such lines, notwithstanding the 
legislation they are seeking in their own particular 
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interest, we deduce from the remarks made by } 
Fletcher at the national meeting of advisory boards 
St. Louis last week. He said: 


I do believe, however, that the time has come when 
gress and the country must look at the transportation ‘prob 
as a whole and formulate a policy which will result jp q 
functioning of transportation companies, with authority to my 
traffic offered them in any way which the patron may deg 
taking into consideration such factors as economy, speed, 
convenience. 
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Wallace, the Crachpot 


With due apologies to President Roosevelt himg 

®@ and several others of his palace guard, Vice Py 
ident Wallace is fast becoming the prize crackpot of{ 
administration. There is plenty of evidence, but no 
ing further than his speech (elsewhere) in Dallas ¢ 
week is needed. It is full of inaccuracies and downrig 


lies, as well as ancient charges that, however true thamghrough | 
*may have been at one time, concern water now ya’ ool 


over the dam. 

He has a right, of course, to his own opinion aby 
so-called regional railroad rate discriminations, } 
when he says that the Commission is not responsitl 
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for the freight rate structure—that not in one of tiBaid tha 
last ten years did the Commission review as many; ae 
one per cent of the tariffs filed with it—he tells thier’s ris 
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truth only technically, the intent being to decei 
which is the same as to lie. The only “out” he e 
have is that he is totally innocent of knowledge wi 
respect to the subject with which he is dealing. Ay 
one has the right to protest a freight rate, and, if tl 
Commission has not reviewed one of them, it is becaug 
no formal petition has been made asking it to dow 
To say, therefore, that the rates are made by priv 
conspiracies is a plain misrepresentation—as is als 
for instance, the statement that aviation authoriti 
assert that cargo planes can carry freight for frm 


eight to ten cents a ton-mile. ate 
Mr. Wallace is popularly supposed, among mais the 


who do not track with him, to be honest and well meargpissior 
ing, though a starry-eyed dreamer with his head int 
clouds. If that be true, give us rather a first class croti 


with a little sense. 
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R. R. EQUIPMENT SHORTAGE INQUIRY 


In reporting to the Senate S. Res. 185, authorizing a sll 
and investigation “of the existing shortage of railroad equP 
ment,’’ Chairman Wheeler, of the Senate interstate commen 
committee, said: 


From the information that the committee has received on the st 
ject matter of the resolution it is apparent that there exists at 1 
present time a serious shortage of railroad equipment, parti 
equipment for the transportation of grains, potatoes, and other BM 
products. In the northwestern states, for example, there is an acu 
shortage of boxcars for the transportation of wheat, flax, and 
grains. The committee is informed that similar~ shortages exist 
other parts of the country. 

While it is recognized that the railroads have been and are PF 
forming a splendid service, and are doing their utmost to solve ¥ 
problem of equipment shortage, it is the opinion of the commit 
that an investigation and study of the matter, as outlined in the ™ 
lution, would bring out all of the facts so that the need, if any, 
remedial legislation could receive early attention by the Congress 


The Senate, after a brief explanation of the purpose of the 
measure by Senator Reed, agreed to the resolution calling 
an investigation of the railroad equipment situation by ™ 
Senate interstate commerce committee. 
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Decisions of Interstate Commerce Commission 


vhen (, Railroad, Water, and Motor Transport 


e . win tions of William W. Brown, doing business as Saginaw Transfer 
avidson Transfer Purchase Co. It said that Brown, Doyle, and Blair Transit Co. were au- 


The Commission, division 4, by a report and order in MC thorized to render duplicate service in certain respects. 

2189, Davidson Transfer & Storage Co.—Purchase—American In numerous cases, it said, under section 5 and former sec- 

ansfer Co., has dismissed the application of Davidson Trans- tion 213, the Commission had withheld authority where the re- 

or & Storage Co., of Baltimore, Md., to purchase certain oper- sult of approval would be the creation, preservation or exten- 
It himg ting right of American Transfer Co., also of Baltimore. The sion of duplicate operations by separate motor carriers under 
rice Primights involved covered common carriage of general com- common control which operations, except for the fact of com- 
ICC PME dities, with exceptions, between Baltimore and points in mon control, would be competitive. As to the instant situation, 
0t of f irginia, Maryland, and the Washington commercial zone; the report said: 




















































but nowgend of specified commodities between Baltimore and New York, Both Doyle and Blair would unquestionably participate in 
NOW sitimore to Philadelphia, Pa., and Norfolk, Va.; and between the control and management of the partnership. Considering 
allas tiBaltimore, on the one hand, and, on the other, points in Vir- their common interest in Transit Company, the fact that Smith 
ownrjoifiinia, and Philadelphia, New York, and Washington. appears to be more closely identified with them than with 
e The report said that Davidson Transfer was controlled Brown, and their power, through their other motor carrier in- 

true thamhrough ownership of 51 per cent of its outstanding capital stock terest, to deliver to, or withhold interchange traffic from, the 


now wily Day & Zimmerman, of Philadelphia, Pa., a firm engaged partnership, we are of the opinion that they would have the 
"mn construction engineering and investment banking, which power to dominate the affairs of the partnership. 
iompany, it said was not a party applicant. Following the 


ion abgmmecision in the ye Lie: pase amg ee pg ase a wa PIPELINE VALUATION REPORT 
@Byreau of Motor Carriers had written Davidson Transfer in- : ; 
ions, himuiring whether it was proposed to file a supplement to the _, ma report in Valuation Docket No. 1268, Socony-Vacuum 
’ oo, : : t li t Oil Co., Inc., 49 Val. Rep. 471-497, the Commission, division 2, 
S Mepplication making Day & Zimmerman a party applicant. el 4 tus tel cole Os ' ki £ th 
‘Sponsit In response, the report said, Davidson Transfer’s counsel] 1&8 found the final value for rate-making purposes of the prop- 
ne of tMMfaid that, in his opinion, the doctrine enunciated in the Re- ties of the Socony-Vacuum Oil Co., Inc. (Midland Division 


ners Transport case was not applicable for the reason that and New York and Pennsylvania Lines), owned and used for 
tells tiiMer’s rights, under which approximately 15 per cent of its and of property used but not owned, $24,133. 
 deceieipr Ss business was derived. Under these circumstances David- RGR AA LLrRig TEES, <P 


on Transfer’s counsel said the word “control” as interpreted C. & E. TRACKAGE RIGHT 
he coiliy the Commission in the Refiners case was not applicable, The Commission, division 4, by a report and order in 
dge wit lhe report added, and continued: Finance No. 14175, Chicago & Eastern Illinois Railroad Co. 
n me We are unable to agree with vendee’s contention. Clearly the op- Peewee ee ee a 0 ng 4 ae bone ga a 
8. All rations purchased come under the control of the person or persons in ’ e€ applic no e 4 - 4. tor 


nd, if tygpontrol of the vendee regardless of whether they are all or a portion authority to acquire trackage rights over a line of railroad of 

’ f vendor's operations and properties, or whether they are extensive the Chicago, Terre Haute & Southeastern Railway Co., in 
S becalifir small in scope. It is through the unification that such control re- Sullivan county, Ind., and has found public convenience and 
to do Its. Whether or not vendor elects to continue in operations as a necessity not shown to require construction by the C. & E. I. 


otor carrier does not change the fact that additional motor carrier s : : 
y privat perations would be brought under control of the person or persons in eet - onnecting track between its line and that of the Terre 


ontrol of vendee. . : . 
s is al We conclude and find that the instant application may not lawfully The report said that the applicant had failed to establish 
.. Mee approved in the absence of an appropriate application by the real that the proposed acquisition of trackage rights satisfied the 
uthoritisMarty in interests, the controlling corporation, Day & Zimmerman, Inc.. requirements of section 5 (2) of the interstate commerce act 
for fromm’ the application, as filed, accordingly will be dismissed. hep — as saying _~ it ap be lawful “for a coat 
—_ : , , y railroad to acquire trackage rights over, or joint ownership 
tn tis proceeding Gul oe dete te the aeaferityiew $8, OF olnt use of, any railroad tine or lines owned or operated 
ong MAF the Commission in the Refiners Transport case, and Com- by any other such carrier, and terminals incidental thereto.” The 
ell maiipissioner Porter concurred in the expression ’ trackage rights referred to in this provision, said the report, 
eu mea : necessarily included an operating right. Qhe agreement under 


ad in th consideration, it said, permitted the applicant to extend its 
* IRON AND STEEL, MICH. TO ILL. freight service to the mine, not by the operation of its own 
ass C In I. and S. M-2104, Iron and Steel, Roadway Transit Com- trains, but through the medium of the Chicago, Milwaukee, 


pany, Michigan to Illinois, the Commission, division 2, Com- St. Paul & Pacific Railroad Co., which, it said, maintained and 
nissioner Splawn dissenting, has found the proposed reduced operated the Terre Haute. Although the agreement purported 
ruckload rate on iron and steel articles from Detroit to Chi- to grant trackage rights, the report said, the fact was that its 
v 4g0 and points taking the same rates, filed by Roadway Transit very terms deprived the applicant of the right to operate, the 
ompany of Dearborn, Mich., not shown to be just and reason- agreement providing that the Milwaukee would furnish all 
ng a StU—MAble, and has ordered suspended schedules cancelled and the necessary locomotives and crews for the operation. 
oad - proceeding discontinued. 
comment 





ASSOCIATED TRANSPORT CONSOLIDATION 
By a supplemental report and order in MC F-1612, Asso- 
ciated Transport, Inc.—Control and Consolidation—Arrow Car- 
rier Corporation, et al., the Commission has modified its find- 
ings in the prior report, 38 M. C. C. 137, to authorize con- 


BROWN MOTOR RIGHTS PURCHASE 


on the sit The practice of creating interlocking interests in various 
xists at gparriers which, the Commission says, appears to be gaining 
sere ould eae motor carriers and persons controlling them, 
a iscouraged, and for this, among other reasons, has btindtaes -& : +43 ti 
As an @cnied the application in MC F-2166, William W. Brown, et al. re Se Saeterees bing ove — - ir ee, Seas 
and OE Purchase Willi W.B Ply sah: h ing rights granted to Horton Motor Lines, Inc. , 
ges exist MA ication of lam W. Brown. The proceeding involved the The original report authorized acquisition by Associated 
er Jon of William W. Brown, William C. Blair, David C. of operating rights and properties of eight motor carriers, in- 
nd are pegpoyle, Carl H. Smith, and Rex Allen, partners, doing business cluding Horton, as of the date of the decision. Since that 
0 pe ti Saginaw Transfer Co., for authority to purchase the oper- decision, said the report, Horton had been issued additional 
1 “the : ‘- rights and property of William W. Brown, doing business certificates authorizing the movement of empty trucks from 
1 ane — Transfer Co., Saginaw, Mich. ; Shamokin, Pa., to Philadelphia, Pa., over a described route, 
Congres Bang ti; report said the partnership as such was not a carrier, when such movement was incidental to the transportation of 
nd that David C. Doyle was doing business as Doyle Freight property in connection with Horton’s regular-route operations 
ose of tines; that, with his wife he also jointly owned 49 per cent of from Philadelphia; the transportation of dangerous explosives 
calling #@"¢ Outstanding capital stock of Blair Transit Co., of Saginaw, over regular routes with service to and from points and places 
on by ¥ Bah ority of that carrier’s stock being held by William C. Horton was authorized to service in connection with previously 
piair, a member of the partnership; and described the opera- authorized regular-route operations; and the transportation of 


een 





general commodities, with exceptions, over a regular route 
between Winchester, Va., and Hancock, Md., with no service 
to or from intermediate points nor the terminus of Hancock, 


The report said Associated had requested that the prior 
report and order be modified to authorize it to acquire the 
additional operating rights aforementioned, and that no addi- 
tional consideration was involved. Associated’s petition, it said, 
was not opposed. As Associated had assumed all of Horton’s 
other operations, and the considered operations were incidental 
to those conducted by Horton prior to issuance of the certifi- 
cates, it was obvious, said the report, that such incidental 
operations should also be conducted by Associated. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


*W-294, Wisconsin & Michigan Steamship Co., Extension 
of Operations—Chicago, Ill. By division 4. Amended certifi- 
cate grented, effective Jan. 7, authorizing extension of opera- 
tions as a common carrier by self-propelled vessels so as to 
include transportation of passengers and tourists’ automobiles 
between Chicago, Ill., and Milwaukee, Wis., and Muskegon, 
Mich., and the transportation of passengers on non-stop cruises 
from and returning to Chicego. 

W-460, St. Johns River Line Company, common carrier 
application, embracing W-554, Brown’s Motor Freight Lines, 
Inc., common carrier application. By division 4. Certificate 
granted, effective Dec. 29. St. Johns River Line Co., as suc- 
cessor in interest to Brown’s Motor Freight Lines, Inc., found 
entitled to continue operation as a common carrier by self-pro- 
pelled vessels and by non-self-propelled vessels with the use of 
separate towing vessels in the transportation of commodities 
generally between ports and points along the Atlantic coast and 
tributory waterways from Brunswick, Ga., to Miami, Fla. Appli- 
cation for permanent authority to operate between Jacksonville, 
Fla., and Charleston, S. C., denied, without prejudice to future 
application. The report said that applicant had temporary au- 
thority between those points by way of the Atlantic Intra- 
coastal Waterway until Dec. 31, 1944, and that whether its 
services would be required on a permanent basis, when coast- 
wise shipping was resumed, could not be determined on this 
record. 

*W-725, Sabine Towing Co., Inc., applications. By division 
4. Exemption granted, effective Dec. 29, as to furnishing of 
vessels to persons, other than carriers subject to the act, for 
use by such persons in marine construction between points on 
the Atlantic Coast and the Gulf of Mexico from Mass., to Tex., 
inclusive, and tributary waterways, not including the Missis- 
sippi river above Baton Rouge, La., or the New York state 
canal system. Application in other respects dismissed on find- 
ing that applicant was engaged in no other operations subject 
to the interstate commerce act. 

*W-890, Richard C. Davidson, common carrier application. 
By division 4. Certificate granted, effective Dec. 31. Public con- 
venience and necessity found to require operation by applicant 
as a common carrier by non-self-propelled vessels with the use 
of separate towing vessels in the transportation of commodities 
generally between New London, Conn., and ports and points on 
Fishers Island, N. Y. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


Blackstrap Molasses 


Fourth section application No. 19864, Blackstrap Molasses 
from Texas Ports to the West. By division 2. Authority 
granted, subject to conditions, by fourth section order No. 
15013, to establish and maintain rates on blackstrap molasses 
in tank-car loads, from Beaumont, Galveston, Houston, and 
Texas City, Tex., to points in eastern Kansas, northern and 
western Missouri, and southeastern Iowa, without observing 
the long-and-short-haul provision of Section 4. The report said 
the proposed rates were published effective July 16, 1942, and 
that relief was authorized temporarily by fourth section order 
No. 14696, as supplemented. It said that one of the groups 
included destinations in the portions of the states described to 
which a rate of 33 cents applied over lines or routes other than 
those of the Santa Fe and its connections. It was proposed 
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to establish the same rate over the latter routes, ang, 
the purchase of the relief sought was to enable appli 
meet the rates of competing lines or routes at points ¢) 
the 33 cent rate, while maintaining a rate of 37 cents at jy 
mediate points on applicant’s routes in Oklahoma, 

Iowa, located in a group west of and parallel to the 33, 
group, the report said. It said there were no de 
the rates over competing routes from and to the Points ¢ 
sidered and that under the proposed adjustment depar 
would occur on applicant’s indirect routes and in some ingta; 


*MC 































on their direct routes, which, it said, were also the short ¢ f 

routes. The relief authorized, the order provided, shoulg : 
apply to rates over routes over which the distances were p i 
than 18 per cent longer than the distances over the shorteys MC 
routes or lines from and to the same points. d., Cor 


Switching at Portland “——% 

No. 28536, Albers Bros. Milling Co. vs. Great North 
et al. By the Commission, on reconsideration. Charges re 
ing from a line-haul rate of 25 cents on wheat from Ofe 
Wash., to the plant of compleinant in Portland, Ore, 
switching charge of $6.44, applicable and not in violation 
section 4, but assessment of a switching charge found to 
unjustly discriminatory, in violation of section 2; and defe 


ants’ practice in refusing to absorb complainant’s switch be lir 


charge et Portland while absorbing the cost of greater swiie: - 
ing services for complainant’s competitors and other industr Ss t 


in Portland, found to be unreasonable practice. Unjust { 
crimination and unreasonable practice ordered removed on 
before Jan. 17, and defendants authorized to waive collect 
of undercharges. Commissioners Aitchison, Porter, Rog 
end Patterson noted dissents. 
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*MC 31357, Gerosa Haulage & Warehouse Corporati 
New York, N. Y., common carrier. Certificate granted 1 
reconsideration, and findings in prior report on further heari 
41 M. C. C. 815, modified. Continuance in operation, a 
tractors’ equipment and supplies, with exceptions, machiney 
steel and commodities requiring special equipment betwe 
specified points or territories in Conn., Del., Md., Mass., N. 
N. Y., Pa., R. I, and D. C., over regular routes. Holding 
applicant of certificate and permit to the extent authorial 
found consistent with the public interest. *N 

*MC 55777, Sub 3, Thomas E. Mills, Gallipolis, Ohio, exterMier, e 
sion. Certificate granted. Household goods, between points 70330, 
Gallia, Athens, Meigs, and Jackson counties, Ohio, and miderat 
county, W. Va., on the one hand, and points in Mich., Inijgpub. 1 
Md., D. C., Pa., Ky., and Va., on the other; between points #B12, n 
Mason county on the one hand, and points in Ohio, on t#jouse 
other; and between points in Gallia, Athens, Meigs and Jademmlistrib 
son counties on the one hand, and points in W. Va., on the othegmppecifi 

*MC 52516, Shepard Warehouses, Inc., New York, N, Yagpoints 
contract carrier. Permit granted, on reconsideration aig 
findings in prior report 41 M. C. C. 823, modified. Continuant 
in operation, under individual contracts or agreements Wil 
persons who operate electrical research laboratories transp 
ing machines, devices, materials, and tools used by such labor 
tories, but only when such transportation is in connection Will 
field tests and experiments, between points in Conn., Mig. . 
Mass., N. J., N. Y., Pa., Va., and D. C., over irregular rouieg™ a 
and between points in Ohio on the one hand, and, on the othet 
points in the aforementioned states. Finding in prior rep@Fina 
denying authority for dual operations as a common and CO! 
tract carrier reversed, and such operations found cons 
with public interest. Permit withheld pending receipt @ 
applicant’s written request for modification of Permit in 
525916, Sub. 2, changing commodity description to conform # 
instant permit. 

*MC 43046, Laura Scheck, New York, N. Y., common cat 
rier. Certificate granted. Continuance in operation. Ge 
commodities, with exceptions, from New York, N. Y., to pom 
in Mass., R. I., Conn., N. Y., N. J., Pa., Md., and D. C., ovég@onn 
— routes, serving all intermediate and certain off-roll line 

oints. 

*MC 75812, Sub. 23, Lang Transportation Corporati = 
Vernon, Calif., extension. Certificate granted. Petroleum ani en 
petroleum products, in bulk, in tank trucks, from descti 
areas in Calif., to points in Josephine, Jackson, Klamath, and 
Lake counties, Ore., over irregular routes, with return of fe 
fused or rejected shipments. 
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and mend 


Detober 23, 1948 


smc 10761, Sub. 8, Transamerican Freight Lines, Inc., 
it, Mich., extension. Certificate granted. General com- 

petiities with exceptions, over certain alternate routes between 
Medsport and Elbridge, Niagara Falls and Lockport, and 
wffalo and Rochester, N. ¥. 
meMC. 73935, Nathan Hoffman, Long Branch, N. J., com- 
on carrier. Certificate granted, on reconsideration and find- 
ss in prior report, decided April 16, amended. Continuance 
“operation, wearing apparel, cut and uncut goods, trimmings, 
uttons, clips, clasps, and other articles utilized in the manufac- 

» of wearing apparel, between Long Branch, N. J., and New 
ork, N. Y., over specified routes, with service to all interme- 
i ints. 
ate TC 69281, Davidson Transfer & Storage Co., Baltimore, 
d., common carrier, amended. Certificate granted on recon- 
jderation, and findings in prior report, 32 M. C. C. 777, modi- 
ed, by granting authority to serve all points in Ill., in connec- 
fon with previously authorized operations in the transporta- 
ion of household goods. { ( 

MC 19201, Sub. 30, Pennsylvania Truck Lines, Inc., Pitts- 
urgh, Pa., extension, embracing MC 19201, Sub. 31, Same. 
prtificate granted. General commodities, with exceptions, be- 
ween specified points in Pa., over five described routes, with 
ervice at specified intermediate and off-route points. Service 
» be limited to that which is auxiliary to or supplemental of, 
he rail service of the Pennsylvania, applicant not to serve any 
point not a station on the Pennsylvania’s rail lin». No ship- 
nents to be transported by applicant between any of the fol- 
wing points, or through or to or from more than one of said 
mints: West Chester, Wilkes-Barre, Johnstown, and Green- 


e. 

*MC 89095, Sub. 1, Isaac Eugene Whitworth, Ironton, Mo., 
ontract carrier, formerly MC 95518, Albert H. Webber, con- 
ract carrier application. Amended. Permit granted. On re- 
ronsideration and findings in prior report, 17 M. C. C. 813, and 
6 M. C. C. 821, modified in part. Explosives and blasting sup- 
blies from Atlas and Affton, Mo., in lieu of Joplin and Affton, 
Mo., to points in Ill., within 150 miles of East St. Louis, Ill. 

*MC 49237, Inland Freight Lines, Salt Lake City, Utah, 
ommon carrier, embracing MC 49237, Sub. 1, Same, contract 
arrier application, and MC 102308, Same, common carrier. 
ertificate granted, in MC 49237, continuance in operation, such 
ommodities as are dealt in by wholesale, retail, and general 
merchandise and food business houses, between Salt Lake City, 
tah, and San Francisco, Calif.; empty bottles and cooperage 
om Salt Lake City to San Francisco. In MC 102308, public 
‘Wimeonvenience and necessity found to require operation as to the 
orementioned commodities, except empty bottles and cooper- 
ge, and as to fresh meats and packing house products between 
pecified points in Utah and Calif. Application denied in MC 
9237, Sub. 1. 

*MC 70330, J. Tom Miller, Fort Worth, Tex., contract car- 
ier, embracing MC 70330, Sub. 1, Same, Extension and MC 
0330, Sub. 3, Same, Extension. Permits granted. On recon- 
mideration, description amended in MC 70330. In MC 70330, 
i@ub. 1, on reconsideration, firdings in prior report, 28 M. C. C. 
B12, modified to authorize carriage of fresh meats, packing 
Ouse products, and such other commodities as are dealt in or 


@stributed by packing houses, and advertising matter, between 
specified points in Tex., and La., on the one hand, and certain 


mpoints in Miss., on the other, over irregular routes. In MC 
0330, Sub. 3, on reconsideration, findings in prior reports, 32 
.C. C. 863, and 34 M. C. C. 816, modified as to authorize 
mcalTiage of aforementioned commodities, between Fort Worth, 
ex, On the one hand, and specified points in Okla., La., Ark., 
pnd Miss., on the other, over irregular routes. 


Railroad Abandonments 


_ The Commission, division 4, by a report and certificate in 
ance No. 14324, El Paso & Southwestern Railroad Co. et 
ul. Abandonment has permitted abandonment by the El 
aso & Southwestern and abandonment of operation by the 
ve pouthern Pacific Co., lessee, of the portion of line of railroad 
coln county, N. M., extending from Carrizozo Junction 

0 Capitan, approximately 20.5 miles. 


Milwaukee 


, By a report and certificate in Finance No. 14330, Chicago, 

llwaukee, St. Paul & Pacific Railroad Co. Trustees Aban- 

eFonment, the Commission, division 4, has permitted abandon- 
nent by the trustees of the Milwaukee of the portion of 

Ine of railroad in Bonton county, Wash., extending from 

enter line of section 10, township 13 N., range 24 east, to 
of track at Hanford, approximately 25.1 miles. 


A. C. L. 


Atlantic Coast Line Railroad Co., has asked the Commis- 
sion, in Finance No. 14361, for permission to abandon a branch 
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line of railroad extending from Otisca (but not including Otisca) 
tc and including Amsterdam, in Decatur county, Ga., approxi- 
mately 10.35 miles. The application said that the chief source 
of revenue of the line proposed to be abandoned had been lum- 
ber traffic, but that the timber supply along the line had been 
exhausted and the lumber company which had been furnishing 
the bulk of the traffic had dismantled and moved its plant. 


Livestock Terminal Service 


Examiner Ralph R. Molster, in a proposed report in 
Finance No. 14036, Livestock Terminal Service Co., Abandon- 
ment of Operation, has recommended that division 4 of the 
Commission find that present and future public convenience 
permit abandonment by the Livestock Terminal Service Co. 
of operation of the loading and unloading facilities at the 
Cleveland Union Stock Yards, Cleveland, Ohio, but that the di- 
vision defer issuance of the requisite certificate until the 
Commission has been given proper assurance that no inter- 
ruption in the loading and unloading services, or in the use 
of the stock yard company’s facilities dedicated to the pur- 
pose, would occur. 

Since the applicant was in existence and functioning, the 
examiner said, it would seem practicable for the railroad 
companies to use this corporation, under their joint control, 
for the purpose. No cessation or interruption of the loading 
and unloading service could be tolerated, said he, and that 
the courts doubtless would intervene if any such course was 
attempted by any responsible party without proper authoriza- 
tion. Therefore, he said, “the sense of the situation seems 
to be that the railroads and the (Cleveland Union) stockyards 
company promptly should enter into an arrangement for 
continuation of the service for the railroads by means of the 
existing facilities, upon terms and conditions to be submitted 
to, and approved or modified, by the Commission, according 
to the facts presented.” 

The report traced the history of agreement under which 
the stockyards company agreed to furnish facilities and labor 
for handling live stock, and the terminal company agreed to 
do the work, and the finding of the Commission, under this 
situation, that the stockyards company and the applicant, act- 
ing together, were common carriers by railroad subject to 
the interstate commerce act, in Ex Parte 127, Status of Public 
Stockyard Companies, 245 I. C. C. 241. While the companies 
had never ceased to deny this status, the examiner said, “in 
order to resolve any doubt which might lead to involvment 
of the stockyards company, as such a carrier, under the car- 
riers’ taxing act, they promptly on May 31, 1941, entered 
into an agreement under which the stockyards company 
undertook to lease certain of its.facilities to the applicant...” 
On the further hearing in Ex Parte 127, said the report, the 
Commission had found, with this change in the facts and cir- 
cumstances, that the applicant was a common carrier by rail- 
road subject to the act, but that the stockyards company was 
not such a carrier, 251 I. C. C. 677. 


As ground for the proposal to abandon operation of the 
facilities, the report said, the applicant had contended that 
increasing operating difficulties, especially labor troubles, 
made profitable operation impossible; that past, present and 
prospective litigation before the courts and the Commission 
indicated that the applicant could not hope to remain long in 
existence; that it desired to dissolve; and that its articles of 
incorporation did not permit it to perform services as a 
common carrier. 


; The examiner said that, ultimately, the broad general 
issue involved in the proceeding was “whether the present and 
future public convenience and necessity permit abandonment 
of all loading and unloading operations at the Cleveland Union 
Stockyards.” The parties, he said, appeared to labor under 
grave confusion as to the difference between carrier status 
under the act, and carrier responsibility. In the determina- 
tion in Ex Parte 127, said he, the Commission obviously had 
not undertaken to abrogate the common law. And since the 
lease had not been submitted for the Commission’s consider- 
ation under section 5(2) of the act, he said the parties were 
not entitled to the provisions of section 5(11). Carriers might 
not divest themselves of their duty to the public at will, he 
said, and that, on termination of a lease of carrier property 
the “latent duty of the lessor is immediately reinstated in full, 
in that party to the lease,” and cited Washington A. & G. 
R. Co. vs. Brown, 17 Wall, 445. 

Thus, said the examiner, it seemed evident that, so far as 
the general issue was concerned, the sequence of responsi- 
bility was as follows: 


1. If the applicant is permitted to abandon operation, the duty to 
perform the service, or see to it that the service is performed, will de- 
volve upon the stockyards company, as lessor of the facilities in ques- 
tion and long-time operator thereof; but 

If the stockyards company should seek and obtain permission 
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to abandon operation, then the duty to furnish the service would de- 
volve upon the railroads. 


Referring to the representation of the Secretary of Agri- 
culture in the proceeding, the examiner said his interest was 
that the service at the stockyards continue and that, since 
the record contained no evidence to the contrary, it must be 
presumed that the service should continue, especiallly under 
prevailing war-emergency conditions, and continued: 


Yet the parties concerned have adopted a cavalier attitude toward 
this consideration of paramont public welfare. The applicant disclaims 
any knowledge as to what may happen, or as to who would take up 
performance of the service, if it is permitted to lay the burden down, 
declining responsibility in the premises on the ground that it had no 
intention of becoming a carrier. The stockyards company has merely 
signified herein a complacent willingness that the lease of its facilities 
be terminated, under the illusion that its responsibility in the premises 
ended on June 1, 1940. Mistaken contentions of the railroad companies 
were disposed of in Baltimore & O. R. Co. vs. Cleveland Union Stock 
Yards Co., 26 I. C. C. 57. 


Central Indiana 


The Commission, division 4, by a report and certificate 
in Finance No. 14230, Central Indiana Railway Co. Abandon- 
ment, has permitted abandonment by the Central Indiana of 
the portion of its line of railroad extending from a point near 
Lebanon to the end of the line at Advance, in Boone county, 
Ind. approximately 8.27 miles. The report said that the line 
had operated at a substantial loss since 1939. Jurisdiction was 
retained for a period of two years as to the imposition of 
conditions for the protection of employes who might have 
been adversely affected. 


N. Y. C. 


The New York Central Railroad Co., in Finance No. 
14370, has asked the Commission for authority to abandon the 
portion of its Valley Branch in the city of Dunkirk, Chautauqua 
county, N. Y., extending from a point of connection with the 
Erie (track station 0.95) leading from the Dunkirk passenger 
station to the north line of Wright Street (track station 7 
plus 81), approximately 686 feet. The application said no use 
had been made of this portion of the line since passenger 
service thereover was abandoned on June 13, 1937, and that 
abandonment would result in release of approximately 16.4 
tons of usable track materials urgently needed by the road for 
use elsewhere in connection with the war effort. 


COMMISSION ORDERS 


MC 71982, J. C. Fleming, common carrier application. Report and 
order of April 29 as modified by order of August 13 modified so as to 
authorize applicant to transport general commodities except those of 
unusual value dangerous explosives and household goods as defined in 
Practices of Motor Common Carriers of Household Goods 17 M. C. C. 
467, over a regular route between Concordia, Kans., and junction of 
U. S. Highways 24 and 81 over U. S. Highway 81. serving no inter- 
mediate points. This order shall become effective December 1, unless 
prior thereto any party in interest shall show cause, if any there be, 
in a writing verified under oath, why report and order of April 29, as 
modified by order of August 13 should not be further modified in 
manner described above. 

MC 28659 Sub. 1 EX, International Railway Co., exemption appli- 
cation. Reopened for further hearing, at a time and place to be here- 
after fixed, solely to afford protestant an opportunity to cross-examine 
witnesses for applicant on evidence presented by them at: hearing on 
July 8, and to receive such direct evidence as may be submitted by 
protestant and any evidence by applicant in rebuttal thereof. 

No. 28989, Illinois Territory Industrial Traffic League vs. Un. Pac. 
et al. Petition filed by J. B. Williams Co., asking leave to so broaden 
issues raised in complaint as to include transcontinental commodity 
rates, denied. 

MC F-1818 (Supplemental), National Transportation Co., purchase, 
George B. Basehore et al. Applicants’ petition of October 6 granted to 
extend lease period and period in which rights may be purchased to 
October 14, 1944. 

W-507, Tidewater Transportation Co., common carrier application. 
Petitions of Esson and C. T. Smith dba C. T. Smith & Son and Inland 
Navigation Co., for hearing, denied. 

W-26, Clifton Towing Co., contract carrier application. Reopened 
to supplement record and for reconsideration. Effective date of certifi- 
cate and order of July 22, postponed until further order of Commission. 

W-732, Nicholson Transit Co., contract carrier application. Peti- 
tion of protestant Nicholson Universal Steamship Co. for reconsidera- 
tion and oral argument denied. 

W-732, Nicholson Transit Co., contract carrier application. 
opened for reconsideration on petition of applicant. 

MC-C 268 and Subs. 1 to 12 inclusive, Montgomery Ward & Co., 
Inc., vs. Consolidated Freightways. Petition of complainant for re- 
argument and reconsideration of report and order of May 10, by Divi- 
sion 3, denied. 

No, 25020, Rates on crushed stone, gravel, sand and slag within 
State of Ohio; No. 24597, Bessemer Limestone & Cement Co. vs. A. & 
B. B. et al.; No. 24597 Sub. 1, Carbon Limestone Co. vs. Same; No. 
24597 Sub. 2, Lake Erie Limestone Co. vs. Same; No. 24597 Sub. 3, 
Standard Slag Co. vs. Same; and No. 24597 Sub. 4, Union Limestone 
Co. vs. Same. Petition of C. W. Purdy and W. W. Purdy dba Killbuck 


Re- 
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Sand & Gravel Co. for leave to intervene as to certain rates , 
without prejudice to its refiling should there be any Proposed oh; 
in present intrastate rates from and to points petitioners ship - 

No, 28438, Bonneville, Ltd., vs. Alton et al. Motion of defen 
to reopen for further hearing and reconsideration with No. » 
Potash Co. of America vs. A. & R. et al., and cases consolidated : 
with, and No, 28921, American Potash & Chemical Corp. ys, 4 ‘ 
et al., or, in alternative, to institute a general investigation of rate, 
potash salts from New Mexico, Utah and California to points thy, 
out United States, and to reopen Nos. 28438, 28820 et al., and 2892) 
further hearing, overruled. 

No, 28763, Houghland & Hardy, Inc., et al. vs. A, & W. et 
Reopened for reconsideration. Petition of complainants insofar 
reargument is sought, denied. 

No, 28813, Summer & Co. vs. Erie et al.; No. 28813 Sub, 4 
vs. W. & L. E. et al.; and No. 28813 Sub. 2, Same vs. N. Y, C. Oy 
of April 9 further modified to become effective November 20 9y 
less than 10 days’ notice, instead of 30 days’ notice. 

No, 28965, Samuel E. Lifschultz and American National Ban 
Trust Co. of Chicago, as Trustees, dba Lifschultz Fast Freight 
Associated Shippers, Inc. Complaint dismissed. 

1. & S. 5158, Pig skins, Madison, Wis. to Illinois. 
spondents for reconsideration denied. 

Ex Parte 104 Part I!, Practices of carriers affecting operating y 
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Petition of 


nues or expenses, terminal services, Sharon Steel Hoop Co, Term; Not 
Allowance. Time to comply with rule to show cause why an 9 in inter 
should not be entered in accordance with findings in supplementa} m 's di 
port of Commission, division 3, of September 11, extended to j sions © 
cember 2. Corpora 


MC 28263, Fred McMaken, common carrier application. Reope Warren 
for reconsideration. report § 
MC 78786 Sub. 131, Pacific Motor Trucking Co., extension, decision 


Bliss. Reopened for further proceedings. 
MC 102414 Sub. 1, H. L. Johnson, extension, Kentucky points, } 
opened for further hearing at a time and place to be hereafter fiy 
and referred back to Division 5 for consideration and disposition, 
No, 29015, S. F. & N. V. vs. Sou. Pac. et al. Motion of cer 
defendants for separation of issues and for hearing and decision ]im} 
to question of jurisdiction, etc., overruled. 

1. & S. 5136, Iron or steel to Pacific Coast for export. Order @iand jur 
June 29 further modified to become effective November 19 on ato file 
less than 1 day’s notice, instead of October 20. rescril 

No. 28835, Lloyd Brothers Co., et al. vs. G. T. W. et al. Petit oS 
of complainants for reconsideration, denied. require 

No. 28647, D. A. Stickell & Sons, Inc., vs. Alton et al. Ordergm the ju 
March 18 further modified to become effective December 17 on sm herein 
less than 30 days’ notice, instead of November 27. section 


of the | 


W-694, Portland Tug & Barge Co., contract carrier applicati Th 
Inland Navigation Co., granted leave to file petition for reconsiiemil wholly 
tion on or before November 1. Railwa 


MC 55604, R. N. Smith and R. R. Smith, common carrier appli 
tion. Reopened for reconsideration. Order of June 5, vacated. 

1. & S. 5158, Pig skins, Madison, Wis., to Illinois. Order of J 
26, further modified to become effective November 2, on not less 
one day’s notice, instead of October 22. 

Ex Parte 104 Part 2, Practices of Carriers affecting operating ® 
enues or expenses, terminal services, American Bridge Co. term 
allowance. Time tc comply with rule to show cause why an oti 
should not be entered in accordance with findings in supplemental! 
port of Commission, division 3, of September 11, extended to) 
cember 15. 

W-764, Upper Mississippi Towing Corp., common carrier appli 
tions. Applicant granted leave to file petition for reconsideration om 
before November 22. 

FF-36, D. C. Andrews & Co. of Illinois, Inc., freight forwam 
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application. Effective date of permit and order of August 26, pl compl 
poned to December 1. Ip. 
capita 

benefi 

PETITIONS FOR REHEARINGS, ETC. lectiv: 

1. & S. 4394, Passenger fares, Hudson & Manhattan. Fred M. Vegm ally c 


son, Economic Stabilization Director, by Prentiss M. Brown, ? 
Administrator, protestant, ask for modification and amendment 
Commission’s order of September 18, and for reopening. 
No. 28874 and Sub. 1, Coeburn Produce Co. vs. N. & W. et al. 
plainant asks for reopening, oral argument, and reconsideration. 
1. & S. M-2286, Printing paper over Dixie Freight Lines. Premlii 
M. Brown, Price Administrator, asks Commission to reopen for purpi ] 


Pre 


of admitting new evidence. tion | 
No. 28922, California Cotton Oil Corp. et al. vs. Alton et al. 5 rates 
tary of Agriculture and War Food Administrator asks Commission gh oy, 
strike from reply of defendant carriers to exceptions of Secretaty truck 
Agriculture and War Food Administrator, certain documents attacit and 
to reply. : 
W-14, Atwacoal Transportation Co., exemption permit. Applicat be u 
asks Commission to further postpone hearing. of c 
W-19, Fall River Navigation Co., exemption permit. Applicant “3 com] 
Commission to further postpone hearing. from 
MC F-1864, Charlton Bros. Transportation Co., Inc., purchase, Jo waul 
I. Rogers. Applicants ask for reconsideration. tions 
MC F-2334, Canfield Driveaway Co., lease, Reliable Drivers @ 
Canfield Driveaway Co. asks for temporary authority to lease and 0 Tepo 
ate under a portion of operating authority of Reliable Drivers Corp. on 
the | 
REPARATION ORDERS ~~ 
Reparation orders have been issued in No. 28287, Associated 0! the 
tributors et al. vs. Bamberger Electric et al., and No. 28717 (sup? 89 
mental), F. Hurlbut Co. vs. Ann Arbor et al. E 
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Proposed Reports 


No, 9 
lated th; 
Ss, A. & 
of rate 
Its throy 
1d 2899 
4 e.4e 
eile riangle Securities Purchase 
ub. 4 Examiner Thomas J. Patrick, in a proposed report in MC 
r. C.' Qaly-2119, Triangle Securities Trust (R. D. Morris, Trustee)— 
* 20 on ontrol; Georgia Stages, Inc.—Purchase—St. Andrew’s Bay 
portation Co., has recommended that the Commission 
tal Bank approve and authorize control by Triangle, through its trustee, 
Freight of the passenger operating rights and certain property of St. 
‘ition of Andrews Bay through purchase thereof by Georgia States, with 
conditions, which will require Triangle to subject its accounts 
rating mlmmto the supervision of the Commission, among other things. 
Oo. Term Noting that it was clear that Triengle was the real party 
'Y an om, interest in-the proceeding, and quoting from the Commis- 
aon a sion’s decision in MC F-1936, Refiners Transport & Terminal 


Corporation—Purchase, Marshall Transport Co., Inc., and 
Warren C. Marshall (see Traffic World, Aug. 21, 1943), the 


oo report said that one of the consideretions entering into that 


nsion, decision was “the desirability of bringing under the jurisdiction 
of the Commission non-carrier persons in control of carriers, 

points. Mat least upon expansion of such carrier interests.” 
mF “In the opinion of the examiner,” the report said, “it 
1 of comm Ttiangle’s interest in motor carrier operations is to be expanded 
sion limumas proposed in the instant transaction, the public interest 
requires that its accounts should be subject to the supervision 
t. Order@Mand jurisdiction of this Commission, that it should be required 
19 on MM to file reports with this Commission in the’ manner and form 
LP prescribed, and that issuance of securities by it, to the extent 
al. Pelli required by the provisions of section 214, should be subject to 
1. Ordedm the jurisdiction of this Commission. The proposed findings 
- 17 onwmmherein will be conditioned accordingly, as contemplated by 


section 5 (3) of the act.” 

The report said St. Andrews Bay Transoprtzetion Co. was a 
wholly-owned subsidiary of the Atlanta & Saint Andrew Bay 
Railway Co., operating as a common carrier of property over 


applicaticy 
reconsider 


Pe routes not directly involved in the proceedings, and of pas- 
-der of mESengers and their baggage, express, mzil, and newspapers in 
ot less tage the same vehicle, between named points in Alabama, Florida 
and Georgia, which passenger operating rights were the subject 
erating Mi of the instant transaction. 
os a = The report showed that Triangle Securities Trust was the 
\Lmental outgrowth of < small-loan business founded in 1908. Because 
ded to Mgof national restrictive regulations on consumer credit promul- 
gated late in 1941, it said, a substantial decline had resulted 
rier appli##¥in the small-loan business. The principals, it said, considered 
ration OM it necessary to find other means of investing their accumulated 
+ fore funds, and thet, after several attempts had been made to 
st 26, page ccduire an interest in a motorbus operation, Triangle had 
: completed negotiations for the purchase of nearly all of the 
capital stock of Georgia Stages. Triangle, the trustee, and the 
beneficiaries, said the report, were not individually or col- 
lectively engaged in motor carrier operations or affiliated with 
‘red M. Vege @ly carrier except Georgia Stages. 
rown, F 
endment 
ot a, oof Proposed Reperts 
rad ‘ Paints, Etc. 
for pup = MC C-367, Sherwin-Williams Co. vs. Advance Transporta- 
+ ae tion Co. of Wisconsin, et al. By Joint Board No. 13. Commodity 
> = sion tates of Advance Transportation Co. of Wisconsin and West 
Secretary S80re Transport Co., on paints and certain paint materials, 
nts atta Tuckloads, between Chicago, Ill., and adjacent points in III. 
and Ind., on the one hand, and Milwaukee, Wis., not shown to 
. Applic unjustly discriminatory or unduly preferential. Dismissal 
E of complaint recommended. The report said the gist of the 
plicant Complaint was that defendants maintained a rate of 16 cents 
chau from that portion of Chicago north of 75th street and Mil- 
7 waukee, and a rate of 18 cents between the remaining por- 
rivers Co tions of the corporate area of Chicago, and Milwaukee. The 
se and o™ Teport pointed out that the distance from the main business 
vers Cor § Section of Chicago to Milwaukee was approximately 92 miles, 
and from 75th street, 102 miles. Taking the movement from 
€ main business section as representative, it said, that move- 
ment would be 87 per cent of the movement from complain- 
ociated Di _ plant in Chicago to the same points. It pointed out that 
717 (supt™ the rate maintained from north Chicago was approximately 


per cent of that from south Chicago and that it was obvious 
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that differences in lengths of haul from points in the two Chi- 
cago areas would justify some difference in the respective 
rates. 

Wood Pulp 


No. 28987, Kieckhefer Container Co. vs. Atlantic Coast 
Line Railroad Co., et al. By Examiner Alfred G. Hagerty. 
Rates on carload shipments of wood pulp from Plymouth, N. C., 
to Fish House, N. J., in October and November, 1937, unreason- 
able, and reparation recommended. The examiner recom- 
mended finding that the class rate of 33 cents, although not 
proven to have been or to be unreasonable as such, was un- 
reasonable for transportation of the particular shipments in- 
volved to the extent that it exceeded 22 cents. The report said 
that, as between the parties in interest, there was agreement 
that a rate in excess of 22 cents for the described transporta- 
tion was unreasonable. The only remedy sought, it said, in 
which defendants had joined complainants in requesting, was 
authority which would permit adjustment of the charges to 
the claimed basis and enable defendants legally to make pay- 
ment of the uncontested reparation claim of $4,722.26, which 
amount the report recommended be authorized to adjust the 
charges. 

Pick-Up and Delivery Rule 


I. and S. M-2254, Pick-Up and Delivery Service by Van 
Horne Truck Lines. By Examiner C. W. Bennett. Proposed 
rule providing split pick-up and split delivery services on 
truckload shipments transported by respondent, Van Horne 
Truck Lines, a motor commom carrier of Hampton, Ia., to and 
from points in Iowa, unlawful. Schedules filed to become 
effective June 21 and suspended until Jan. 21 on protest of 
Middlewest Motor Freight Burezu, proposed to be ordered 
canceled without prejudice to the filing of new ones in accord- 
ance with views expressed in the report, and proceeding dis- 
continued. The report said it did not appear that the proposed 
charge of $5.50 for each pick-up or delivery would be unrea- 
sonable nr objectionable features of the schedules were 
corrected. 


Motor Operations 


MC C-371, Joint Northeastern Motor Carrier Association, 
Inc. vs. Jack Rose and M. Welloff, dba Rose Transportation Co. 
By Examiner Carmine Carofelo. Dismissal proposed, On 
complaint that defendants, common carrier by motor vehicle, 
have ceased all operations authorized by a certificate granted 
to them, recommends finding that complainant has failed to 
establish that defendants have willfully failed to operate in 
accordance with terms and conditions contained in their cer- 
tificate for transportation between points in New Jersey and 
Pennsylvenia. Complainant asked for revocation of the certifi- 
cate on the ground that defendants had not since on or about 
Dec. 31, 1940, filed with the Commission, nof printed, nor kept 
open to public inspection any tariffs whatsoever showing rates 
and charges for transportation or services connected therewith. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face” type, 
with name of town or city following.) 


New Jersey (Hillside)—-MC 29512, Sub. 4, Harrison Motor 
Freight, extension. Certificate proposed. General commod- 
ities, with exceptions, between points in Bergen, Camden, Essex, 
Hudson, Mercer, Middlesex, Monmouth, Morris, Passaic, Somer- 
set and Union counties, N. J.; points in Bucks, Delaware, Mont- 
gomery, and Philadelphia counties, Pa., and New York, N. Y., 
on the one hand, and, on the other, points, in Conn., Mass. 
(other than those in Barnstable and Berkshire counties, Mass.), 
and points in R. I., over irregular routes. 

Massachusetts (Southbridge)—-MC 59650, Edmond Richard 
and William Richard, common carrier application. Certificate 
proposed. Continuance of operation, general commodities, with 
exceptions, between Southbridge, Mass., on the one hand, and, 
on the other, all points in Conn., and R. I., and household goods, 
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between Southbridge and points in Mass., and Conn., within 
20 miles of Southbridge, on the one hand, and, on the other, 
points in Conn., Mass., N. H., R. I., and Vt., over irregular 
routes. 

Texas (Amarillo)—MC 76564, Sub. 15, Hill Lines, Inc., 
extension. Certificate proposed. General commodities, with 
exceptions, between the junction of U. S highway 66 and New 
Mexico highway 41 near Moriarity, N. M., and the junction of 
U. S. highway 285 and 60 near Encino, N. M., over U. S. high- 
way 66 to Clines Corners, N. M., thence over U. S. highway 
285 to the junction with U. S. highway 60 near Encino and 
return over the same route, with no service at any intermediate 
points. 

Pennsylvania (Birdsboro)—-MC 103428, H. W. Andes, com- 
mon carrier application. Certificate proposed. Coal, from 
points in Schuylkill county, Pa., to Wilmington, Del., over 
irregular routes, with no transportation for compensation on 
return. 

lowa (Keokuk)—MC 68149, Sub. 3, James Cameron’s Sons, 
extension. Permit proposed. Explosives and blasting supplies, 
between Mooar, Ia., and points in Iowa within one mile thereof, 
on the one hand, and, on the other, points in Neb., over irregu- 
lar routes. 

Texas (Greenville)—-MC 104558, Frank Wolfe, common 
carrier. Certificate proposed. Household goods, between points 
in Hunt, Rockwall, and Rains counties, Tex., those in Hopkins 
county on and west of Texas highway 154, and those in Collins 
county on and east of U. S. highway 75, on the one hand, and 
— in Okla., Ark., and Kans., on the other, over irregular 
routes. 

New York (Binghamton)—MC 100279, Sub. 1, M. L. Brady, 
contract carrier. Permit proposed. Petroleum products, in 
tank trucks, from Kingston, Pa., to Binghamton, N. Y. 

Kentucky (Pineville)—-MC 104498, W. N. Taylor, contract 
carrier. Denial of permit proposed. Fresh fruits and vege- 
tables, grains, feed, and furniture, between all points in the 
states of Ky., Ohio, and Tenn., over irregular routes. 

New York (New York)—MC 104543, Frank Kamro, com- 
mon carrier. Denial of certificate proposed. Passengers and 
their baggage, in special or charter operation, in limousines or 
sedans carrying not in excess of six passengers, excluding driver, 
between points in the states of N. Y., N. J., and Conn., over 
irregular routes. 

New York (Riverhead)—MC 66121, Sub. 2, W. F. Howell 
Trucking Co., extension. Denial of certificate proposed. Feed, 
grain, fertilizer, chemicals and insecticides, from Philadelphia, 
Pa., and of oil and grease, from Bayonne, N. J., to points in 
Suffolk county, N. Y., and farm products, on return movement. 

Indiana (Marion)—-MC 74588, Sub. 22, Marion Trucking 
Co., Inc., extension. Denial of permit proposed. Class products 
and accessorial material, such as closures, rings, rubbers, pack- 
ing materials, etc., from Muncie, Ind., to points in Ill., Mo., 
Wis., Mich., Ohio, Pa., W. Va., and Ky., over irregular routes. 

Texas (San Antonio)—-MC 104114, Sub. 6, A. C. Willing- 
ham, extension. Denial of certificate proposed. General com- 
modities, between points in Tex., on the one hand, and points in 
N. M., on the other. 

New York (Newburgh)—MC 21107, Sub. 6, Robert McIn- 
tosh, extension. Certificate proposed. Wearing apparel and 
cut or uncut goods, trimmings, buttons, clips, clasps, and other 
articles, only when such articles are utilized in the manufacture 
of wearing apparel, being transported or to be transported be- 
tween Newburgh and New York, N. Y., over a regular route. 

North Carolina (Asheville)—-MC 61598, Sub. 17, Smoky 
Mountain Stages, Inc., extension. Certificate proposed. Pas- 
sengers and their baggage and of express and newspapers in 
the same vehicle with passengers between Greenville, S. C., 
and Cross Anchor, S. C., over a regular route, serving all 
intermediate points. 

Ohio (Cleveland)—-MC 104366, Sub. 3, The Brown Carryall 
Co., common carrier application. Denial of certificate proposed. 
rset | articles requiring special equipment between points in 
Cuyahoga county, Ohio, on the one hand, and, on the other, 
points in Ohio, Ill., Ind., Mich., Mo., W. Va., Pa., N. J., and 
N. Y., over irregular routes. 


UNCONTESTED FINANCE CASES 

Report and order in F. D. No. 14321, South San Francisco Union 
Stock Yards Co., lease, authorizing lease by the South San Francisco 
Live Stock Handling Co., of property of the South San Francisco 
Union Stock Yards Co., used in. loading and unloading live stock at 
South San Francisco and at Stockton, Calif., on condition that the 
lease be amended so as to fix the annual rental at $600. Approved. 

Report and order in F. D. No. 14192, Kansas City Southern Rail- 
way Company et al. Merger, etc. 

1. Authorizing merger of the properties of the Texarkana & Fort 
Smith Railway Co. into- the Kansas City Southern Railway Co. for 
ownership, management and operation, on condition that neither the 
Texarkana & Fort Smith Railway Co. nor the Kansas City Southern 
Railway Co. either directly or indirectly shall be required to maintain 






























TRAFFIC Wop 


any general offices, machine shops, roundhouses, termina] fag , 
or public offices, within the meaning of the laws of Texas on 4 
lines of railroad now owned by the Texarkana & Fort Smith’ 
Co, at any particular place or places, or at any point thereon wh 


r (Desi: 
soever, regardless of present or previous locations thereon; but gh in it he 
have the right to change any existing location of genera offic, ais no 
machine shops, roundhouses, terminal facilities, or public oq : The De 


such lines, and to relocate the same, and, from time to time , 
change the same, and shall have the right to make all such logat), 
changes and alterations as in the judgment of the Kansas City Soup, 
Railway Co. will enable it to operate the merged properties in the », 
lic interest and with the greatest economy and efficiency; ang 
Kansas City Southern Railway Co. shall not be obligated or bo 
perform any contractual, statutory or other obligations with refer 
to such matters which may now or hereafter rest upon the Texayy, 
& Fort Smith Railway Co. or to which the former may succeed 
reason of the merger, and any and all such changes may be my 
from time to time, by the Kansas City Southern Railway Co, as my 
be approved by the judgment of its officers or board of directors, 
2. granting authority to the Kansas City Southern Railway ( 
to assume obligation and liability in respect of the payment of ; 
principal of, and the interest on, not exceeding $10,000,000 of To, 
kana & Fort Smith Railway Co. first mortgage 5'/2 per cent gold bong 
series A, and in respect of the obligations of the Texarkana & fy 
Smith Railway Company in regard to the payment of the principal qi 
and the interest on, not exceeding $1,500,000 Texarkana Union Stati 


5 per cent trust certificates, series A. Approved. In 
__ Oct. 18 
MOTOR FINANCE CASES to schet 


MC F-2320, Nemasket Transportation Co., Inc.—Control and Me 
ger—Baxter’s Express Corporation. Application for authority unig 
section 210a(b) of Nemasket Transportation Co., of Middleboro, Mag. im collecti 


for temporary operation of motor carrier rights and properties In 

Baxter’s Express Corporation, of Hyannis, Mass., granted, with coi (Qct, 21 

dition. i 
MC F-2326, Arkansas Motor Freight Lines, Inc.—Purchase—t, | publish 


tote 
n 
printed 
betwee 
Bronx, 
game ¢ 
Brook] 
An 
mum | 
Clifton 
cents, | 
rate be 


Rhoades. Application for authority under section 210a(b) of Arkansy 
Motor Freight Lines, Inc., of Fort Smith, Ark., for temporary opey 
tion of motor carrier rights and properties of L. L. Rhoades, dba P,¢ 
Motor Freight Lines, also of Fort Smith, granted, with condition, 

MC F-2182, George H. Mickow—Purchase—D. Graff & Sons, » 
bracing No. MC F-2187, B & B Cartage Co., Inc.—Purchase—D, 
& Sons. 1. Purchase by George H. Mickow, doing business as Hay 
mond Motor Express of Hammond, Ind., of certain operating rights ¢ 
D. Graff & Sons of Kalamazoo, Mich., approved and authorized subjet 
to condition. 2. Application of B & B Cartage Co., Inc., of Chicagy 
Ill., for authority to purchase certain operating right of D. Grafts 
Sons, denied. 

MC F-2275, Joseph E. Faltin—Purchase—Eastern Express & Hail 
age, Inc. Purchase by Joseph E. Faltin, doing business as J. E. Faltin 
Motor Transportation of Manchester, N. H., of the operating rights of 
Eastern Express & Haulage, Inc., of Long Island City, N. Y., approve 
and authorized, subject to condition. 
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FINANCE APPLICATIONS 

Finance No. 14363. Spokane, Portland & Seattle Railway Co. ask 
authority to purchase and operate the line of railroad, franchises ani 
all properties of the Gales Creek & Wilson River Railroad Co., i 
Washington County, Ore., for a cash consideration of $863,229.52., Th 
latter’s line extends westerly 12.7 miles from a point of connection 
with United Railways Co. at Wilkesboro, to Glenwood. may | 

MC F-2336. Merchants Freight System, Inc., Terre Haute, Ini, @ World 
asks authority to purchase rights of Carmen Gradei, dba Gradei’s T 
press, Chicago, Ill. missic 


MC F-2337, Baltimore & Pittsburgh Motor Express Co. of Pit . 
burgh, Pa., asks authority to purchase certain operating rights, prop xper! 
erty, and equipment of A. Russell Kultau, dba Kultau Motor Express mm Syster 
also of Pittsburgh. shoul 

Finance No. 8594, Supplemental. Paul T. Sanderson, receive, such 
Waco, Beaumont, Trinity & Sabine Railway Co., as authority to issu those 
renewal notes in extension of certain notes heretofore issued to maturt repor 


not later than six months after Feb. 1, 1944. I 
MC F-2338, Short Way Lines, Inc., of Toledo, Ohio, asks permis had f 
sion to lease certain operating rights of Central Coach Lines, Ine, @ a 


Fort Wayne, Ind. than 

Finance No. 14368, Berryman Henwood, trustee of St. Louis South futur 
western Railway Co., and St. Louis Southwestefn Railway Co., & 9% whict 
authority for extension of operations by means of trackage rights 0% retro; 


and joint use of the second of two parallel main tracks in Shreve ] 
port, La., owned by Vicksburg, Shreveport & Pacific Railway Co., and 


leased to and operated by Yazoo & Mississippi Valley Railroad Co. Navy 
MC F-2339, W. G. Burgess, dba Reliable Motor Freight Line, # § Offic 
Tulsa, Okla., asks authority to purchase certain operating rights and and | 
equipment of H. L. Evans, dba Silver Motor Freight Lines, @ & that 
of Tulsa. Rate 
MC F-2340, Rio Grande Motor Way, Inc., of Denver, Colo., ant prese 
Wilson McCarthy and Henry Swan, trustees of the property of the with 
Denver & Rio Grande Western Railroad Co., also of Denver, ask pe 
mission for Rio Grande Motor Way, Inc., to acquire control of S' adop 


Larson, dba Larson Transportation Co., also of Denver, through owt T 
ership of stock. 


other 

SS aa GeS ae funct 

CONSOLIDATED CLASSIFICATION DOCKET re 
Consolidated Classification Docket No. 99, covering heat den 
ings to be held at 101 Marietta St., Atlanta, Ga., November $f prov 
143 Liberty St., New York, November 11, and Union Statiol § whic 
Chicago, November 17, is included with the October 23 issué§ and 
of the Traffic Bulletin. strat 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ae not reproduced here. Details of such orders are published in 
wes Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2318, the Commission has suspended from 
Oct. 16 until May 16, the operation of certain schedules as 

ublished in supplement No. 5 to tariff MF-I. C. C. No. 1 of 
Victor Micati, doing business as Harrison Express Co., Kearney, 
N. J. The suspended schedules propose to increase rates on 

‘rious commodities — points in southeastern 

rk and northern New Jersey. 

wea and S. 5260, the Commission has suspended from 
Oct. 16 until May 16 the operation of certain schedules as 
published in supplement No. 5 to Atchison, Tepeka and Santa 
Fe Railway Company’s tariff I. C. C. No. 14278, supplement 
No. 61 to Agent J. R. Peel’s tariff, I. C. C. No. 3443, and 
others. The suspended schedules propose to revise the com- 
modity rates on feldspar, in carloads, from points in Colorado, 
North Carolina, South Dakota, Tennessee and Virginia to 
destinations in Arkansas, Louisiana, Oklahoma and Texas. 

In I. and S. M-2319, the Commission has suspended from 
Oct. 18 until May 18 the operation in part of supplement No. 4 
to schedule MF-I. C. C. No. 6 of Jesse F. Rogers, doing busi- 
ness aS Rogers Truck Line, Kansas City, Missouri. The sus- 
vended schedules propose to establish a rule providing for the 
collection and remittance of C. O. D. monies without charge. 

In I. and S. M-2320, the Commission has suspended from 
Oct. 21, until May 21, the operation of certain schedules as 
published in tariff MF-I. C. C. No. 2 of Metropolitan Trucking 
& Warehouse Corporation, East Rutherford, N. J. The sus- 
pended schedules propose to increase rates on paper labels, 
printed paper, and paper or paperboard advertising matter, 
between Allwood, Clifton, Newark and Passaic, N. J. and 
Bronx, Brooklyn and Long Island City, N. Y.; also on the 
same commodities from the above New Jersey origins and 
Brooklyn and New York, N. Y. for export. 

An illustrative proposal is to increase from 20 cents, mini- 
mum 10,000, to 23 cents, same minimum, the rate between 
Clifton, N. J., and Brooklyn, N. Y.; also to increase from 17 
cents, minimum 20,000, to 20 cents, same minimum, the export 
rate between the same points. 


New England Truck Rates 


New England Motor Rate Bureau, Inc., has filed an excep- 
tion to the conclusion of the examiners in I. & S. M-2247, 
Increased Common Carrier Truck Rates in New England, that 
the general level of rates should not be increased to a per- 
centage greater that that recommended by the examiners for 
the purpose of “reimbursing the carriers for any losses which 


may have been sustained in past operations.” (See Traffic 
World, Oct. 16.) 

_ The Bureau said that the statutory authority of the Com- 
mission does not limit “recognition of the disastrous past 
experience of the industry, particularly under the present 
system of regulation of the economy, and the Commission 
should permit the rate level to be increased to a point where 
such losses may, in part at least, be absorbed in addition to 
roa increases recommended to be authorized by the proposed 
repo: ” 

In their report, the examiners said that the respondents 
had fixed the amount of the percentage increase sought higher 
than necessary to permit them to earn a fair return in the 
future “in order to recover out of future earnings amounts 
which they have been required to pay their employes under 
retroactive wage adjustments.” 


Replying to the joint exceptions of the Secretary of the 
Navy, Secretary of War, War Food Administrator, and the 
Office of Price Administration to the proposed report in I. 
and S. M-2247 (see Traffic World, Oct. 16, p. 915), and asking 
that they be overruled, the respondent New England Motor 
Rate Bureau, Inc., contended that Congress had specifically 
preserved final judgment as to the lawfulness of utility rates 
within the established commissions “at the instance of the 
adoption of the anti-inflation law of Oct. 2, 1942... .,” and said: 


The argument of the Economic Stabilization Director and of the 
other protestants does not square with the actual performance of the 
functions of his or their Offices. It is a matter of common knowledge 
te t whereas the Office of Price Administration has, in instances, at 
— expressed disapproval of approved wage increases by the Na- 
onal War Labor Board, the Economic Stabilization Director has ap- 
sig within the trucking industry the most drastic wage incerases, 
aol Aira been confiscatory as to the employers required to pay them 
strated ch unreasonably advanced their costs of operation, as demon- 

by the record in this proceeding. It is safe to say that it is 


991 


the failure of the protestants which has made necessary the rate in- 
crease here asked for. 


Replying to the exceptions of the Middle Atlantic Shippers’ 
Motor Carrier Committee, the respondent bureau objected to 
the document on the ground that it did not meet the provisions 
of Rule 96 of the Commission’s general rules of practice. 
While desiring to avoid “technical treatment” of the exception, 
the bureau said, it was only fair for it to state that there was 
no exception, as such, presented, and that as to a large part 
of the argument it was impossible to identify the fundamental 
contention of the exceptors, the relevant record or exhibit 
under consideration or the identity of the carriers considered 
or individual facts referred to in such a way as to be able to 
be of assistance to the Commission in making reply. As an 
example, the bureau said that at one point in the exceptions 
carriers had been grouped under arbitrary classifications with 
standards of grouping general in terms and related to concerns 
whose names, either as groups or as a group, particularly as 
subdivided, were completely undisclosed. Only by an extended 
investigation could the respondent, by inference, arrive at the 
names of the carriers, it said, and that neither it nor the’°Com- 
mission should be required to perform such a task. 

As its concluding argument, the bureau said that the 
examiners had found that the carriers involved in the proceed- 
ing were in substantially the same position with respect to 
operating ratios as respondents in the “eastern case, so-called.” 
Although the report in this case was related to an entirely 
independent record, the bureau said, it seemed clear that all 
of the basic issues raised either directly or indirectly had been 
finally and conclusively settled by the decision of the division 
in the eastern case, and by virtue of the denial of the petition 
for reconsideration by the full Commission, which determina- 
tion, said the bureau, became authoritative precedent in this 
case. 


United Van Line Rights 


Alleging that the certificate granted United Van Lines, Inc., 
in MC 67234, Sub. 1, authorizing operation -by United as a 
common carrier of household goods between points in the 
United States and between points in the United States, on the 
one hand, and, on the other, points in Alaska, Canada and 
Mexico would promote monopoly, protestants have petitioned 
the Commission for rehearing, further hearing, reconsideration, 
and oral argument. The protestants are: Independent Movers 
& Warehousemen’s Association, Inc.; J. Norman Geipe Van 
Lines & Fireproof Storage Warehouses; Sirkin & Needles Mov- 
ing: Co.; and Fines B. Hudson, doing business as Hudson Van 
Line. 

The protestants alleged 17 errors in the decision of divi- 
sion 5, granting the authority, and said that if reconsideration 
was granted they would introduce new evidence to establish 
the adequacy of existing service; the monopolistic effect of the 
grant of authority; that the past operations of the applicant, 
even if accepted as lawful, did not support the widespread 
grant of authority; that applicant’s operations had been con- 
ducted at a loss and not a profit; and that the applicant’s 
operations resulted in a high percentage of waste mileage con- 
trary to the finding of the Commission. 


The principal testimony for the applicant was given by 
its president, said the protestants, and that he had testified 
that there was “an imperative need for the service which appli- 
cant proposed to render.” They said their attorney had at- 
tempted to introduce evidence of prior contradictory statements 
made by the witness and that the examiner had sustained a 
motion of the applicant to exclude such testimony. The pro- 
testants said their attorney had confronted the witness “with 
the latter’s statement in hearings held shortly before the in- 
stant one in which the applicant, opposing applications filed by 
other carriers, specifically stated that there was no need for 
additional service and that the vehicles which the applicant 
company owned and leased were idle for a considerable portion 
of the time.” In the instant proceeding, said the protestants, 
“this witness testified that there was an urgent and imme- 
diate need for additional motor carrier services, that all of the 
equipment his company operated was loaded to capactiy, and 
that there was a greater demand for service than his company 
could promptly meet.” 


The division recognized the propriety of the evidence which 
the protestants’ attorney had sought to introduce, he said, and 
reversed the ruling of the examiner on this point. Neverthe- 
less, said they, the Commission went on to say: 


Although certain testimony given by applicant’s president in the 
instant proceeding is in conflict with, and contradicted by, testimony 
given by him in other proceedings and therefore entitled to little 
weight, we are not persuaded that this warrants denial of the appli- 
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eation. Our decision herein must be based upon consideration of the 
entire record. 


The division made a proper and sound finding, said the 
protestants, but that this conclusion was a non-sequitur. A 
consideration of the entire record, said they, would necessarily 
have resulted in the denial of the certificate for the reason 
that “applicant failed to establish one of the elements of public 
convenience and necessity: inadequacy of service.” 


Contending that the rights, if granted, would create dupli- 
cating authority, the protestants said the evidence introduced 
in this case had established conclusively that many of the 
so-called agents of United had individual authority to operate. 
The Commission, it said, had recognized the danger implicit in 
the grant of authority here by laying down the condition that 
Sloan’s Moving & Storage Co., under common control with 
the applicant, request dismissal of its application in MC 40861. 
After discussing this phase of the decision, the protestants said 
that if the Commission found that the vesting of a single right 
in one carrier would better serve the public that the creation 
of multiple or duplicating rights, “it is respectfully submitted 
that all of the operating agents be required to withdraw their 
applications or to request the concellation of their certificates.” 


In discussing the allegation that the certificate would pro- 
mote monopoly, the protestant said that by the appointment 
of agents and by the temporary transfer of I. C. C. plates, any 
number of operators could be authorized to perform interstate 
transportation. The right of the Commission to limit and re- 
strict transportation would be made subordinate to the will 
and discretion of the applicant, said they, adding that the 
Commission had discouraged such an arrangement in the Allied 
Van pooling case (see Traffic World, Oct. 2, p. 765). There was 
no reason, said they, why the Commission should sustain a 
directly contrary decision by the division. 


American Van Lines, Inc., and 103 household goods carriers, 
have filed a petition for reopening, rehearing or further hearing, 
and/or oral argument, and reconsideration, and for leave to 
intervene in MC 67234, Sub. 1. The petition points out that 
the American Van Lines case is one of three in which reports 
of division 5 of the Commission have been made, and in which 
the findings and orders have been subjected to vigorous protest. 
The cases are named as the Allied Van case, the North American 
Van Lines, Inc., case, and the present case. 


The petition said that, as had been pointed out in the 
North American case (see Traffic World, Oct. 9, p. 843), the 
issue involved was one of national scope, affecting nation-wide 
operations in a highly important public service. The decision 
to be made, it said, would determine “whether numerous car- 
riers to which the Commission has granted cert'ficates are 
to be devoured by giant combines and their rights thereby 
destroyed or whether they are to be fostered and preserved 
as required by the mandate of the national transportation policy 
and the pertinent provisions of the interstate commerce act 
enacted for their perpetuation.” 


The issue is one of vast proportions and of serious import 
from the public viewpoint as well as that of the- individual 
concerns whose rights are the object of protection and per- 
petration under the provisions of the act, it says. 


“If a giant combination formed by an unauthorized merger 
of individual carriers, developed and directed by a skeleton 
principal with a handful of trucks, is to prevail over the several 
thousand carriers which do not belong to it,” says the petition, 
“the independent operators not so favored, including petitioners 
who have been heretofore certificated by the Commission, are 
certainly on the way to ultimate destruction.” 


Western States Household Goods Carriers’ Bureau has 
filed a petition for reconsideration by the full Commission in 
MC 67234, on the ground that the evidence produced by United 
did not justify the broad grant of authority; that evidence of 
past operations should not be considered in the: instant pro- 
ceeding because, in so far as the eleven western states were 
concerned, the operations were not bona fide, and had ben 
of such minor scope as not to create a presumption of public 
convenience and necessity; and that the Commission should 
consider the fact that the applicant’s operation in the eleven 
western states was an outgrowth of the national emergency 
and that if authority was granted, it should be restricted to 
the period of the emergency. 


The contention that the applicant had first started handling 
shipments to, from, and between points in the eleven western 
states only after the national emergency arose was brought 
out by the figures used by the examiner in the proposed 
report, said the bureau. These figures revealed, it said, that 
only three shipments in California had originated in 1938, 
and four in 1940. In the first six months of 1942, it added, 
223 shipments had originated in California, or an approx.mate 
total for the year of 500. 






TRAFFIC Wop 
North American Van Rights 


_ The applicant in MC 77038, Sub. 2, North American yj; 
Lines, Inc., Extension, has filed a reply to pet tions of Protests 
asking for further hearing, and has asked that the full Cop 
mission deny the petitions and “confirm to applicant a Certifion 
in accordance with the report and order of Division 5, an 
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this may be done expeditiously and before any final order ; 

issued in the pending ‘grandfather’ application.” (See af a contré 

World, Oct. 16, p. 921.) "942, the | 
North American, in replying to the allegation of the py a wate 


tioners that all of its past operations were illegal, said }, 
in the pending “grandfather” application, the Commission py 
never suggested that any of its operations had been jles 
in any respect and that the sole question in that case had hp 
whether, from 1933 to 1938, applicant had exercised the deo 
of control over the equipment used which would constitute j 


esuming 


reigl 
To eq 


the sole carrier under the motor carrier act, to the exclyggimers in the 
of the parties from whom it had leased vehicles. ments edt 
As to the points raised by the protestants that any of qjgmucing ar" 
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shipments transported by North American could have be 
transported by other carriers, the reply quoted from the pej 
tion of John F. Ivory Co. to the effect that no single shipmen| 
was shown in the record “which could not have been transporte 


by a host of other carriers.” ester 

“Who in the world would want their household gooiiiiing normal 
transported by a ‘host’ of carriers?” asked North America These 
“The petitioner must have meant what he said, because jpgmthe ceiling 
certainly knew that there is only one certificated carrier jggen actu 
the United States that could have transported all of the ship! Stes 
ments handled by the applicant.” Referring to the statemexm” yy 
of Independent Movers & Warehousemen’s Association, In, Be treig! 
that at least one of its member carriers served each of thelr the tv 
states in question, North American said that the petitioney Zone | 
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“did not have to recite those horrible facts because they wer 
well known. Those were the facts which the shipper witnesss 
complained of. The shipper who wants to make a long dis 
tance move would not be aided by those facts and Division} 
so found.” The division had correctly found that even withis 
the limits of the operating authority of individual protestants 
such carriers were not in a position to render public service, 
said North American, adding, that even if household gook 
could be interchanged, which, it said, was not the case, “thes 
little carriers have no organization or facilities for interchang 
ing shipments.” 

As to the protestants’ allegations that the applicant paid 
its agents too much; that the agency contracts were flimsy; 
that the agency arrangements “permit the applicant to mult 
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the public of huge sums;” that the commiss‘on to agents resulted Maaminist 
in excessive transportation charges; and that the commission An e 
permitted agents to cut terminal charges below published rates, Mshipped : 
North American said that the protestants had not contendei @f this 





that there was any difference between its agents and th mexvected 


agents of any other national carrier of household goods. Ije™ ™ 
said that the protestants, never having had agents, were no 
familiar with the service performed by agents and for which 
they were compensated, and outlined those services. The 
As to the allegation that the granting of the certificate Mestablis 
would be in violation of the anti-trust laws, North Americat Mprain d 
said that the observation of monopoly came rather late and Mlevels < 
that the same argument could have been made, and in some @perain d 


instances was made, by substantially the same petitioners i 
connection with the applications of the United Van Lines, Aen 
Mayflower Transit Co., Bekins Van Lines, National Van Lines, 
and Greyvan Lines. The Commission, said North Americal, 
had seen fit to view the public interest as of more concem 
than the private affairs of protestants “engaged principally i 
warehousing and in local and intrastate transportation.” 

North American said that, throughout the proceedings, the 
issues between the applicant and the protestants had beet 
perfectly clear. It, and other national carriers, maintained 
national organizations, it said, while protestants did not have 
such organizations and had pointed out that the rates of the j 
applicant and other national organizations were 15 per cent 
higher than the rates of the so-called independents, who, it 
said, operated radially and did not maintain service organlz 
tions in their certificated territory. It continued: 

It seems to be the view of protestants that, if the Commission 
would prevent the national carriers from paying compensation to thelr 
agents, the protestants could thereby destroy the national organizations 
of the national carriers, and that is what they seek to do. There has 
never been any other issue in this case. 
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COMMISSION WATER ACTION ‘ 

Finding that in October, 1942, applicant voluntarily dis 
continued all operations as a water carrier and that applic 

had no immediate plans for resuming water carrier operations 

in the future, the Commission, division 4, has issued an ordet Bhaq ¢ 

dismissing W-443, Richard O. Smith, Contract Carrier Applic fof th 

eir 


Detober 23, 1943 


..» an application filed under section 309 (f) of part Ill of 
on nterstate commerce act for a permit to continue operation 
ef contract carrier by water, in interstate or foreign com- 


«4 an order in W-443, Richard O. Smith, Contract Carrier 
Application, the Commission, division 4, has dismissed the 
Prication for a permit authorizing continuance of operation 
T contract carrier by water. The order said that in October, 
942, the applicant had voluntarily discontinued all operations 

a water carrier and that he had no immediate plans for 
esuming such operations in the future. 


reight on Northwest Apples 


To equalize transportation costs and thereby enable grow- 
rs in the Pacific northwest to obtain returns on their ship- 
ments equivalent to those obtained by growers in other pro- 
hucing areas, the War Food Administration has announced that 

will pay a portion of the freight charges on apples shipped 
om Washington, Oregon, and western Idaho into eastern and 
rentral states. Continuing it said: 


As Pacific Northwest apples customarily are shipped to central 
snd eastern markets, these payments will have the effect of maintain- 
g normal distribution. 

These freight equalization payments are considered necessary as 
he ceiling prices on apples are based on average shipping costs rather 
han actual freight costs from each producing area. Eastern and cen- 
al states have been divided into two zones. Equalization payments 
om shipments from the Pacific Northwest to Zones I and II are de- 
gned to cover that portion of the transportation costs, at the applic- 
able freight rates, in excess of the average shipping costs established 
or the two zones. 

Zone I comprises Maine, New Hampshire, Vermont, Massachusetts, 
Phode Island, Connecticut, New York, New Jersey, Pennsylvania, Ohio, 
diana, Illinois, Michigan (all counties east of Lake Michigan), Wis- 
onsin (Washington, Columbia, Vernon, Sauk, Dodge, Ozaukes counties 
and all counties south thereof), Missouri (Clark, Lewis and Marion 
ounties), District of Columbia, Delaware, Maryland, Virginia, West 
irginia, North Carolina, South Carolina, Georgia (Effingham and 
atham counties), Kentucky, Tennessee (Scott, Morgan, Roane, Lou- 
don and Monroe counties and all east thereof). 

Zone II: Michigan (counties not in Zone I), Wisconsin (counties 
not in Zone I), Minnesota, Iowa, Missouri (counties not in Zone I), 
ebraska (Dakota, Thurston, Burt, Washington, Sarpy and Douglas 
ounties), Kansas (Wyandotte county), Georgia (counties other than in 
Zone 1), Florida, Tennessee (counties not in Zone I), Alabama, Missis- 
sippi, Arkansas, Louisiana (Pointe Coupee, St. Martin and Iberia 
ounties and all counties east thereof). 

Shippers must file claims for payments with the Food Distribution 
Administration’s office, 210 Mayer Building, Portland, Oregon. 

An estimated 10 to 12 thousand cars of apples probably will be 
ipped from Washington and Oregon into Zones I and II this season. 
Of this number, an estimated two-thirds of these shipments are 


xpected to be marketed in Zone I and approximately one-third in 
Zone II. 


0. P. A. AND SOX CAR DOOR PRICES 


The Office of Price Administration has announced the 
establishment by it of ceiling prices on “general manager type” 
prain doors and temporary coal doors for railroad box cars at 
levels about 10 per cent above those prevailing previously for 

in doors and about 33 per cent above the previous level for 
emporary coal doors, ‘“‘to cover increased production costs.” 

“The increases,” said the O. P. A., “will add to the door 
osts of grain and coal hauling railroads, but since the increases 
are such a minute part of hauling expense, and since the same 
“oors are used over and over again, the higher door costs will 
not bring any change in transportation rates.” 


D. L. & W. ACCIDENT REPORT 


_ Failure of operating officers of the Delaware, Lackawanna 
f Western Railroad Co., to adhere to and enforce operating 
pules which were essential to safety, caused a side collision 
tween a passenger train and an engine on the railroad at 
ayland, N. Y., Aug. 30, 1943, which resulted in the death 
if 26 passengers and one railroad official, and the injury of 
HU passengers, 3 Pullman employes, one dining car employe 
ind 3 train service employes, according to a report of the Com- 
ilssion, written by Commissioner Patterson, on its investigation 
of the accident, No. 2725. 

This accident was the direct result of the long-standing 
practice of inferior trains using the main track on the time of 
superior trains without procuring authority in the manner pre- 
cribed in the book of operating rules,” said the report. “The 
tules had not been rescinded or modified, but practices not 
6 vided for or authorized thereby were commonly followed. 
“pan officials are responsible for such practices. If they 
> conformed to the practices prescribed by the rules, the crew 
; € inferior train in this case would not have permitted 
eir train to foul the main track on the time of No. 3 (west- 
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bound first class passenger train) without protection. Similar 
accidents may be expected to occur as long as operating officials 
fail to conform to the practices prescribed by their rules. The 
unsafe conditions. disclosed by this investigation should be 
corrected immediately.” 


Oo. P. A. WATER CARRIER REPORTS 


Extension of the time limit in which certain water-borne 
carriers have had to file their quarterly financial reports with 
O. P. A. has been announced by the Office of Price Administra- 
tion. 

“The time limit is to be extended from 30 days to 60 days 
after the end of each quarter,” it said, adding: 


These reports are required from Water-borne carriers engaged in 
the transportation of petroleum and petroleum products by barge 
along the Gulf and Atlantic Intracoastal Waterways, Gulf of Mexico 
and Mississippi River. 


The time limit will be extended as a convenience to carriers and 
in recognition of the difficulties of getting out reports promptly at 
the present time with the shortages in manpower prevailing. . . An 
amendment will be issued to Revised Supplementary Regulation No. 
14, embodying this extension. 


W. & L. E. Control 


Chesapeake & Ohio Railway Co. has filed an application 
with the Commission in Finance No. 14367, asking authority 
“forthwith” to acquire 60,000 shares of the common capital 
stock and hereafter to acquire up to 14,357 additional shares 
of the common or preferred capital stock of Wheeling & Lake 
Erie Railway Co. The application said that the C. & O. had 
an opportunity to purchase from Blyth & Co., Inc., a block 
of 60,000 shares of common stock of the Wheeling Co. at a 
price of $52.2158 a share, plus interest at the rate of 2 per 
cent a year from Sept. 28, to the date when payment is made 
for the shares. 

The application said that the combined holdings of the 
C. & O. and of the New York, Chicago & St. Louis Railroad 
Co., of certificates of deposit representing 115,193 shares of 
prior lien stock of the Wheeling Co., and of 140 additional 
shares of prior lien stock by the C. & O. represented something 
more than 53.6 per cent of all the outstanding stock of the 
Wheeling Co. Acquisition by the C. & O of the 60,000 shares 
of common stock, said the application would increase the 
joint ownership to approximately 64.42 per cent, and that 
only 14,357 additional shares of the stock of the Wheeling 
Co. would be required to effectuate a combined holding of 
67 per cent of the entire outstanding capital stock of the 
Wheeling Co. and place the C. & O. in position to merge the 
Wheeling with itself or an affiliate. 

Recently the Commission, division 4, by a report and or- 
der in Finance No. 14320, Wheeling & Lake Erie Railway Co. 
Control denied the application of the N. Y. C. & St. L. for 
authority to purchase 60,000 shares of common capital stock 
of the W. & L. E. The division said it had taken notice of 
numerous statements which had been made on behalf of the 
applicant that it was in the interests of its stockholders that 
surplus cash resulting from current earnings be not paid out 
in dividends, but that reduction of debt must come first. The 
division said also that increase of the joint holdings of the - 
C. & O., and the N. Y. C. & St. L., to 64.42 per cent would 
not enable either road to do anything they could not do now, 
since this larger interest would still be less than two-thirds. 
The division also discussed what it called “round-about 
maneuvering” involved in the proposed purchase of 50,000 of 
the shares, and the proposed payment of $49,900 to Otis & 


ad the owners of that stock (see Traffic World, Oct. 2, 
p. 3 


REFINERS TRANSPORT PURCHASE 

Coastal Tank Lines, Inc., and other protestants in MCF- 
1936, Refiners Transport & Terminal Corporation—Purchase— 
Marshall Transport Co., Inc., and Warren C. Marshall, have 
filed a reply to the joint petition of Refiners and Marshall for 
continuation of the lease under which Refiners Transport has 
been operating the Marshall properties, for a period not exceed- 
ing one year ffom May 17, 1943. The protestants ask that the 
petition be dismissed, and contended that the Commission was 
without power to grant any further temporary extension in 
the form of a lease or in any other manner, and that “its 
extensions of time that have been granted since Feb. 15, 1943,” 
had been unlawful and void, (see Traffic World, Oct. 16). 

The Commission, they said, had exhausted its ability under 
section 219a (b) to grant temporary relief and that, if the 
request of the applicant was for a long-term lease it was in 
effect asking the Commission to ignore the dictates of its own 
decision in the matter. Such request; they said, was made 
without the benefit of the proper application for authority to 
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lease. Payments under the lease, they added, had already 
amounted to substantial sums and the seller would, if the 
extensions under the lease were to continue, receive a sub- 
stantial portion, if not all, of the purchase price, all of which, 
said they, was contrary to the decision of Aug. 3. 

Only if the federal court at Baltimore asked extension of 
the lease for the time required for it to render its decision, 
would they withdraw their objections, said the protestants, 
and pointed out that the court had stated that it would 
endeavor to render a decision prior to Oct. 17, the present 
expiration date of the extended lease. 

The Commission, division 4, by a third supplemental order 
in MC F-1936, has granted the petition of the applicants and 
authorized extension of the lease of the operating rights and 
properties of Marshall Transport Co., and of Warren C. Mar- 
shall, by Refiners, for a period expiring Dec. 16, 1943 (see 
Traffic World, Oct. 16, p. 922). The order provided that if 
the parties desired to continue the previously authorized lease 
of the operating rights and properties under the supplemental 
authority granted, they should promptly notify the Commission 
of such intention. 


Textiles to Eastern Ports 


R. S. Cooper, agent for carriers parties to Motor Carriers 
Traffic Association, has filed a brief in MC C-358, Minimum 
Rates on Textile Products to Eastern Ports, involving an in- 
vestigation concerning the reasonableness and lawfulness other- 
wise of minimum rate restrictions and rate stops, and practices 
affecting such restrictions and stops, applicable to the trans- 
portation of all textiles and textile products as described in 
tariff MF-I. C. C. No. 282, Southern Motor Carriers Rate 
Conference, Inc., Agent; MF-I. C. C. No. A-90 Middle Atlantic 
States Motor Carrier Conference, Inc., Agent; and MF-I. C. C 
No. 87, R. S. Cooper, Agent (see Traffic World, Oct. 16). 

Mr. Cooper asked the Commission to find, as did the South- 
ern Motor Carriers Rate Conference, that the issues in the 
case were confined to minimum rates on textile products be- 
tween southern mill points and eastern mill points, in the tariffs 
specified, made higher than the general applicable basis by 
the publication of minimum, rates or rate strictions; that the 
proposed method of publishing commodity rates on textiles pre- 
sented in the case was superior to the present method and 
did not violate the interests commerce act; that the average 
out-of-pocket cost scale presented by respondents was on a 
fair and just basis, and was reasonably related to the move- 
ment of textile products by motor carriers from the south 
to the east; and that it was unlawful for any motor carrier to 
maintain rates that were lower than the average out-of-pocket 
costs of the carriers principally engaged in handling textiles 
between the affected points. 


Briefs for shipper interests have been filed by Cannon 
Mills Co.; jointly by American Cotton Manufacturers Asso- 
ciation, North Carolina Cotton Manufacturers Association, Inc., 
Cotton Manufacturers Association of South Carolina, Georgia- 
Alabama Textile Traffic Association, Alabama Cotton Manufac- 
turers Association, and Cotton Manufacturers Association of 
Georgia; and by Avondale Mills. 

: Cannon Mills, and the associations, asked the Commission 
to find that the rates now published as specific commodity rates 
on textiles and textile products were maximum reasonable 
rates, and that the rates in issue, to the extent that they 
exceeded the published commodity rates, were unjust, unrea- 
sonable, unduly prejudicial and unduly discriminatory. In 
addition, Cannon Mills asked the Commission to find that the 
present commodity tariff violated section 217 of the act in 
that it did not clearly express the charges, rules, and regula- 
tions applicable on textile and textile products, and that the 
proposed tariff, if re-issued in the form outlined by the respond- 
ents, would likewise violate sections 216 and 217 of the act. 

The associations ask the Commission to find that the ad- 
justment- of rates proposed by the respondents would not 
remove the discriminations alleged or affect the reasonable- 
ness of the rates or their relation to the normal general level. 
The evidence respecting transportation costs, the associations 
ask the Commission to find, among other things, includes ex- 
penses of carriers whose rates are not involved and does not 
include many respondents whose rates are in issue. 


A supplemental brief filed by Georgia-Alabama Textile 
Traffic Association, Alabama Cotton Manufacturers Association, 
and Cotton Manufacturers Association of Georgia said that 
group was aware that, under part II of the act, the Commis- 
sion was without authority to award reparation on past ship- 
ments, but that it did give the Commission authority to de- 
termine the lawfulness of such rates, citing W. A. Barrows 
Porcelain Enamel Co. vs. Cushion Motor Delivery Co. et al., 
11 M. C. C. 365. In addition to the findings requested in the 
joint brief of the six associations, the group joined in the 
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supplemental brief asks the Commission to find that the m . 0. 
imum rate restrictions and rate stops in issue resulted in rata 
on past shipments, unreasonable, and in violation of seem Cort 
216 to the extent that such rates exceeded the published ggamlldreds: 
modity rates. y the ( 
The Avondale Mills brief said the company con D8,483,0 
in the joint brief of the six associations aforementioned, aympries D 
also in the supplemental brief filed for the group of three ag psidiar 
ciations, and an identical brief was filed on behalf of pjygmblic . 
Manufacturing Co. The Avondale Mills operate in Alabanimt a 
to wh 


The Bibb mills are in Georgia. 

In its brief in MC ‘C-358, the War Department has asks 
the Commission to find that the present minimum rate restr\ howed 
tions or stops under investigation in this proceeding are ailroad 
and unreasonable under section 216 (d) of the act; that qgmm the | 
basis of rates proposed by the respondents as a substitute jgupommss 
the stops under investigation in this proceeding is unjust aygpetimo! 
unreasonable; and that the present minimum rate restrictigga® So 
or stops should be cancelled. pyear | 

As to the present stops, the War Department said the em 
modity rates were apparently satisfactory to the motor gq 
riers from the time of their establishment in 1937 until ¢ 
beginning of the present war. Then certain carriers apparent 
decided that the rates were unprofitable and that they wo 
increase them through the use of stops, it said. This practi 
had spread, it added, until the stops now had the effect of & 
priving shippers of motor service and very often by the mo 
direct or logical routes, except on the basis of rates consideiBsitroa 
ably higher than the commodity rates and higher than the rateliynears 
maintained by the rail carriers. It pointed out also that them. Pe: 
was no uniformity in the bases of the stops, and that it wallyst al 
difficult to check a rate with any degree of accuracy. In thiinctior 
period comprising the last quarter of 1942 and the first rrange 
quarters of 1943, it said, approximately 257 carloads of textilalom c 
were diverted by the department from motor to rail routaiosteri 
because of this situation. sty. N 

As to the proposed adjustment, the War Department saiifike he 
that it was designed primarily to correct the method of pubjaeneral 
cation rather than the rate situation. The use of rate sto In 
would be discontinued, it said, but that the respondents wouligjas 2 
cancel the commodity rates where stops were now applicablegpoupon 
leaving the class rates to apply on such traffic. The routes nowpltimat 
subject to the stops would still be unavailable because the a oted 
plication of the commodity rates would be cancelled by thes 0 the 
rates and the class rates would apply. The proposal went eve blic 
further, said the War Department, and cancelled the commodi 1 d 
rates in many instances where there were now open routes ing’ 1 
restricted by stops. As to the contention of the respondents thal 
the establishment of certain ratings as exceptions to the rating 
provided in the classification would result in reductions, the 
War Department said that where the carrier maintained a sii 
of fourth class, any reduction which might result from the pn 
posed exception ratings would only be from the stop basis tt 
the new execption basis. 

The department said also that the respondents had a 
tempted to justify the proposed cancellation of certain com 
modity rates on the ground that there was no present movemaett 
of traffic under those rates, that the rates which they propos 
to continue in effect were only existing commodity rates & 
which traffic was now moving. This justification failed to tak 
into account the fact that traffic would normally move 
the commodity rates to be cancelled if such rates were noth 
stricted by the application of the rate stops, said the War lk 
partment. 
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WATER CARRIER RECORDS 


Effective January 1,.1944, the Commission, division 1, lhe } 
issued two orders governing the uniform system of accoulMmpi, 
for, and the destruction of records of, carriers by water. er 

The order entitled Carriers by Water—Uniform Syste ° 
of Accounts, requires that all carrier by water, and all lesso%he , 
of carriers by water, subject to the provisions of part 1 “hat 
part III of the interstate commerce act, classified and defittyce 
in the “Uniform System of Accounts for Carriers by Watiithe: 
First Revised Issue,” and every receiver, trustee, executllieen 
administrator, or assignee of any such carrier or lessor, COMPMave 
with the aforementioned uniform system of accounts, prescrilipoci 
December 11, 1941, as modified and amended by the instéMiion, 
order. Six mimeographed sheets attached to the order descti™i@pelic 
the modifications of the uniform system of accounts. | 

The order entitled Carriers by Water—Regulations MBit, 
Govern the Destruction of Records, requires all carrieTS "iy. 
water, as aforementioned, to comply with the ‘Regulations "i, 
Govern the Destruction of Records of Carriers by Water, SMF + 
of 1943,” prescribed December 16, 1942, as modified Ghai 
amended by the instant order. The modifications are contallg,. 
in two mimeographed sheets attached to the order. 
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F : pared with the $100.25 actually received. The difference on the 
= b~ nia « 0. & D. Bonds entire issue of $28,483,000, said he, would have been equal to 
of Be Correspondence between Senator Shipstead and Chairman $4,537,342, and that this sum, invested at 3 per cent compound 
lished MB dredge of the Commission, dealing with the terms approved interest for 35 years, would at the end of that period amount 
* the Commission, division 4, for the issuance and sale of to $12,767,427. In the interests of conservatism, however, the 
cone be 483,000 of first and refunding mortgage 3 %4 per cent bonds, senator said he was willing to abide by the $10,434,630 savings 
tioned, g ries D of ag big oe mend = _— ee poe ds which he had originally calculated. He added: 
three gammnsidiary of the Pennsylvania Railroad Co., has been made Where I referred to this $10,434,630 in my letter of October 6, 1943, 
lf of B om by Senator Shipstead (see Traffic World, July 31, p. as an ultimate profit to bankers, I should Ho said to investors, in- 
1 43), M : cluding most—if not all—of the financial institutions having officers 
Alaban Senator Shipstead addressed Chairman Alldredge on Oct. and dicestans who also sit on the Pennsylvania board. These institu- 
has asdlt to which letter he attached a memorandum which, he said, tions, as you know from the hearings held last summer by your Com- 
ate restimnowed how $10,435,000 had been lost to the Pennsylvania mission, were substantial purchasers of the P. O. & D. bonds. 

‘®.jroad under the Commission’s order. He based this figure I have been shocked by the frivolous and evasive nature of the 
ans ! , the proposal which he said was before division 4 of the Commission’s analysis of my previous letter, and hope that you will 
stitute emmission for approval, to sell $12,929,000 of Philadelphia, foe"E%, ‘Weetactcn “of the ‘public Interest, for which parpeee Compress 

mY ! 3 ’ ’ ’ . - ’ a 
unjust 3 altimore & Washington bonds to the Equitable Life Assur- provides the Commission with an appropriation of more than $9,000,000 


ne Society. This transaction, he said, properly called fora 4, year. 
year 3 per cent bond at par, whereas the P., O. & D. financ- 
° eceatty — for 2 e” ang! a. a — _— at 
MM. later raised only a quarter of a point by the division. 
— CaN i om said, was final proof that the Commission’s finance €. & 0. Preference Stock 
until th ivision had “literally let the Pennsylvania Railroad privately In Finance No. 14366, the Chesapeake & Ohio Railway Co., 
Apparentifa ootiate the sale of $28,483,000 Pennsylvania, Ohio & Detroit has asked the Commission for authority to issue $76,573,700 of 


they wou mds to Kuhn Loeb & Co. at a price which seems to yield to preference stock, series of 1943, of the par value of $100 a 
ffect od he bankers an gerry unnecessary ee a 2. ge a ogg — necessary script certificates, as a soe nag 
de ator said that, in approvin SPs SS, . sale e distributed pro rata to its common stockholders, payable 
y the moitiiag intus giving the odor of sanctity to the ten Pennsylvania Dec. 1, 1943, ey holders of record at the close of penlbons on 
‘S COnSideMMBailroad directors who sat on both sides of the deal, it now Nov. 1. 
‘tan alinnears that the —— re 000,000 that 2 ater oa The sons cation said ee ea ge beep Lge entitled 
at theme Pennsylvania more_ than 000,000.” e Commission to receive, when and as declared by the board of directors, 
that a Wailmust also ‘vealine, - added, that if = — 6 pie dividends at the rate of $3.75 a year, ogee quarterly, before 
acy. tmanction to improvident transactions like the P., O. - Sale, dividends on the common stock might be paid. Such dividends, 
e first manged through: private negotiations which excluded offers it said, would be cumulative to an amount not exceeding four 
; Of textilaiom competitors, “its guardianship of the railroads and its years’ dividends, and that there would be no accumulation to 
rail routaMfostering care’ of the public would eventually become a trav- the extent that the effect would be to exceed $15 a share. 
sty. Not only that, but the railroads themselves will be gutted As of the date of the application, the company said, it 
‘tment saillmike anes and —— OR Hanae railroad labor and the had Ragen and oes. eae of — ae 
d of publifmeneral public must take the leavings.” stock, consisting of 7,657,355 shares of the par value o 
raul om In tis reply, Chairman Alldredge said that, while there each and $69.44 in scrip. , 
lents woul™as a spread of three-fourths of one per cent between the The application said that under the authority granted in 
applicabkjoupon rates of the two issues, it did not yield the bankers an Finance No. 11429, Chesapeake & O. Ry. Co. Stock, 217 I. C. C. 
routes nowaltimate unnecessary $10,000,000 on the P., O. & D. issue. He 572, it had issued to common stockholders of record at the 
use the ap — oa of fag a. we E> ear eee persed of seagate Dec. as! te $100 « ae gg tae ngs 
d by thesggo the elrec at “the series" stock, series A, 0 e par value o a share. Pursuant to 
wail eveagpublic at 10174 and accrued interest. . .. We conclude that we authorization of the applicant’s board of directors, it said, the 
commodi —  Pygemiage ay re 2 oe at not less a inane oe preference are series 4. was, im Ame 24, 
ngean 4 per cent of par an . called for redemption and cancellation on Oct. 1, an at ar- 
deal that The spread or total payment to the bankers, said Chair- rangements had fbnen made for payment to the holders of the 
the ratinggman Alldredge, was therefore 1% per cent of $28,483,000, or remaining outstanding scrip certificates of their respective frac- 
ictions, the 245 and not the sum mentioned by the senator, nor, he tional portions of the redemption price. 


ined a stqggd, would it purchase an annuity of that amount 35 years It said that, while the total amount of the presently pro- 
m the pomter, even at compound interest. Furthermore, said he, by posed preference stock was $76,573,700, only $43,106,352 thereof 
op basis t@psuing a 3% per cent bond having a 25-year maturity in lieu should properly be considered as new and additional capitali- 
P {35 years, the carrier had escaped the necessity of paying zation, requiring a basis in additional capitalizable expenditures. 
terest for 10 years at a cost of 3.73455 a year, or $10,637,- This was so, it said, because to the extent of $15,315,348, the 
rtain am 8.77 at simple interest. new preference stock might properly be deemed to take the 
“movemetf’ 10 his reply to this letter, Senator Shipstead said that the place of the like amount of preference stock, series A, called 
vy propsielysis in Chairman Alldredge’s letter indicated “that the for, redemption as aforementioned, and to the extent of $18,- 
vP tes omommission’s financial technicians either are incompetent or 152,000 the new preference stock might be deemed to take the 
y at * mave deliberately misinformed you.” There had never been place of and be issued in substitution for a like amount of the 
ea to Mia more outrageous misrepresentation” than the statement that applicant’s refunding and improvement mortgage bonds, series 


ts had a 


nove ut mate Pennsylvania had escaped the payment of $10,637,118.77 by C, which had heretofore been held in its treasury, but which 
eo suing the 25-year maturity, said the senator. With a 35-year had been cancelled and retired on Aug. 27. 
© War paturity on the P., O. & D. Bonds, said he, the Pennsylvania At the present time, said the C. & O., there were approxi- 


mould have had the assurance of not having to pay more than mately 60,000 holders of its outstanding common stock. Its out- 
% per cent interest for the full 35 years, but that, as matters standing capitalization was conservative compared with the 
ood, it had this assurance for only 25 years, at the end of extent, value, earnings, and importance of its properties, it 
hich time provision would have to be made for renewal of said, and that the company enjoyed a favorable relationship 


sion 1, fiffhe Ioan at whatever interest rates then prevailed, and that of borrowed capital to total capital. This relationship, it added, 


ft ot "is refinancing would, of course, involve additional expense to had been substantially improved in recent years through the 
vater. e railroad. process of debt retirement. At the end of 1942, it said, 50.2 
ma “im The senator said that the Commission had seen fit to “let per cent of its publicly held capitalization represented funded 


he transaction go through without competitive bidding,” so debt, and 49.8 per cent represented capital stock. This rela- 
part 1 @@hat no effort had ever been made to determine the maximum _ tionship would be further substantially improved by additional 
ind defitirice that investment bankers, insurance companies or any debt retirement in the current year it said, adding that from 
by Walther bidders would have paid. If competitive bidding had Jan. 1, 1937, through Oct. 7, 1943, it had reduced its publicly 
exec meen utilized in the P. B. & W. case, he said, “there would held indebtedness by the gross amount of $66,313,000, and by 


sor, commave been nothing to prevent the Equitable Life Assurance a net amount, taking into account the issuance of equipment 
preschimociety from bidding what it actually has, by private negotia- trust certificates to finance in part purchases of new motive 
the Instn, agreed to pay the Pennsylvania for the bonds, unless you power and rolling stock, of $32,763,000. In the course of this 
er desclM@elieve that it would have boycotted a competitive sale.” program, it said, the company had devoted to the retirement 


lu ree . : . . : of indebtedness funds which might otherwise have been dis- 

lations Hh the Pee Ae ls gbravious calculations in, connection ursed to its stockholders, and that the proposed stock divi 

tO wethod of calculating the possible savings which, he said, — —— - “pscianes its stockholders in part for the sacri- 

vater, isle ty People would prefer to use. This was based on the sale ces Cae eee : JOR S : 

dified ali. the bonds as 35-year, 334 per cent bonds on a 3 per cent _Following protest against the application of the C. & O., 

> contailelee the senator saying the Pennsylvania would have received to issue $76,573,700 of preference stock, the Commission as- 
% each $100 of principal amount of bonds $116.18, as com- signed the matter, Finance No. 14366, Chesapeake & Ohio Rail- 
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way Co., Stock, for hearing Nov. 2, at its offices in Washington, 
before Examiners H. C. Howard and W. P. Starr. 


The firm of Finch & Schaefler, of New York, in a letter to 
the Commission, said “we expect that we may be retained by a 
large group of stockholders of the Chesapeake & Ohio Railway 
Co., to oppose the proposed plan for the capital adjustment of 
the company by the issuance of preference stock.” M. Thomas 
Ackerland, of New York, N. Y., saying that for many years 
members of his family had been beneficial holders of substan- 
tial amounts of C. & O. common stock, urged denial of ap- 
proval of the application on the ground that individual holders 
of C. & O. common might be subjected to heavy income taxes 
in the year in which stock dividend would be made, while cor- 
porations such as the Alleghany Corporation, which was the 
owner of about 25 per cent of the common stock of the C. & O., 
would have a light proportionate federal income tax liability. 


Chicago Area Commutation Fares 


Hearing «t Chicago before Examiner W. A. Disque and 
C. R. Britt, assistant transportation rate expert, Illinois Com- 
merce Commission in No. 28974, interstate commutation fares, 
Chicago district, ended October 21. It began October 11. Mr. 
Britt replaced F. B. MacElroy, chief transportation rate expert 
for the Illinois commission, who presided with Examiner Disque 
last week (see Traffic World, Oct. 16, p. 914). 


Witnesses for eleven railroads providing passenger com- 
mutation service in the Chicago area testified this week in 
support of their requests for authority to increase the com- 
mutation fares 10 per cent or more. Last week, representa- 
tives for the Chicago and North Western, Wabesh, and Rock 
Island requested similar authority, and witnesses for the Illinois 
Central, which already has increased its fares 10 per cent under 
protection of orders in the Cook County, IIl., circuit court, 
asked that it receive authority to increase its present fares if 
other railroads in the area gained permission to make more 
than a 10 per cent fare increase. The witnesses who testified 
this week represented the Milwaukee Road; Burlington Route; 
Chicago, North Shore and Milwaukee; Chicago, Aurora and 
Elgin; Chicago and Western Indiana; New York Central; 
Pennsylvanize: Railroad; Alton Railroad; Grand Trunk Western; 
Chicago Great Western; Chicago, South Shore, and South Bend. 


All the witnesses testified that their companies lost money 
on commutation operations. Generally, they sought to show, 
by presenting cost studies, statistics on revenues obtained 
through sales of various classes of commutation tickets, and 
statements «bout comparable revenues from one-way and 
round--trip passenger services between the same points at which 
commutation tickets applied, that reasonably fair net railway 
operating revenues would not be obtained unless commutation 
fares were increased from 50 to 100 per cent. Most witnesses 
asked for czuthority to increase the commutation fares 20 per 
cent, saying that they thought such an increase was the highest 
that the ‘traffic would bear” at present. It would not be “good 
business” to make a greater increase, they said. Losses in 
1942 on commutation service ranged, according to the testimony, 
from $489,878 for the Burlington to only a few dollars for the 
Chicago Great Western. C. E. Edwards, assistant general pas- 
senger agent, C. G. W., testified that only one commutation 
ticket had been sold by his company in 1942, and John L. 
Bickley, Grand Trunk Western, said his company had sold no 
commutation tickets since Jenuary 1, 1942, though it offered 
such tickets for sale between Chicago and points as far as 
Valparaiso, Ind., and Vicksburg, Mich. Witnesses for the C., 
A. and E., which derives most of its revenues from passenger 
operations, said the company had a net deficit for commutetion 
service amounting to $177,819 in 1942, compared with a net 
income of $338,667 for other passenger service. 


The witnesses were cross-examined by S. A. Towne, of the 
Commission’s bureau of transport economics and statistics, who 
asked questions relating, for the most part, to accounting 
methods on which the cost studies had been based. Robert S. 
Keebler, principal attorney, public utilities branch, O. P. A., 
cross-examined the witnesses in an attempt to show that the 
companies’ statistics on losses from commutation services were 
higher than alleged because of improper segregation of com- 
mutation costs from other freight and passenger costs. In a 
statement of his position, he said he did not “like to object, 
particularly when, as here, the requests seem so reasonable.” 
He said, however, that the increases should not be granted 
because they would have an inflationary effect. They were 
not needed by the railroads to enable them to fulfill their 
obligations in the wer period, he said, adding that the railroads 
should not be allowed in the critical period of the war emer- 
gency to increase their “rates of return” for commutation 
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services. He said the problem was much too complicated tp} 


solved “merely” by the granting of a 10 or 20 percent f» 
increase. 


cae ake | aa ibrief 
J — 

N. Y. S. & W. Reorganization ern 
Ten parties or groups have filed exceptions to the propos ‘there 
report of Examiner C. A. Bernhard in Finance No. 11681, & B 
York, Susquehanna & Western Railroad Co. Reorganizati ‘gran 
(see Traffic World, Sept. 4, p. 513). . 
While taking exception to the report on other grounds, tym ‘Cart 
following agreed in objecting to the examiner’s recommendatigim ‘Cont 
that the total capitalization of the company be reduced to $m own 
000,000 from $16,250,000, and the allotment of contingent inta—m out 
est bonds to $2,500,000 from $4,000,000: Protective commitis™ that 

for holders of general mortgage bonds; Central Hanover Bay 
& Trust Co., as trustee under the first mortgage of Midlayam Cart 
Railroad Co. of New Jersey; New York Life Insurance qm duce 
Mutual Benefit Life Insurance Co., and Prudential Insurangim pany 
Co. of America which companies proposed the plan under eg, tion: 
sideration; New York Trust Co., as successor trustee under thi on t 
general mortgage of the debtor; Blanche Oster and Leonay™m wer 
Oster, holders of first and refunding 5 per cent bonds of 197mm agreé 
of the debtor, and Central Holding Co. and Lillie Mock, holdengm act, 
of general mortgage 5 per cent bonds of the debtor; and ¥ pare 
liam Graves Smith and Stephen P. Toadvine, acting as prot Sto. 
tive committee for holders of first mortgage refunding bonjgm volv 
of the debtor. com 
The Erie Railroad and, jointly, the New York Central ang It a 
the New Jersey Junction Railroad Co., intervenors, objected yim 2@V 


the examiner’s findings in connection with the so-called Edgm@ by 


water Section of the former Erie Terminals Railroad Co., mj pro 
the ground that the New York Central and -the New Jersy 

Junction had vested rights, interest and estates in the Edg.g smé 
water Section, and that the debtor’s trustee had assumed thee litt! 
liabilities involved in the New York Central’s trackage righhgm Sal 
over that section. These agreements, they contended, were no sub 
subject to the bankruptcy proceedings and that the Commissingg bet 


had no jurisdiction to extinguish or modify the rights of th 
intervenors under the agreements. 

The group of Paterson Extension bondholders excepted t 
the examiner’s conclusion that the Paterson Extension wasa 
deficit line. They said, also, that they objected to the applic 
tion to the Paterson Extension of the allocation formula recon- 









































































mended for the debtor by the Commission in 1939, and to tk®® tif 
treatment of the Paterson extension bonds in the recommend ke 
plan in allocating to the bondholders $215,199 of common stock, its 
on the ground that the allocation failed to preserve to them tk thi 
same relative position they formerly had in respect of assesi lo 
and of earnings. : no 
Edith A. Merritt, after setting forth specific exception,§ co 
asked the Commission to “throw out this terribly complicatei, 
crushing, and, I consider, highly dangerous plan and to have to 
another, simpler one drawn up by disinterested parties ...— cat 
and described herself as “the only bondholder who has beenjg pr 
closely connected personally with these proceedings and wh “a 
can see things from their point of view.” 00 
Oral argument was requested by the New York Centrli® ‘i. 
and the New Jersey Junction; by the Paterson Extension bon tn, 
holders; and by Edith A. Merritt. po: 
Commercial Trust Co. of New Jersey, substituted truste 
under the first and refunding mortgage of the debtor railroad, 
has filed exceptions to the examiner’s report in Finance No. Le 
11681. The testimony and other proofs constituting the recorisg® a 
none of which appeared to have been materially challenged, I In 
said, indicated an annual earning power of more than $750,00\% th 
and that such earning power would support and justify a cap Se 
talization of $16,250,000..The report had arbitrarily recomm ™ 
mended a capitalization of $14,000,000, it added, and that thm a 
recommendation should be withdrawn. pl 
FREIGHT FORWARDER RATES f th 
The Commission, by an order in I. and S. No. 5231, Freight c 
All Kinds—A. B. C. Freight Forwarding, has discontinued tem r 
proceeding. The order said that the respondents, under s i) 
permission, had filed tariffs effective Sept. 13, cancelling thee p 
schedules under suspension. p 
The schedules had proposed to reduce the forwarder ral 
on freight, all kinds, minimum 3,000 pounds, from New Yo n 
N. Y., to Chicago, Ill., from 146 cents to 139 cents a hundrelg o 
pounds. The A. B. C. schedule was the only one not allowed 0 & 
go into effect June 15, when the commission vacated its ordet 0 
in I. and S. No. 5225, Forwarder Rates to Interstate Point a 
involving rates published by freight forwarders to meet them t 
competition of railroads, whose less-than-carload rates welt I 
reduced 6 per cent, effective May 15, under Ex Parte 148 (sem c 
Traffic World, June 19, p. 1453). 1 
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Buffalo Storage Purchase 


Motor Express, Inc., protestant in MC F-2272, has filed a 
iprief with the Commission asking that it find the proposed 
transaction not consistent with the public interest; that the real 
party in interest is not a party to the application; and that 
‘there has been an interruption of operations by the Cleveland 
& Buffalo Transit Co., Inc., which resulted in a loss of rights 
granted by the Commission in the certificate issued to it. 
~The brief said the record disclosed that Buffalo Storage & 
‘Carting Co. was a_wholly owned subsidiary of the American 
Contract & Trust Co., which, it said, was apparently a wholly 
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owned subsidiary of the Pennsylvania Railroad Co., and pointed 
out that neither company was a party to the proceeding, and 


committal that neither company had joined in the application. 
over Bap It said that, under a contract between Buffalo Storage & 
of Midlawam Cartage Co., Inc., and Cleveland & Buffalo Transit Co., intro- 
rance (Mm duced into the record, it was apparent that the Transit com- 
ani pany, “to all intents and purposes, stopped motor carrier opera- 
under eg tions on its own responsibility and that from March 15, 1939, 
- under thm on until July 10, 1943, the operations actually being conducted 
d Leona were those of the Buffalo Storage & Carting Co., Inc.” This 
ds of 19M agreement was clearly in violation of the interstate commerce 
ck, holden act, said the brief, and that by it the Transit company had ap- 
; and Wil parently stopped its own operations and permitted Buffalo 
as protai™ Storage to become the motor carrier between the points in- 
ding bonim volved. Through this agreement, it said, any rights the Transit 
company had were lost through an interruption of operations. 
‘entral anil It added that by the agreement a situation was created which 
objected im gave rise to illegal operations by Buffalo Storage, not authorized 
led Edg.i™ by the Commission either through certificate or acquisition 
ad Co., am proceedings. ay ; 
lew Jersey On the point of public interest, the protestant said that the 
the Edge small amount of traffic involved meant that there would be 
sumed thi little benefit to the public. If the transaction was approved, it 
cage right™ said, it would enable the Pennsylvania to use its wholly owned 
l, were ni subsidiary for the purpose of changing the quality of its service 
Yommissinga between Buffalo and Cleveland into a definitely competitive 
yhts of team one and thereby open up to it an opportunity to broaden its 
solicitation of freight in territories now adequately served by 
-xcepted tom existing carriers. 
sion was 4 After pointing out that the certificate sought to be acquired 
he applica involved points in Ohio counties which were more than ten 
jula recom-§§ miles from the Pennsylvania’s line, and that, as far as the cer- 
and to thi tificated rights were concerned, Cleveland and Buffalo were the 
ommended key points, the protestant said that the Commission had changed 
mon stock, its former requirement in authorizing operations by a railroad 
© them te@ through a motor carrier subsidiary, that the movement be fol- 
t of asses™® lowed or preceded by a movement by rail. The Commission had 
now adopted the so-called “key point” restriction, it said, and 
exception, continued: 
omplicated, The purpose of placing such a restriction in authorities granted 
nd to have to rail carriers is to prevent them from operating a through motor 
irties ...@@ carrier service between such key points. If the transaction herein 
o has been proposed is authorized, the Pennsylvania Railroad Company would be 
‘s and whim in a position to institute a direct motor carrier service between the 
key points of Cleveland and Buffalo and, in so doing, would be in a 
rk Central Position to render a type of service which it cannot now render via 
= its circuitous rail routes. This is contrary to the whole tenor of all 
nsion the decisions made by this Commission in connection with such pro- 
posals in the past... . 
ted trustee 
or railroad, The New York Central and the New York, Chicago & St. 
‘inance Nom Louis Railroad Co., in a joint brief in MC F-2272, Buffalo Stor- 
he recordsg age & Carting Co.—Purchase—Cleveland & Buffalo Transit Co., 
allenged, iif@ Inc, have asked the Commission to dismiss the application on 
in $750,00,% the grounds that it might not be granted without reversing a 
tify a cap‘ Settled policy governing acquisition of truck facilities by rail- 
‘ily recom-§§ Toads, and that the record did not support the finding of public 
id that te advantage required by section 5(2)(b) in connection with the 
proposed use of the line by the Pennsylvania Railroad. 
Buffalo Storage, said the protestants, was a subsidiary of 
the Pennsylvania, and that the rights involved covered common 
31, Freight carriage of general commodities, with exceptions, over regular 
ntinued the routes between Cleveland, Ohio, and Buffalo, N. Y., and return 
ider Ss Over those routes, with no service to or from intermediate 
icelling the points, and between Buffalo, on the one hand, and, on the other, 
Points in Cuyahoga, Lake, and Portage counties, Ohio. 
varder rate The protestants said that the Pennsylvania proposed to 
New York make direct use of the operating rights to transfer certain 
a hundrel overflow, late, or emergency less-than-carload traffic between 
allowed 0 Buffalo and Cleveland, and had claimed it would use the route 
d its order only for such traffic and would not make the service known or 
‘ate Points, available to the general public. Any limitation on the use of 
> meet - the route would be self-imposed, they said, and that no legal 
rates wert limitation or means by which the Pennsylvania’s competitors 
te 148 (se could check the actual performance were suggested. To all 





tents and purposes, said they, the use of the route for Penn- 
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sylvania traffic would be wide open. They added that the ex- 
aminer had asked whether the transaction would be consum- 
mated if the Commission should see fit to impose a condition 
that the route be used only for railroad freight having a prior 
or subsequent movement by rail, and that the reply had been 
that it would be consummated. 

To approve the application, said the protestants, would be 
to approve a plan whereby the Pennsylvania would be able to 
provide direct service between great terminal areas which it 
now served only by indirect and circuitous rail routes, and that 
the route of the Pennsylvania for its through car from Cleve- 
land to Buffalo was 296 miles long. Such service, said they, 
was not warranted by the decision in Ex Parte 129, Substituted 
Freight Service, 232 I. C. C. 683, as a complete truck service 
from origin to destination was contemplated. They pointed out 
that where railroads were authorized to acquire operating rights 
of motor carriers to the extent that such rights could be used 
as auxiliary or supplementary to train service, one of the con- 
ditions had been that the service be confined to territory parallel- 
and adjacent to the rail lines, and that this territory had been 
limited to an area not exceeding 10 miles from stations on the 
rail lines, citing Pennsylvania Truck Lines, Inc.—Control— 
Barker, 1 M. C. C. 101 5 M. C. C. 9, for the auxiliary or sup- 
plementary condition. 

The operations for which authority was sought in the in- 
stant case, said the protestants, were of the type classed in the 
Barker case as “nonapproved,” since the Pennsylvania would 
be establishing a service by truck to compete with its own 
service by rail; the service would compete with that offered by 
15 to 18 established motor carriers; and there would be an in- 
vasion, possibly to a substantial degree, of a territory already 
adequately served by other rail carriers. In respect to the latter 
point, they said, it needed only to be pointed out that without 
the use of a truck line the Pennsylvania was not a substantial 
competitor between Cleveland and Buffalo. 

Further discussion of the Commission’s reference to opera- 
tions of a motor carrier “which otherwise compete with the rail- 
road itself’ in the Barker case, said the protestants, was in 
Rock Island Motor Transit Co.—Purchase—Spears Ship-by- 
Truck Co., 39 M. C. C. 59. The application in that case was dis- 
approved, said they, and quoted the decision to the effect that 
the Rock Island Railway Co. would be provided with another 
means of transportation competitive with its own. 

Under section 5(2)(b), the protestants said it was incum- 
bent on the Pennsylvania, the controlling carrier, to make some 
showing that it could use the line to the public advantage in its 
own operations. The difficulties, they said, were “insuperable,” 
and continued: 


To show a substantial use of the route for Pennsylvania freight 
would mean entering into competition with itself and with established 
motor carriers, and would constitute an invasion to a substantial de- 
gree of the territory of other rail carriers, thus running afoul of the 
Barker limitations already quoted herein. . . . On the other hand, to 
show a very limited use, and specially one not open to the general 
public (to open it might make it substantial) does not meet the affirma- 
tive statutory requirement of public advantage. 

Applicants are impaled upon the second, though lesser, horn of 
the dilemma. The use the Pennsylvania proposes is so limited and is 
of such a nature as to be of no public advantage. ... 


The plea for handling overflow shipments via the truck 
route was not supported by any testimony that the freight house 
facilities needed to be relieved or by any shipper testimony that 
particular traffic needed more expeditious handling, said the 
protestants, adding that a shipper would never know whether 
his traffic would be handled via the truck route. 

The plea for handling late shipments via the truck route 
was open to the objections that the truck company, by late 
tender, i.e., after the railroad’s less-than-carload car had gone, 
could handle the shipment itself; give expedited service to a 
rail shipper; and render a complete truck service at rail rates, 
said the protestants. 

The strict requirements of the statute were not met by the 
case presented, said they. Nor was there any proof to support a 
case on a different theory suggested by the examiner, namely, 
that Pennsylvania use of the line be limited to shipments hav- 
ing a prior or subsequent movement by rail. 





MISSOURI PACIFIC REORGANIZATION 


The Commission, division 4, by an order in Finance No. 
9918, Missouri Pacific Railroad Co. Reorganization, has per- 
mitted intervention of a number of holders of the 20-year con- 
vertible 54% per cent bonds of the debtor due in 1949. The group 
had petitioned the Commission for permission to intervene, and 
for the right to solicit proxies or authorizations from other 
bondholders similarly situated. 

The petitioners said it was their desire to obtain fair and 
equitable treatment for holders of the 20-year convertible 
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bonds, and that it was their intention and desire to participate 
in the appeal proposed to be taken from the order of the fed- 
eral court, particularly on behalf of the 20-year convertible 
bonds. The reference was to the order of the federal court for 
the eastern Missouri district of July 12, 1941, in which, the 
petitioners said, “proposed findings of fact, conclusions of law, 
and order and decree were made and directed confirming the 
action taken by this honorable Commission.” 

Those named in the petition were: 


Gerald Axelrod, Hyman Mostow, Sylvia Brown, Marcelle D. Christ, 
Helena G. Freeman, William H. Hansen, Toinette Johnson, Ruth L. 
Kirby, Herman, Emma, Jerome and Nathan Kirshbaum, Rose Lichten, 
Rose Lieberman, Sadye Rosenberg, Dorothy Skolnick, Muriel S. War- 
wick, Jennie R. Waxman, Milton B. Hausen, of New York, Ernestine 
Dinsmoor, of Auburndale, Mass., and Dr. J. Paul Rems, of Belmont, 
ee 


The Commission has also permitted the intervention of 
Fred D. Wilson, following his petition which stated that he was 
the owner ant holter of not less than $150,000 principal amount 
of Missouri Pacific general mortgage 4 per cent bonds, and that 
he filed the petition solely on his own behalf. 

The petition said that, as the plan of reorganization had 
been referred back to the Commission by the federal court, 
and that as a result of the court’s order it would be necessary 
for the Commission’ to reconsider and promulgate a new plan 
of reorganization, the petitioner should be permitted to inter- 
vene so that the type of indebtedness held by him would have 
a proper representative to inform the Commission as to what 
treatments should be given this class of indebtedness (see Traf- 
fic World, Aug. 14, p. 360). 


ROCK ISLAND REORGANIZATION 


By an order in Finance in No. 10028, Chicago, Rock Island 
& Pacific Railway Co. Reorganization, the Commission has 
denied the petition of the St. Louis Union Trust Co., and Roland 
C. Behrens, et al., as a committee for the protection of holders 
of Little Rock & Hot Springs Western Railroad Co., first mort- 
gage 4 per cent gold bonds, for reconsideration of the presiding 
commissioner, excluding from evidence a certain exhibit offered 
by the petitioner at the hearing on Sept. 1. 

The Commission has also issued an order in the proceed- 
ing, denying the petition of the Chase National Bank of the 
City of New York, as trustee for the convertible bonds of the 
road, for reconsideration and reversal of rulings made by the 
presiding commissioner at the Sept. 1 hearing, excluding from 
evidence six exhibits offered by the petitioner. 


LIVE STOCK TO AND FROM SOUTH 


By direction of the War Food Administrator, a letter has 
been addressed to the Commission by the Department of Agri- 
culture in I. and S. No. 4779, Live Stock To and From the 
South, and cases joined with it, asking that the petition of the 
southern carriers for reopening and reconsideration be denied 
(see Traffic World, Oct. 16). ! 

The letter objected to the petition as having been filed in 
violation of rule 101(e) of the Commission’s rules of practice, 
and in violation of rule 101(f) because, it said, the petition 
appeared to be based on substantially the same grounds as two 
former petitions denied by the Commission. 


ALTON REORGANIZATION 


The Commission, division 4, by an‘order in Finance No. 
14030, Alton Railroad Co. Reorganization, has permitted the 
intervention of United States Trust Co. of New York. 

In its petition for leave to intervene, the trust company said 
that the Alton had mortgaged to it the railroad of the sub- 
sidiary debtor, Kansas City, St. Louis & Chicago Railway Co., 
to secure the payment of $3,000,000 of 7 per cent bonds of the 
Kansas City company, and to secure certain priorities of the 
guaranteed preferred stock of the Kansas City company. Later 
modification of the lease and mortgage, said the trust company, 
substituted $1,750,000 of 6 per cent guaranteed stock of the 
Kansas City company for $1,500,000 of the 7 per cent guaran- 
teed stock. 

The trust company said that the Alton continued to use and 
operate the leased line of the Kansas City company, but had 
neglected to pay the guaranteed preferred dividends since Nov. 
1, 1938, except for $3 a share paid on account Jan. 5, 1940, and 
that it had in addition attempted to disaffirm the lease; had 
failed to keep proper records of the Kansas City company’s 
gross receipts; failed to pay or provide for its federal income 
tax liabilities; and that in other respects it had failed to comply 
with the lease and with the Commission’s order of July 14, 1931, 
authorizing the operation of the Kansas City company’s line by 
the Alton by means of assumption of the lease. Thereby, said 
the trust company, the Alton, as owner of the 7 per cent pre- 
ferred and recipient of all gross receipts, and the holders of the 


towers for hire were carriers, at least for the purposes of reg- 
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Alton 3 per cent refunding bonds, had benefited greatly at th 
expense of the 6 per cent guaranteed stockholders legally prig 
in right, in violation of the provisions of the mortgage. 

By reason of “the premises and the pending reorganizatig 
proceedings,” said the trust company, the prior rights Of th 
6 per cent guaranteed preferred stockholders of the K 
City company had been placed in jeopardy and that it was its 
right and duty under the mortgage to intervene. 











Ross Towboat Suit 


Ross Towboat Co. has filed suit in the federal court fo 
the Massachusetts district, asking the court to set aside the 
order of the Commission of July 30, finding its operations 
to be those of a common carrier in the performance of gep. 
eral towage between ports and points along the Atlantic coag 
and inland tributary waterways north of and including Ney 
York harbor and contiguous harbors, but not including points 
on the Hudson River above the New York harbor area. The 
complaint said this relief was asked without waiving its 
contention that it was not a carrier within the terms anj 
provisions of part III of the interstate commerce act, anj 
asked the court to find that it could be subjected to the pro 
visions of the act only as a contract carrier. 

Its towage services, said the complaint, had been an 
were contracted for and performed under the established law 
that an independent tower like Ross Towboat was not a 
common carrier (nor a carrier at all), but was free to con. 
tract for the performance of its towage services on its ow 
terms. The company did not hold itself out for the per 
formance of any contracts of carriage as a carrier of any 
sort, it said, that it did not advertise its towage services gen. 
erally; and that no public schedules of its towage charge 
were published other that the schedule of minimum rates 
filed with the Commission. The charge in each instance, said 
the complaint, was arranged by private contract according to 
the character and extent of the services requested and after 
considering all pertinent factors. The company, said the com- 
plaint, did not hold itself out to perform towage services 
except on its own terms and for customers of its own choosing, 
and that it frequently refused to furnish its towage services 
in oy own discretion and for reasons satisfactory solely to 
itself. 

The company said it would not burden the court with 
any of the considerations of the general issue whether or not 















ulation under part III of the act, since the final judgment to 
be pronounced by the Supreme Court of the United States on 
the appeal of the Cornell Steamboat Co. from the ruling of 
the federal court for the southern New York district, affirming 
a similar decision of the Commission that Cornell was a 
common carrier by water, would determine the question. It 
did desire, however, to obtain in the instant suit a review of 
the question whether it was a contract carrier or a common 
carrier, “if indeed it is a carrier at all under the judgment 
to be pronounced by the Supreme Court of the United States 
in the said suit brought by Cornell Steamboat Company.” 

The Commission, by Commissioner Porter, by an order in 
W-655, has postponed the effective date of the Commission's 
order from Oct, 20 to Jan. 23, 1944, on request of the federal 
court for the Massachusetts district. 





COYLE LINES EXTENSION APPLICATION 


DeBardeleben Coal Corporation, doing business as Coyle 
Lines, of New Orleans, La., has asked the Commission, it 
W-700, for authority to extend its service in the transportation 
of commodities generally, over regular routes, the year around, 
on the Apalachicola Bay-Carrabelle, Fla., section of the Gulf 
Intracoastal waterway between Apalachee Bay, Fla., and the 
Mexican border. The application asks authority to serve ports 
or points from Apalachicola Bay to Carrabelle, Fla., including 
intermediate points, and was filed pursuant to the proviso o 
section 309(d), which permits extension of services by common 
carriers by water over uncompleted portions of waterway pro} 
ects ‘now or hereafter authorized by Congress, over the com- 
pleted portions of which it already operates, as soon as such 
uncompleted portions are open for navigation.” 

The application said Coyle Lines had previously served, 
the completed portion of the waterway, points on Apalachicola 
Bay, Fla., to Corpus Christi, Tex., and all intermediate points. 
The applicant’s service would be extended immediately, it said. 

Attached to the application was a copy of the Commis 
sion’s order of June 11, 1941, which interpreted the clause “Aa 
soon as such uncompleted portions are open for navigation” t 
mean that the extended operations must be instituted within 4 
reasonable time after the uncompleted portions were open fot 
navigation, and said that 120 days constituted a reasonable 
time. The order also set up the procedure for obtaining a cel 
tificate for such extended service. 
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Loss and Damage Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 


errr 


TELEGRAPHS AND TELEPHONES 


(Court of Civil Appeals of Texas.) Whether aefact is one 
of common knowledge is usually decisive of further question of 
whether it is a fact of judicial knowledge. 

Courts cannot take judicial notice of such facts as are 
known, if at all, only by specially informed class of persons. 

That a 4% pound baby has only about a fifty-fifty chance of 
survival is not common knowledge, and specification of baby’s 
weight of 4% pounds in telegram to baby’s grandparents did 
not constitute “notice” to telegraph company that baby was 
seriously ill and not expected to live so as to charge company 
with liability to grandmother for nondelivery of second tele- 
gram addressed to grandfather announcing baby’s death. 

Where evidence was insufficient to sustain judgment for 
grandmother against telegraph company for failure to deliver 
telegram addressed to grandfather announcing death of grand- 
child, by reason of failure to show company’s knowledge of 
grandmother’s interest, but pleadings alleged that father gave 
verbal notice apprising company of interest of grandmother, 
and it appeared that father was prevented from attending 
trial, judgment was reversed and remanded for further pro- 
ceedings instead of being rendered. Western Union Telegraph 
Co. vs. Shaw, 173 S. W. Rep. 2d 766.) 





hi e D ee 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





(Circuit Court of Appeals, Second Circuit.) Evidence 
failed to establish that sea water damages to various cargoes 
on a voyage from America to Spanish and Portuguese ports 
was caused by “peril of the sea’, excusing ship and common 
carrier from liability for damage to cargo. Carriage of Goods 
by Sea Act Sec. 4, 46 U. S. C. A. Sec. 1304. 

A mere superficial inspection of a ship is insufficient to 
establish an exercise of “due diligence’ on part of owner to 
make her seaworthy, as regards owner’s liability for sea water 
damage to various cargoes. Carriage of Goods by Sea Act 
Sec. 4, 46 U. S. C. A. Sec. 1304. 


Shipowners, seeking to avoid liability for sea water damage 
to cargo under exemption provided by Carriage of Goods by 
Sea Act, have burden of showing exercises of due diligence to 
make ship seaworthy. Carriage of Goods by Sea Act Sec. 4 (1), 
46 U.S. C. A. Sec. 1304 (1). 

Evidence failed to establish that shipowner and charterer 
exercised ‘due diligence” to make ship seaworthy at beginning 
of voyage, so as to be excused from liability for sea water 
damage to the various cargoes. Carriage of Goods by Sea Act 
Sec. 4 (1), 46 U. S. C. A. Sec. 1304 (1). 

Where cargo for which owner sought to recover damages 
was delivered on March 7, 1940, and libel was filed on March 
5, 1941, libel was brought within prescribed one year period, 
notwithstanding that process was not issued until later. Car- 


Tiage of Goods by Sea Act Sec. 3 (6), 46 U. S. C. A. Sec. 
1303 (6). 


The filing of the libel marks the institution of an admiralty 


Suit 


Where charter party provided that all damages and acci- 
dents of whatever nature should be mutually excepted during 
Currency of present charter party provided they did not result 
Tom lack of diligence of owners of vessel, even if charter 
party were governel by English law, shipowners were liable 
over to charterers for sea water damage to various cargoes 
upon showing that shipowners failed in duty of using due dili- 
gence to make ship seaworthy. Carriage of Goods by Sea Act 
Sec. 4, 46 U. S. C. A. Sec. 1304. 

Provision in charter party that all dangers and accidents 
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of whatever nature should be mutually excepted during cur- 
rency of present charter party provided they did not result 
from lack of diligence of owners or managers of vessel referred 
to a failure of diligence by those employed by owners or man- 
agers to make the ship seaworthy, as well as to failure of per- 
sonal diligence of owners or managers. 

Provision in charter party concerning stevedoring which 
declared that shipowners were not to be responsible for short- 
age or damage to cargo meant only that owners should not be 
responsible for damage to cargo in loading, and did not relieve 
owners of liability for damage resulting from failure to use 
due diligence to make ship seaworthy. Carriage of Goods by 
Sea Act Sec. 6, 46 U. S. C. A. Sec. 1304. 

Where question as to whether a judgment in a libel in 
personam could be entered against both shipowner and manag- 
ing owner and not against one to exclusion of the other was not 
raised in district court and was not made in assignment of 
error, Circuit Court of Appeals would not modify the judgment 
on such point. (Ore Steamship Corporation vs. D/S A/S 
Hassel, 137 Fed. Rep. 2d 326.) : 





(Circuit Court of Appeals, Fourth Circuit.) In proceed- 
ings for limitation of liability and exemption from liability for 
loss of cargo on stranded vessel, evidence supported findings 
that owner’s failure to provide corrected edition of chart did 
not contribute to stranding or interfere with proper navigation. 
Carriage of Goods by Sea Act Sec. 4 (1), 46 U. S. C. A. Sec. 
1304 (1). 

In proceedings for limitation of liability and exemption 
from liability for loss of cargo on stranded vessel, evidence 
supported findings that navigation equipment was not insuffi- 
cient. Carriage of Goods by Sea Act Sec. 4 (1. 2), 46 U. S. 
C. A. Sec. 1304 (1, 2). 

In proceedings for limitation of liability and exemption 
from liability for loss of cargo on stranded vessel, evidence 
established that loss was caused by faulty navigation by master, 
for which carrier was not responsible under statute. Carriage of 
Goods by Sea Act Sec. 4 (1, 2), 46 U. S. C. A. Sec. 1304 (1, 2). 

If a master, qualified in other respects, is placed in com- 
mand and supplied with charts and publications sufficient to 
enable a competent man to navigate safely, his lack of prior 
knowledge of local conditions will not cause the ship to be 
“unseaworthy” so as to preclude exemption from liability for 
loss of cargo when vessel strands. Carriage of Goods by Sea 
Act Sec. 1-16, 3 (1), 4, 46 U. S. C. A. Secs. 1300-1315, 1303 (1), 
1304. (The Temple Bar, 137 Fed. Rep. 2d 293.) 


Western Pacific Reorganization 


The federal court for the northern California district, 
southern division, has entered an order confirming the Com- 
mission’s plan of reorganization in Finance No. 10913, Western 
Pacific Railroad Co. Reorganization, and has designated Fred- 
erick H. Ecker, Frank C. Wright, and Robert E. Coulson as 
members of the reorganization committee provided for in the 
plan. The order of the court said jurisdiction of the proceedings 
and of all parties in interest was retained for the purpose of 
entering such other and further orders as the court might 
determine to be necessary. The reports of the Commission 
in the proceeding are: 230 I. C. C. 61; 233 I. C. C. 409; and 
236 I. C. C. 1. The case was docketed in the federal court 
oo. 26591-S, In the Matter of Western Pacific Railroad Co., 

ebtor. 

In the opinion of the court it was said that no exceptions 
to the certification of the Commission, and no objections to 
confirmation, had been filed in writing, and that no such 
exceptions or objections had been presented at the hearing. 

The effective date of the plan, as approved in the Com- 
mission’s modified report of June 21, 1939, was Jan. 1, 1939, 
and was indicated as the date from which interest should run 
on the new securities provided in the plan. Under the changes 
made by the Commission in its modified report, capitalization 
of the reorganized company, the report said, would comprise 
$2,750,050 of indisturbed equipment obligations, $10,000,000 of 
first mortgage 4 per cent bonds, $21,219,075 of income mortgage 
4% per cent bonds, $31,850,297 of 5 per cent preferred stock, 
and 319,441 sheres of common stock without par value. The 
finding that the capital stock of the debtor was without equity 
or value was not modified. 


Allotment of the new securities in the modified report of 
the Commission was set forth as follows: 

(1) First mortgage bondholders, $19,716,040 of income 
mortgage bonds, $29,574,060 of preferred stock, and 230,593 
shares of common stock, the common stock to be taken at the 
price of $57 a share; (2) Reconstruction Finance Corporation, 
$1,185,200 of income mortgage bonds, $1,777,800 of preferred 
stock, and 15,788 shares of common stock, the common stock 
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to be taken at a price of $57 a share; (3) Railroad Credit 
Corporation, $154,111 of income mortgage bonds, $241,681 of 
preferred stock, and 35,425 shares of common stock, the common 
stock to be taken at a price of $62 a share; and (4) A. C. James 
Company, $163,724 of income mortgage bonds, $256,756 of 
preferred stock, and 37,635 shares of common stock, being the 
amount of common stock which bears to the amount of common 
stock allotted to the claim of the (Railroad) Credit Corpora- 
tion the same proportion that the principal amount of general 
and refunding bonds of the debtor held by the James Company 
as collateral for its claims bears to the principal amount of 
such bonds held by the Credit Corporation for its claim. 

The modified report also provided that in addition to the 
319,441 shares of common stock issued in the reorganization, 
$424,382 shares should be reserved for the conversion of income 
mortgage bonds, series A, and that no new common stock in 
addition to that actually issued in connection with the reorgan- 
ization should be issued without the approval of the Commission 
or of such regulatory body or tribunal as might have jurisdic- 
tion thereof. _ 

The modified report said that, in the prior report, the 
Commission had stated that the total annual charges on the 
funded debt of the reorganized company, plus requirements of 
capital and sinking funds should not exceed $2,000,000, although, 
it added, the total of such amounts resulting under the pro- 
visions of the approved plan was only $1,898,223. The income 
bonds, it said, provided for in the approved plan would bear 
interest at the rate of 4 per cent and that the annual install- 
ment on the capital fund was fixed at $500,000 with certain 
qualifications. The $500,000 installment, it said, had been based 
on the debtor’s evidence that at least $500,000 was needed for 
routine additions and betterments. 

Concurring in part, Commissioner Eastman said that he 
did not favor the provision for a mandatory capital fund, and 
referred to his statement in the original report, which in turn 
referred to his concurring expression in Spokane International 
Ry. Co. Reorganization, 228 I. C. C. 387. In that expression, 
Mr. Eastman said that after the Commission had required that 
certain portions of earnings be devoted to the creation of a 
sinking fund and a capital fund, he believed that it would be 
held that “the return is what is left after the payment of 
operating expenses and taxes and the contribution of such 
amounts to these funds.” Thus, he said, it would be seen that 
the results of such funds might be that the public served by a 
railroad would be called on to produce a return on the property 
partly paid for out of funds obtained from charges on that 
public, and that to produce such a return an amount of revenues 
relatively greater than would now be required for that purpose 
would become necessary. It might be wise, Mr. Eastman said, 
for a company to plow back earnings into its property instead 
of paying them out in dividends to its stockholders, or even 
in interest to the holders of income bonds. However, he added, 
the voluntary use of earnings in this way by the management 
in the exercise of wise judgment was a very different thing 
from government compulsion that they be so used. He said 
he could agree to the provisions for a compulsory sinking fund 
for bonds “under present conditions,’ although he regarded 
much of the reasoning behind the prevailing insistence on sink- 
ing funds as superficial, but that he was unable to agree to the 
provision for a compulsory capital fund in addition. 


In his concurring expression in the Western Pacific case, 
Mr. Eastman said Commissioner Aitchison had authorized him 
to state that he did not favor provision for the creation and 
maintenance of a capital fund in that case. 


Commissioner Miller, dissenting in part, said that, in view 
of the “possibility of legislation at the next session of the 
Congress to compel consolidation of railroads into a few systems, 
or even into one system, which would obviate the necessity of 
reorganization of the railroads now in bankruptcy, and also 
taking into consideration the fact that railroads cannot be 
reorganized to the best advantage under present economic 
conditions,” he was of the opinion that it would be in the 
interest of the security holders to defer the reorganization. 

He said he agreed with the conclusions in the report that 
present fixed charges must be practically eliminated if the 
reorganization was to be effected, but that he disagreed in some 
particulars with other conclusions reached by the majority, 
especially as to the capital fund required and the amount of 
capitalization allowed. 


P. & W. REORGANIZATION 


In Finance No. 14364, Philadelphia & Western Railway 
Co. Reorganization, the debtor road has submitted to the Com- 
mission a copy of an amended plan of reorganization filed in 
the federal district court for the eastern Pennsylvania district, 
calling for termination of the interests of holders of preferred 
and common stock of the old company and for issuance of new 
bonds in the amount of $1,050,800 and new common stock in 
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exchange for the present securities and claims of creditors, 
the company. 

The amended plan showed that the company filed its bay 
ruptcy petition on July 3, 1934, and had, after approval of 4 
petition by the federal court, continued in possession of } 
properties, subject to the court’s supervision; that the indebte 
ness of the company as of Feb. 1, 1942, consisted of first me 
gage 5 per cent gold bonds dated July 1, 1930, maturing Jy, 
1, 1960, in the principal amount outstanding of $3,000,000, yj 
interest paid to July 1, 1934, of which principal the compa, 
held $373,000, and an unsecured claim of the Lehigh Valj 
Transit Co. in the amount of $65,000; and that the capitaljz, 
tion consisted of preferred stock of $50 par value totaliy 
$2,000,000 and common stock of $10 par value totaling $800, 
including $55,000 in shares reacquired by the company. 

Under the reorganization plan, the new bonds would 
first mortgage 5 per cent income bonds, dated Jan. 1, 1942, a 
maturing Jan. 1, 1972, secured by a new mortgage to t 
Fidelity-Philadelphia Trust Co. as trustee. A stock certifiea 
would be attached to each new bond at the rate of one shay 
of stock for each $100 principal amount of such bond. Thy 
10,508 shares of new common stock would be issued to thy 
holders of the new bonds. The Lehigh Valley Transit ¢ 
would receive, in settlement of its claim, $100 in bonds and op 
share of stock for each $1,000 of its claim. 


| 
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Motor Act Prosecutions 


(Digests o) statements issued by the Secretary of the Commis 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com 
mission rules and regulations thereunder, appear below.) 


Southern Ohio district, eastern division, at Columby 
Thompson’s Transfer, a co-partnership composed of Hughy 
L. Thompson, Robert H. Thompson, Charles H. Thompson, ani 
Hughey L. Thompson as executor of the estate of May Thom 
son, of Washington Court House, Ohio, was fined $500, Oct. 15 
following its plea of guilty to an information charging it with 
engaging in operations as a common carrier for compensatin 
without a certificate having been issued by the Commission, 
and with collecting rate overcharges. The full amount of tr 
fine was required to be paid. 

Supreme Court of the United States. Petition of Keeshin 
Motor Express Co., Inc., for a writ of certiorari to the Unite 
States Court of Appeals for the seventh circuit to review it 
decision of March 15, affirming the decree of the district court, 
northern Illinois district, eastern division, entered March il 
1942, denied. The decree permanently enjoined Keeshin Mote 
Express Co., Inc., from in any manner charging, demanding 
collecting or receiving a less or greater charge for transporte 
tion of property by motor vehicle in interstate or foreign com 
merce over its lines between places in any one state, through 
another state, than the charge provided for in the defendant 
effective tariffs. 


Union Barge Line Suit 


Briefs have been filed in the federal court for the westem 
Pennsylvania district by Coyle Lines and River Terminal 
Corporation, plaintiffs, and by the Commission and Union Batg 
Line Corporation, defendants, in the suit brought to set aside 
the order of the Commission granting authority to Union Barg 
Line to operate on the Gulf Intracoastal waterway. In that 
proceeding, 250 I. C. C. 689, the Commission, on reargument, 
reversed the findings of division 4 in the prior report, 2) 
I. C. C. 249, and corrected, the certificate to include continuant 
in operation on the Gulf Intracoastal waterway, and on the 
Mississippi River between Cairo, Ill., and St. Louis, Mo. At the 
same time, the Commission removed the limitation of a mit- 
imum tonnage of 200 tons a shipment contained in the prid 
report (see Traffic World, April 24, p. 965). 

The plaintiff water carriers asked that the Commissions 
order be set aside in so far as it authorized Union to operalt 
beyond its terminal on the Mississippi River at New Orleans 
They said that the questions involved were: Did Union hold 
itself out to the general public to engage in transportatio 
over the waterway; were the operations resulting in the per 
formance of transportation west of New Orleans over thé 
waterway the operations of Union or the operations of a col 
necting carrier; and was the service performed by Coyle 
Lines west of New Orleans incidental towage within the meal 
ing of section 303(f) (2) ? 

Union, said the plaintiff water carriers, had not held itself 
out to transport over the waterway west of New Orleans. They 
said that Union’s “holding out” had made it responsible to 


shipper for the delivery of the freight but that, on the othe 
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hand, its contract with the shipper had provided for trans- 

rtation, partly by Union and partly by connecting lines 
selected by Union and was not a contract wherein Union itself 
undertook to transport to ultimate destination. They quoted 


‘from an exhibit which, they said, included a bill of lading 


which provided in part that the carrier contracting with the 
shipper “agrees to carry to its usual place of delivery at 
said destination if on its own route or its own water line, 
otherwise to delivery to another carrier on the route to said 
destination.” The same recitals, said the Plaintiffs, appeared 
in other exhibits and that, furthermore, Union’s own advertise- 
ment$ “publicly refer to connecting carriers beyond New 
leans.” 

° The entire transportation west of New Orleans, said 
the plaintiffs, was performed by Coyle Lines and that, when 
Union delivered a barge to Coyle Lines, all of its control and 
direction of the shipment, as well as its authority over it, 
ceased. From that time until ultimate delivery, said they, 
the barge was a part of Coyle Lines’ regular tow, along with 
numerous other barges which it was handling as a common 
carrier. If Coyle Lines had no dealings with the shipper, 
Union, neither directly nor indirectly, had any control over 
any dealings or connection with any person physically engaged 
in the actual transportation of such freight west of New 
Orleans, said the plaintiffs. 

As to whether Coyle Lines’ transportation on the water- 
way west of New Orleans was incidental towage, the plaintiffs 
said that section 303(f)(2) had no pertinency whatever to the 
proceeding. None of the provisions of the whole section itself 
was substantive in character, they said, and that the section 
had been drawn and enacted “for the sole purpose of removing 
from the ambit of federal control and regulation certain inci- 
dental types of water transportation, which are set forth 
and described with particularity in the section.” It was there- 
fore an obvious error on the part of the Commission to attempt 
to draw from any part of that section “such substantive author- 
ity,” said they. It said it was apparent that the Commission 
had overlooked the fact that section 303(f)(2) treated entirely 
with the exemption of the operations of the person perform- 
ing the incidental towage ‘‘and not with ‘grandfather’ rights 
of the carrier for whom the services are performed.” 


The Commission’s brief said that the Commission had 
found, as a fact, that Union operated on the canal during the 
critical period. This determination of fact was supported by 
substantial, though conflicting evidence, it said, and was there- 
fore conclusive on judicial review. The Commission had also 
found, on the evidence, that the traffic was originated by 
Union, that Union issued the bill of lading covering the 
transportation to the destination on the canal, for example, 
Houston, that Union had collected the freight charges from 
the shipper covering the entire transportation, that Union took 
out insurance covering the goods while in transit all the way 
to the point of destination on the canal, and that Union had 
conducted all negotiations with the shipper, plaintiffs being 
unknown to the shipper and having no dealings whatsoever 
with the shipper, it said. 

The traffic was transported through to the destinations on 
the canal in the barges of Union, said the Commission, and 
Union was in fact the carrier all the way to destination, adding 
that Union had entered into contracts with plaintiffs merely 
for their towage on the canal at a charge agreed upon by 
Union and Coyle, and not between Coyle and the shippers. 

Under section 303(f) (2), it said, such towage was exempt 
from regulation, was deemed to have been performed by Union, 
and was to be regulated in the same manner as the transporta- 
tion by Union to which the towage services of Coyle were 
incidental. 

In granting authority to Union to operate to the end of 
the present westward construction of the canal at Corpus 
Christi, notwithstanding the fact that on the “grandfather” 
date the canal was completed only so far as Houston, the 
Commission, it said, had given effect to the proviso of section 
309(d), and quoted that section to the effect that no terms, 
conditions or limitations should restrict the right of a carrier 
to extend its services over uncompleted portions of waterway 
projects “now or hereafter authoried by Congress, over the 
completed portions of which it already operates, as soon as 
such uncompleted portions are open for navigation.” 

The suit was docketed as Civil No. 2667, DeBardeleben Coal 
Corporation, doing business as Coyle Lines, and River Terminals 
Corporation, plaintiffs, vs. United States of America, Interstate 


Commerce Commission, and Union Barge Line Corporation, 
defendants. ; 


EXPLOSIVE REGULATIONS 
_ _ Effective Oct. 14, the Commission, division 3, by an order 
In No. 3666, In the Matter of Regulations for Transportation of 
Explosives and Other Dangerous Articles, amended its regula- 
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tions for the transportation of explosives and other dangerous 
articles, chiefly by reason of the present emergency. The amend- 
ments relate to the explosives list, shipper regulations, rail 
freight carrier regulations, rail express carrier regulations, 
motor common or contract carrier regulations, and packing of 
explosives. Under the amended regulations, the following note 
has been added to part 3, regulations applying to shippers, with 
respect to reused containers: 


Note—Because of the present emergency and until further order of 
the Commission, metal drums not marked to indicate compliance with 
an I. C. C. specification but otherwise meeting the requirements of 
containers authorized may be approved by the Bureau of Explosives 
for service and appropriate specification marking. Application for such 
approval must include description of container and details of closure, 


a made to the Bureau of Explosives, 30 Vesey Street, New York 7, 


New York Intrastate Fares 


The New York state court of appeals, highest of the state’s 
courts, has affirmed the Commission’s order of Jan. 21, 1942, 
in Ex Parte 148, in so far as that order covered New York 
intrastate fares over which the Commission had jurisdiction. 
The decision was cited as 398—New York Opinoin—Vol. 291- 
3795, In the Matter of Transit Commission, being the Metro- 
politan Division of the Department of Public Service, respond- 
ent, and the City of New York, intervenor-respondent, against 
Long Island Railroad Co., Staten Island Rapid Transit Railway 
Co., and the New York Central Railroad Co., appellants. 

The case arose out of the refusal of the New York Public 
Service Commission to permit railroads serving New York to 
increase their intrastate commutation fares within that state 
in the same proportion that interstate fares were increased 
under the Commission’s order in Ex Parte 148. The instant 
decision reversed the order of the appellate division of the 
supreme court of New York which had affirmed a decree and 
orders of the court at special term, appeal from which orders 
having been taken by the railroads. 

The court said that the scope and meaning of the provi- 
sions of the Commission’s order in Ex Parte 148, in so far as 
it dealt with the modification of outstanding orders of the 
Commission authorizing or prescribing interstate and intrastate 
fares, were obscure. In view of this difficulty, it said, the 
Commission had favored it with a statement of its view on the 
issue presented, viz.: “Is the 1942 increase mandatory in re- 
spect of New York intrastate fares that are covered by prior 
outstanding section 13 orders?” The court then quoted the 
brief amicus curiae of the Commission as follows: 


It is hardly open to dispute that an increase of 10 per cent in 
the interstate fares without a corresponding increase intrastate in 
New York would disrupt the parity which had existed since 1920 and 
engender discrimination of the precise nature which the 1920 order 
forbids. So far as interstate fares were concerned, the Ex Parte 
148 order was not mandatory. The carriers, themselves, had applied 
for authority to increase their fares, and it was not necessary for the 
Commission to order them to do so. But if they availed themselves 
of the authority granted by the order to increase their interstate 
fares, they were bound, in order to avoid the discrimination against 
interstate commerce forbidden in the outstanding section 13 orders, 
to make a like increase in their intrastate fares. It follows that when 
the carriers increased their interstate fares 10 per cent, effective Feb. 
10, 1942, under the Ex Parte 148 authorization, they were required 
to make a like increase in their New York intrastate fares. 


The court said that, in the face of this expression by the 
Commission, it saw no room for doubting that its 1942 order 
was intended to be an exercise of its constitutional power to 
set aside state-established intrastate rates by prescribing intra- 
state rates itself. 


Hoboken Divisions Case 


Hoboken Manufacturers’ Railroad Co. has filed a brief in 
the Supreme Court of the United States in No. 43, Interstate 
Commerce Commission, Pennsylvania Railroad Co., Baltimore 
& Ohio Railroad Co., Erie Railroad Co., et al., appellants, vs. 
Hoboken Manufacturers’ Railroad Co., appellee, asking that 
the decision of the federal court for the New Jersey district, 
which remanded the case to the Commission with certain 
directions, be affirmed (see Traffic World, Oct. 9, p. 845). 

The case involves a decision of the Commission in No. 
27630, Hoboken Manufacturers’ Railroad Co. vs.. Akron, Can- 
ton & Youngstown Railway Co., et al., in which Hoboken 
sought an increase in the divisions it was receiving from 
trunk lines, which increase was denied by the Commission. 
The New Jersey court remanded the case to the Commission 
with directions to determine whether the relationship be- 
tween Hoboken and Seatrain, in connection with the use of 
Seatrain’s method of transferring loaded cars to its ships, 
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was of value, the amount of that value, and to find whether 
the allowance to the trunk-line carriers of the entire saving 
of 75 cents a ton occasioned by the use of the Seatrain 
interconnection was unduly preferential or prejudicial as 
between the carriers and, if so, to determine an equitable 
division of the 75 cents. 

Hoboken based its argument on four points. It said that 
the appellants’ arguments that the court below had erred 
in sending the proceeding back to the Commission for re- 
consideration and further findings rested on unsound premises. 
The Commission, it said, had failed to do what was required 
of it when it dismissed Hoboken’s complaint without con- 
sidering and making a determination as to the value to Ho- 
boken and its trunk-line connections of the interchange ar- 
rangement with Seatrain and what would be reasonable com- 
pensation therefor, to be included in Hoboken’s costs and 
reimbursed to it by the divisions to be paid to it by the 
trunk-lines out of the lighterage-free rates. 

_ Hoboken said also that the decision and order of the Com- 
mission, in determining the divisions to be received by Ho- 
boken in an amount less than its full cost, would take its 
property for public use without just compensation, in viola- 
tion of the fifth amendment to the constitution. Finally, 
Hoboken said that, if the decision of the Commission was 
permitted to stand it would be contrary to public interest 
since it would be a precedent discouraging improvements in 
the art of transportation if those developing such improve- 
ments could be compelled to give to others without compen- 
sation the entire benefits which the improvements produced. 


*“Non-Op” Wage Dispute 


A new special emergency board to report on the demands 
of the non-operating railroad employes for an increase in wages 
was established Oct. 16 by President Roosevelt. 

The emergency board selected by Chairman Leiserson, of 
the National Railway Labor Panel, to investigate and report 
on the “non-op” demands, recommended an increase of 8 cents 
an hour. Director of Economic Stabilization Vinson, in his 
opinion dated June 30, disapproved the recommendation because 
it was based on an alleged “gross inequity” shown by com- 
parison of railway wages with wages in other industries (see 
Traffic World, July 3, p. 37). However, the director indicated 
that increases might be allowed for other reasons. 


Members of the emergency board held that they had no 
power, unless asked to do so by the Presient, to revise their 
recommendation. The dispute then went back to representa- 
tives of railroad management and of the non-operating railroad 
unions with the result that an agreement was reached for pay- 
ment of an increase in the same amount as recommended by 
the emergency board. This agreement was submitted to the 
White House and rail labor leaders urged its approval. The 
President, however, made no announcement about that agree- 
ment and the next development was the appointment of the 
special emergency board. 


The special board is composed of Elwyn R. Shaw, former 
chief justice, Supreme Court of Illinois; Richard F. Mitchell, 
former chief judge, Supreme Court of Iowa, and Walter C. 
Clephane, attorney, Washington, D. C. The members of the 
board also served on the special board appointed by the Presi- 
me = the Pacific Electric case (see Traffic World, Oct. 2, 
p. : 


The White House announced that the board was directed 
to consider the non-operating employes’ wage claims in the 
light of the price control act of Oct. 2, 1942, and the stabiliza- 
tion program made effective under it, and as directed in 


Director Vinson’s opinion of June 30. Continuing, the White 
House statement said: 


The dissolution of the emergency board originally created to report 
on the claims of the non-operating employes necessitates the creation 
of a new special emergency board to accord such relief as may be 
consistent with the stabilization program. In making its recommenda- 
tions the special emergency board is authorized to give such consid- 
eration as it deems appropriate to the recommendations of the 
emergency board which recently reported on the claims for wage 
adjustments of the railway operating employes. 


The order requires the board to file its report on or before No- 
vember 15th. 


The text of the executive order establishing the special 
board follows: 


Whereas, the Director of Economic Stabilization found the report 
of May 24 and May 29, of the emergency board set up to consider the 
wage adjustment claims of the non-operating railway employes to be 
inconsistent with the stabilization program established under the act 
of October 2, 1942, and the executive orders issued thereunder, and 
directed that the claims be reconsidered in light of the opinion filed 
by him on June 30, 1942, and 
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Whereas, the emergency board originally constituted to consider 
claims of the non-operating railway employes has been dissolved 
it is necessary to provide further machinery for adjusting these Claims 
{n accordance with the act of October 2, 1942, and the Stabilization 
program established thereunder, 

Now, therefore, by virtue of the authority vested in me by the 
Constitution and the Statutes, and particularly by the First War 
Powers Act, 1941, as President of the United States and Commande. 
in-Chief of the Army and Navy, it is hereby ordered as follows: 

(1) There is hereby established a special emergency board of 
three members to be selected by me from the National Railway Labo 
Panel to reconsider the claims for wage adjustments of the non-operat. 
ing railway employes, and to recommend to me such wage adjustments 
which should be made, within the limitations of the act of October 2 
1942, and the executive orders thereunder, and in conformity with the 
opinion of the Economic Stabilization Director of June 30, 1943, }) 
making its recommendations to me, the board may give such cop. 
sideration as it deems appropriate to the report filed with me on 
tember 25, 1943, by the emergency board appointed to consider the 
claims for wage adjustments of the operating railway employes. 

(2) The parties before the special emergency board shall be the 
same as those included within the recommendation of the emergency 
board which reported to me on May 24 and May 29 in this dispute, 

(3) The special emergency board shall report to me on or befor 
November 15, 1943. Copies of the report shall be filed at the same 
time with the Economic Stabilization Director, the National War Labor 
Board and the Commissioner of Internal Revenue. 

The recommendations of the special emergency board in regard to 
proposed changes affecting wage and salary payments shall become 
effective fifteen days after the date of the filing of its report with me, 


unless and except to the extent the Economic Stabilization Directoy 
otherwise directs. 





Representatives of the non-operating railroad unions met 
in Washington this week to consider the situation involving the 
so-called 8-cent wage increase award and the appointment of 
a new emergency board in the case. Spokesmen for the unions 
indicated they were hoping that a settlement would be effected 
without the taking of a strike vote but dissatisfaction with 
developments was indicated. The leaders expressed the hope 
that there would be an adjustment that would take care of the 
condition of the “woefully underpaid” rail employes compared 
to other industrial workers. Since 1937 the rail workers in- 
volved had received an increase of 15 cents an hour as against 
35 cents an hour in industry generally, it was said. 

It was indicated that the agreement reached by the non- 
operating unions with the railroads in the 8-cent case called 
for application of the same total amount of such an increase 
in dollars but on a sliding scale of from 7 to 10 cents an hour, 
was not satisfactory to Director Vinson, however, it was 
said. 

There was discussion among the union leaders as to the 
legality of the action of the President in appointing a special 
emergency board. It was pointed out that the President, as he 
did in the Pacific Electric case, had departed from the pro- 
cedure provided in the executive order establishing the National 
Railway Labor Panel. That procedure called for appointment 
of emergency boards by the chairman of the panel and not by 
the President. The labor leaders were understood to be ques- 
tioning whether the procedure adopted by the President was 
in accord with the railway labor act. They conferred with 
Donald R. Richberg, former attorney for the rail labor unions 
who helped draft the railway labor act. 

Objection also was voiced to Director Vinson having the 
power to modify or reject recommendations of emergency 
boards. The director has that power by virtue of executive 
order of the President. 

Representative Fish, of New York, in the House offered 
H. J. Res. 174, authorizing and directing Director Vinson to 
grant an increase of a minimum of 8 cents an hour to all non- 
operating and operating railroad employes. He criticized the 
director for having refused to approve the 8-cent recommenda- 
tion. The congressman said “we are threatened with and are 
possibly on the verge of a nationwide strike.” 

Representative Lemke, of North Dakota, joined Mr. Fish 
in criticizing the course the administration had pursued in the 


wage dispute. Senator Langer, of North Dakota, spoke along 
similar lines in the Senate. 


The emergency board announced it would begin hearings 


in Washington Oct. 28. Representatives of the non-operating 
employes would be present, it was said. 


On the afternoon of Oct. 21 President Roosevelt held 4 
conference with a number of labor leaders, including A. F. 


Whitney, president, Brotherhood of Railroad Trainmen, to dis- 
cuss the labor situation. 


After the conference with the President, the labor leaders 
said they had discussed the labor situation as it now existed 
and the widespread dissatisfaction prevailing among rail work- 
ers and others over decisions made by Economic Stabilization 
Director Vinson. Asked if they had recommended getting rid of 
Director Vinson, the labor leaders said it was not a matter of 
personalities, but that their objection was to the power granted 
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the director, and that they felt a better method ought to be 
und. 

. Mr. Whitney said he had told the President he was leaving 
for Chicago to meet with the five operating brotherhoods to 
discuss the 4-cent an hour increase recommended for the oper- 
ating employes. He said he would not recommend that they 
ccept it. 

. General chairmen of the five brotherhoods met in separate 
session at the Morrison Hotel, Chicago, the morning of Octo- 
per 22. Executive heads of those organizations were scheduled 
to meet jointly later in the day to hear a report from A. F. 
Whitney, president of the Brotherhood of Railway Trainmen, 
on the President’s labor conference of the previous day. 


Rail Operating Wage Increase 


Director of Economic Stabilization Vinson announced Oct. 
16 that he would not disapprove the 4 cents an hour increase 
recommended by the emergency board for the operating rail- 
road employes. 

The report of the emergency board was filed with the 
President Sept. 25. Since the Director of Economic Stabiliza- 
tion, under Executive Order 9299, would not disapprove the 4 
cents an hour recommendation, it would become effective Oct. 
96 as provided in that order, said the director. 

The director wrote a short opinion in the case which fol- 
lows: 


There is before me the report including the recommendation of 
the emergency board selected from the National Railway Labor Panel 
on May 21, 1943, in a case involving most of the nation’s railroads and 
the five transportation brotherhoods. The board recommends an in- 
crease of 32 cents per minimum basic day or 4 cents per hour for the 
employes involved in the National Mediation Board Case No. A-1400. 

This recommendation is predicated upon the Little Steel formula. 
That formula permits wage adjustments to the extent of 15 per cent 
over average straight-time hourly earnings on January 1, 1941. These 
employes received in December, 1941, an increase amounting to ap- 
proximately 10.5 per cent. Thus 4.5 per cent remains under the per- 
missible limit of ‘‘Little Steel’’ which figures about 4 cents per hour for 
these employes. 

As an original proposition the: point could well be taken that the 
Little Steel formula should be applied to the average hourly earnings 
on January 1, 1941, for both operating and non-operating employes. If 
this were done the increases of December, 1941, to both employe groups 
would practically exhaust the permissible wage adjustments under 
“Little Steel’’ for railway employes. In the non-operating case, how- 
ever, as in the case here, ‘‘Little Steel’’ has been figured on the basis 
of each group. This results in no ‘‘Little Steel’’ increase to the former 
and, as stated, 4 cents per hour in the instant case. This will not mean 
that the operating employes who have higher earnings will receive a 
wage increase while the non-operating employes will receive none. 
Under my opinion of June 30th the non-operating employes are entitled 
to a wage adjustment based upon the substandard and interrelated job 
classification criteria. In determining appropriate rates for interrelated 
job classification, the special emergency board created by the President 
to reconsider the non-operating case in light of my opinion is author- 
ized by the order creating it to take into account the wage increase 
recommended «for* the operating employes. The board consequently 
should be in a position to see that the adjustments to the non-operating 
employes bear a fair relation to the adjustments given to the operating 
employes. 

Therefore, I will not disapprove the recommendation in this case. 


PACIFIC ELECTRIC WAGE CASE 


A. F. Whitney, president, Brotherhood of Railroad Train- 
men, protested this week against the fact that the report of the 
special emergency board in the Pacific Electric wage case had 
not been made public. It was stated that the report would not 
be made public until Economic Stabilization Director Vinson 
had acted on it. 


Cc. N. S. & M. LABOR DISPUTE 


Judge Michael L. Igoe in federal district court at Chicago, 
October 15, informed attorneys for the Chicago, North Shore 
and Milwaukee Railroad and for brotherhoods representing em- 
Ployes of the company that hearing on the facts involved in the 
brotherhoods’ motion to have vacated a court order issued in 
February, 1942, under which North Shore employes were re- 
Strained from operating company trains within Chicago, would 
be held by a master of the court. He said the union and com- 
pany attorneys could argue the questions of the meaning of 
the facts and of law at a later hearing before himself once a. 
master had reported on the facts involved. 

The 1042 order, which is still effective, provides that em- 
Ployes of the Chicago Elevated Lines, over which North Shore 


trains operate within Chicago, must operate North Shore 


trains in the city. It was issued to meet an emergency created 
by a strike called by the Amalgamated Association of Street 
and Electrical Railway Workers, representing elevated line 
employes. The strike was called soon after North Shore em- 


Ployes, former members of Amalagamated, voted to become 
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members of the Brotherhood of Railway Trainmen and Brother- 
hood of Locomotive Firemen and Enginemen. Counsel for the 
brotherhoods, in requesting vacation of the order, said the 
court had not had jurisdiction to enter the order because the 
National Mediation Board had the dispute before it in Febru- 
ary, 1942, and the railway labor act provided that courts could 
not assume jurisdiction until the board completed its investiga- 
tions. They also said the threat of a strike no longer existed 
(see Traffic World, Aug. 14, p. 370). Company attorneys have 
informed the court that the motion is based in large part on 
an allegation of facts that company officials dispute. 


FAIR EMPLOYMENT PRACTICE COMMITTEE 


President Roosevelt has accepted the resignation of Mon- 
signor Francis J. Haas as chairman of the Fair Employment 
Practice Committee and has appointed Malcolm Ross, deputy 
chairman, as chairman. Monsignor Haas resigned after being 
made bishop of the diocese of Grand Rapids. The committee 
recently held hearings on allegations with respect to discrimina- 
tion in railroad employment on account of race or color. 


WAR PRISONERS FOR R. R. WORK 


The Railway Labor Executives’ Association has protested 
against a proposal to have war prisoners used in railroad jobs. 
The association, among other things, has pointed out that the 
Geneva Convention, governing the use of war prisoners, for- 
bids the use of such prisoners in work involving transportation 
of wer materials. The association also raises a question as to 
safety of railroad operations in connection with use of prisoners 
of war on the railroads. 


RAIL LABOR CONTRACT CASE 

The Supreme Court of the United States has granted a 
petition for a writ of certiorari in No. 343, Order of Railroad 
Telegraphers, petitioner, vs. Railway Express Agency, Inc., to 
the U. S. Circuit Court of Appeals, fifth circuit. The suit was 
brought by the telegraphers to enforce an award made by the 
National Railroad Adjustment Board. It involves the status of a 
contract between the telegraphers and the American Railway 
Express Co. whose business was taken over by the Railway 
Express Agency, Inc., on the Seaboard Air Line, March 1, 1929. 


RAIL RETIREMENT BILLS 


Senator Pepper, of Florida, has introduced four bills to 
exempt municipally operated rail facilities within a municipal 
wharf area from provisions of existing law relating to payment 
of rail retirement benefits. The bills would make such exemp- 
tion subject to specified conditions, including one that the 
municipality and a majority of the employes involved make 
application to the Railroad Retirement Board for exemption 
from the provisions of the acts proposed to be amended by 
the bills. The bills are S. 1442, to amend section 1532 (a) of 
the internal revenue code, as amended; S. 1443, to amend 
section 1 (a) of the carriers taxing act of 1937, as amended; 
S. 1444, to amend section 1 (a) of the railroad unemployment 
insurance act, as amended, and S. 1445, to amend section 1 (a) 
of the railroad retirement act of 1937, as amended. 


MATERIALS HANDLING COSTS 


Studies made twenty years ago by the Clark Equipment 
Company showed that “the internal freight bill of American 
industry exceeded the external freight cost,” said Ezra W. 
Clark, vice-president and general manager of the Clark Truck- 
tractor division of that company in an address on “Industrial 
‘Trucks and Tractors in American Industry” at a meeting of 
the American Society of Tool Engineers in Indianapolis last 
week. “It costs more to move a ton of steel through an auto- 
mobile plant in the process of production than it does to carry 
that steel from the mills at Pittsburgh to the plant siding at 
Detroit,” said he. 

He described the application of tractor trucks and lift 
trucks to a number of industries, and to stevedoring and the 
handling of merchandise freight by the railroads. On the east 
coast, he said, cargo was being loaded and stored in ships’ holds 
at the rate of a ton for each man each hour, with the aid of 
modern materials handling equipment, and that was “pouring 
cargo into a ship.” 

The railroads, he said, “have led the procession in the pri- 
mary application of powered materials handling units, first in 
baggage handling operation, then in storehouses and shops, and 
recently in the handling of freight.” The introduction of the 
use of tractor-trailers and cargo handling systems at loading, 
unloading and sorting platforms and houses, he said, had re- 
duced the cost of handling freight from $1.56 to .75 a ton. 
‘There was still room for improvement he said, pointing out 
that, less than ten years ago, “there had been no improvement 
in the loading methods and facilities for individual box cars 
from the 1880s down to the 1930s.” 
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Railway Building Association 


The American Railway Bridge and Building Association 
held its fiftieth annual meeting, a wartime conference, at 
the Hotel Sherman, Chicago, October 20 and 21. The program 
included presentation and acceptance of seven committee reports 
at morning and afternoon sessions on the two days; discussion 
of labor supply problems the afternoon of October 20, with a 
talk on “The Over-All Manpower Picture” by Edwin M. Fitch, 
assistant director, division of transport personnel, O. D. T.; 
discussion of shortages of materials the morning of October 21, 
at which session Warren C. Kendall, chairman, car service 
division, Association of American Railroads, spoke on car supply 
problems; election and installation of officers. 

G. S. Crites, division engineer, Baltimore and Ohio, Balti- 
more, and president of the association, and H. R. Clarke, chief 
engineer, Burlington Route, and president, American Railway 
Engineering Association, spoke at the opening session on the 
need for greater effort on the part of bridge and building 
forces to make the most of present departmental material 
and manpower resources. Mr. Crites said that, unfortunately, 
much of the work of the association’s members was of such a 
“hidden” nature that their work was taken for granted by 
other railroad men. Bridge and building supervisors had done 
remarkably well in the war period, in resorting to substitution 
and improvisation, to achieve their ends, he said, pointing out 
that they had succeeded in keeping existing bridges and tres- 
tles in condition to support heavier trains moving at greater 
speeds than in the pre-war period. 


Kendall on Car Supply 


Mr. Kendall, speaking on “Car Supply As It Is Affected By 
Maintenance of Way Operations,”’ urged that bridge and build- 
ing supervisors and other maintenance of way officials do their 
utmost to release more promptly cars under load with com- 
pany material. He suggested, also, that such officials use, as 
far as possible, non-revenue facilities in transportation of com- 
pany equipment; use non-revenue cars for local distribution 
of maintenance materials; load revenue cars to capacity, and 
clean cars promptly. 


Discussing general aspects of car supply, he said he did 
not believe the railroads had the ability to “reach the rather 
extravagant objective” of increasing by 10 per cent the efficiency 
of handling freight train equipment, as proposed recently by 
Director Eastman. He said that “if we reach 5 per cent, or 
even 3 per cent, we shall indeed record a performance which 
will go down in history as remarkable.” The railroads had 
done a remarkably fine job in the war period, and they had 
“come through without criticism,” he said, adding that the 
railroad industry was ‘the one industry which has continued 
to produce, gaining in efficiency and volume, month after 
month.” Pointing out that at present there were 500,000 fewer 
freight cars, 16,000 fewer passenger cars, and 20,000 fewer 
locomotives than there were in 1930, he said that, through 
excellent organizational methods among railroads, shippers, and 
governmental agencies, including military transportation corps, 
the railroads had recently set many records for handling 
traffic. The railroads, he said, would, in 1943, probably trans- 
port 730,000,000,000 net ton miles of freight, equal to freight 
ton miles transported in both 1918 and 1939. He said miles per 
car day at present averaged 47.7, compared with’ only 30.7 
in October, 1923; average tons per car of carload freight for 
the first quarter of 1943 averaged 40.61, compared with 37.56 
tons for all of 1942; average turn-around time of serviceable 
cars, at 13.3 days, though not the lowest on record, was excel- 
lent in view of longer distances of hauls; the number of pas- 
sengers hauled one mile in 1943 probably would total 80,000,- 
000,000, compared with 46,000,000,000 in 1920, the previous 
record year. He said the division had recorded numerous 
instances in which coal and other revenue cars, under load 
with company equipment, had been held under load for exces- 
sive lengths of time. On September 15, he said, 10,500 such 
cars, other than coal or coke, were held for an average of 3.9 
days. That average, though better than in former years, was 
not as low as it could or should be, he said. He said the 
railroads varied widely as to the average number of days 
they held cars under load with company material. 


Fitch on Manpower 


Mr. Fitch said that available statistics on the number of 
employes in railroad bridge and building, and water service, 
departments indicated that the departments had “held their 
own” in recent months. In June, 1942, there were 42,800 such 
employes, and in June, 1943, there were 43,100 yp aes be he 
said, pointing out that at present the employes worked an 
average of 53 hours a week, or 3 hours more than the 1942 
average, and that such an increase in hours worked was equiv- 
alent to a Le of 2,800 employes. Shortages in helpers, ap- 
prentice and laborer occupations still existed, he said. He ex- 
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pressed doubt that differentials in wage rates among industrp 
were the primary cause for present high turnovers amo, 
railroad employes, pointing out that highest turnovers in jg 
were “being experienced in the high-wage plants.” He gs 
that it had been unfortunate that statements had appeared ; 
various publications alleging that “featherbed” rules were g 
tensive on railroads, because many selective service boa, 
members had, after reading the statements, come to the eg 
clusion that the railroads did not deserve the manpower prot. 
tion of occupational deferments for their employes. Direety 
Eastman had counteracted some of “this unfortunate py 
licity” in testimony before the House military affairs commi, 
tee, he added. He urged that those present try to retain the) 
employes through improving housing facilities; paying wags 
to men in their training periods; preparing and filing replag 
ment schedules with selective service boards; holding “ex 
interviews” with employes who announce their intention 
quit work. 

Methods of meeting manpower shortages were discusgej™harm 
by the following: W. G. Powrie, engineer, maintenance giinder 
way, Milwaukee Road, on “Employment of High School Boys'Midirec 
L. E. Peyser, principal assistant architect, Southern Pacifpiiform 
on “Employment of Weekend Workers’; M. Young, supervisorimmassoc 
Pennsylvania Railroad, Warsaw, Ind., on “Employment gighibit 
Women.” ; 

The following members spoke on possibilities for improveifican 
use of scarce materials: A. M. Knowles, engineer of structurafeach 
Erie Railroad; A. L. Sparks, architect, Missouri-Kansas-Texaimtions 
Railroad, and E. M. Grime, engineer water service, No tion, 
Pacific. prob 

Committee reports presented at the meeting, and the com 
mittee chairmen, included: 
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Revising Working Practices to Eliminate Interference with Trafig wei 
L. R. Lamport, assistant to chief engineer, Chicago and North Weste wo ( 
Chicago; Securing Maximum Utilization of Work Equipment, D. mitt 
Rintoul, general bridge inspector, Southern Pacific, San Franciscjj™gwas 
Carrying Over Bridges and Trestles, H. T. Livingston, enginesmopp 
bridges, Rock Island Lines, Chicago; Men, How to Secure and Holi™mthe 
Them, M. D. Carothers, chief engineer, Alton Railroad, ChicagoMMof { 
Possibilities of Relief through Use of Substitute Materials, W. AMAm 
Sweet, general foreman, bridge and building, Santa Fe System, roa 
peka, Kan.; Salvaging Bridge, Building and Water Service Material Jat 
H. W. Wuerth, division engineer, Milwaukee Road, Savanna, Il; p 
Maintenance of Coaling and Sanding Plants, A. M. McCloy, supervise Or 
bridges and buildings, Pere Marquette, Saginaw, Mich. "y 
0. 


of 


but 
President, J. L. Varker, supervisor, bridges and buildings, Dek 

ware and Hudson, Carbondale, Pa.; first vice-president, R. E. Caudle apy 
assistant engineer, structures, Missouri Pacific, Houston; second vice mu 
president, Neal D. Howard, managing editor, Railway Engineerin 
and Maintenance, Chicago; third vice-president, F. G. Campbell 
assistant chief engineer, Elgin, Joliet and Eastern, Joliet, Ill.; fourtl 
vice-president, J. S. Hancock, bridge engineer, Detroit, Toledo ani 
Ironton Railroad, Dearborn, Mich.; secretary, Elinor V. Heffern, @ 
cago; treasurer, C. R. Knowles, Illinois Central, Chicago; membe 
board of directors, for two years, E. H. Barnhart, division engineer 
Baltimore and Ohio; L. E. Peyser, principal assistant archited 
Southern Pacific, and A. B. Chapman, bridge engineer, Milwauked 
Road; directors, for two years, A. L. McCloy, supervisor, bridges anf 
buildings, Pere Marquette, and W. F. Martens, general forema 
bridges and buildings, Santa Fe System. 























The following new officers were elected: 
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ROOSEVELT AGAINST RUBBER TARIFF 


Use of natural rather than synthetic rubber in the manti%oy 
facture of tires for motor vehicles will result in less costlify 
tires and a tariff ought not to be imposed on natural rubbeliinc 
imports to protect synthetic rubber manufacturing plants, i 
the opinion of President.Roosevelt. He made his views on thelus 
subject known at a press conference at which he told abou 
the dinner given at the White House for the President of Haiti 

Haiti was engaged in the cultivation of cryptostegia, a plat 
from which a natural rubber may be extracted, and it was ex 
pected that 10,000 tons of rubber would be produced this yeal) 
said the President, who made available quotations from Ir 
marks he made at the dinner. 

“T hope that when I am out of the White House—I mightgg® 
get beaten otherwise—that the Congress won’t put the kind offm? 
tariff on rubber for American automobile tires just to keep 
some synthetic plants going,” said he in his dinner remarks. 
“That would mean that every man in the United States wh0 
owned a car would have to pay 50 per cent more for his rub 
ber. I believe in cheap cars and more of them; and the only 
way to get that is to use the tires that are made by nature, 
whether it be rubber or guayule, or cryptostegia.” 

In his press conference the President expressed the hope 
that when he was out of the White House a rubber tariff bill— 
if passed by Congress—would be vetoed. The President did nots 
say when he expected to be out of the White House. 
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aaa A.T.A. Annual Meeting 


ers in jok ‘ ; l 
pial stil Truckers, at Chicago Meeting, Act Against “Encroachment” of One Type of Transportation on 
ee Another—Set Up Labor Relations Department—Conference and Section Meet- 


vet aa ings—Rodgers Reelected President 

nate i By Rosert J. Bayer 

rs commi 

etain th The board of directors of the American Trucking Associa- and disseminating information on problems arising from em- 
IN wage ® tions, Inc., at its annual meeting, October 20, adopted ployer-employe relations,” and the creation of a committee 


1g replacaimunanimously a resolution to support legislation designed to pro- advisory to such a department. The duties of the new de- 
ling “exiMnibit “encroachment” of one form of transportation on another. partment, outlined in the resolution, will include maintenance 


itention “Strangulation of existing agencies and a trend toward of current files on labor laws, rulings and directives; making 
monopolistic control of transportation would be of great public studies of terms and conditions in labor contracts; the collec- 
» discusgge arm,” it said, adding that such a trend would also “harm the tion of data-on costs and other subjects “which might be 


tenance g™mindependent trucking industry.” For those reasons the board pertinent to the subject of labor relations, for dissemination 
1001 Boys"Mdirected the association’s staff “to resist encroachment by any to the members of the industry”; the encouragement of “de- 
rn Pacifg—mform of transportation upon another” and resolved “that the sirable” and discouragement of “undesirable” labor legisla- 
supervisgmmassociation support vigorously any legislation designed to pro-_ tion; setting up a clearing house for exchange among members 
Oyment gMhibit such encroachment.” of labor relations information, and aid to members in handling 

The board of directors is the governing body of the Amer- labor matters, The department, under the resolution, would 
r improveifican Trucking Associations and consists of members elected from “take no direct part in labor negotiations and in no wise 


structurafeach state and territory by the associations’ member organiza- undertake any activity concerned with the unionization of any 

nsas-Texaimtions. Its meeting was part of the associations’ annual conven- unorganized portion of the industry.” 

» Northenlftion, designated a ‘“‘national conference on wartime transport The conference included a general session the morning of 
problems.” October 19, two luncheons with speakers, meetings of several 

d the com There was no discussion of the resolution against common of the associations’ conferences, and sessions on freight claims, 


control of the varying types of transportation at the board meet- safety and operations and business development. Registrations 
with ‘Trameming. The resolution had been sent to the resolutions committee, reached more than 800, slightly lower than last year. 
‘th Westenam Which presented it to the board, by the associations’ policy com- 


nent, D, tMmittee which discussed it at a closed meeting on October 18. It General Session 


- Francisggmwas learned that at the committee meeting there was little Ted V. Rodgers, president of the associations, presided at 
n, engineymmopposition to it, although there was a difference of opinion on the general session. The invocation was by Captain Henry 
‘e and Ho e two current proposals for common operation of all forms Millikan, U. S. Army chaplain. There was a brief address of 
d, Chicagiof transportation—the recent resolution of the Association of welcome by Carl Lindquist, speaking for the mayor of Chicago, 
lals, W. A@@American railroads calling for legislative action to permit rail- who was unable to be present. President Rodgers responded. 


System, 
e Mate 
vanna, Ill; 
, Supe 


roads to own other types of carriers, and the integration Brig. Gen. Robert H. Wylie, acting chief of transportation, 
plan of the Transportation Association of America. The distinc- U. S. Army, spoke at that session. He outlined the growing 
ion between the two proposals was explained. It was pointed load of war transportation and the part the trucks were play- 
out that, where the A. A. R. proposal was outright ownership ing in it. He said that, in the year ending with June, 1943, 
of other types of carriers by the railroads, the integration plan 1,250,000 men and 17,000,000 measurement tons of war freight 
of the Transportation Association encompassed joint operations had been moved overseas. This, however, he said, was only 


but not necessarily ownership or corporate control. a small part of the total war transportation, which included 
dings, Dele The general feeling in the committee, however, was one of also much domestic transportation and the movement of vast 
A Bavte M@eapprehension that the trucking industry, being composed of lend-lease supplies. There was no way of knowing what por- 
Engines ;m—amuch smaller corporate units than the railroads or airlines, tion of the traffic was being moved by trucks, but he cited 


~~ Campbelfm Ould lose its identity under joint ownership or control. The a survey of Michigan war plants which showed that 65 per 
Ill.; fousmmsuspicion was also voiced that the Transportation Association cent of the incoming and 67 per cent of their outgoing freight 
Toledo ai™™was not entirely the independent and public-spirited organiza- was in trucks. The Army transportation corps would “con- 
ieffern, Chi™™tion it set itself forth to be—that, in fact, its policy was in- tinue to rely on the truck lines of America for essential assist- 
); membemssMfluenced, if not controlled, by the railroads. Voices were raised ance,” said he. He said that, because trucking was a young 
on engineti@in its defense, it was said, but the general fear of the truckers, indust with many young men in its employment, it was 


t a ‘c“m@athat the merging of their operations with those of the railroads particularly “susceptible to the selective service,” and recom- 
oeldgel amend airlines would prevent the development of highway trans- mended the use of manning tables and the setting up of train- 
al foremmm—mPortation, prevailed. The resolution as worded was apparently ing programs to help solve the manpower problem. Intensifi- 


aimed more directly at the A. A. R. resolution than at the cation of the war in the Pacific would make the truck load 
ransportation Association’s policy, although there was little heavier, he said, because “the rail facilities over which to handle 
indication that the membership of the committee generally the traffic will be less than is the case as long as our main 
— drew such a distinction. effort is based on the east coast ports.” He warned against 
Other resolutions adopted by the board put the associations optimism on the part of the trucking industry. Even if the 


the mation record as supporting congressional action to appropriate war should end soon, he said, the trucks would continue to be 
less_costl@funds “for the completion of a sound, economical and adequate heavily burdened for a long time. “Transportation for war 
ral rubbepost-war highway system open at all times to the public and Starts long before the first gun is fired,” said he, “and continues 
Lage n wampered by restrictive barriers” as proiting “large and long after the ‘whoop and holler’ dies down.” 

‘WS i@euseful employment” and the creation of “a facility of grea ; : 

told abouli@public benefit of military and civilian nature”; instructed President's Report 

it of Haiti € associations’ staff “to take measures to secure from the In his annual report, delivered at the general session, 
ria, a plani#government a limit on liability for high valued commodities President Rodgers outlined the work of the associations since 


it was ex™mand, in the case of explosives, an agreement whereby the gov-_ the last annual meeting. He spoke of the proposal to limit 
this yeajgmernment assumes responsibility for injury to persons or dam- truck hauls to 300 miles as “quieted temporary” but “by no 
| from regmage to property,” as necessary because of the “great and un- means dead,” and paid tribute to shippers for their assistance 

sual risks” assumed by truckers in hauling explosives and _ in keeping the limitation from being made effective. He spoke 
>—I might{#ther war material of high value; called attention to the man- of the financial difficulties of truck operations in wartime. 
he kind off™PoWer situation, “becoming increasingly critical” in the truck- Whatever their war load might be, however, he added, it was 
t to keepj’ns industry, and asked responsible government agencies to not too soon to make post-war plans. He said that what was 
- remarksim take such steps as appear necessary to correct the present good in war regulation would probably be continued after the 
‘tates who Shortage” ; opposed increases in social security taxes scheduled war. Standardization of equipment should have attention in 
r his rub to go in effect January 1, 1944, and approved steps already post-war planning, he said, along with research in motor fuels, 
1 the only taken by the associations’ executive committee to obtain ex- the development of automatic gear-shifts and the use of lighter 
oy nature, emption from taxes for “adequate deferred maintenance funds” metals in truck construction. Terminal layouts and more effi- 


and directed it to continue those efforts. cient loading and dispatching methods should be developed, 
| the hope s he continued, and more attention should be accorded to sys- 
riff bill— Employe Relations Department tems for fair and prompt settlement of claims. 
nt did not Another resolution provided for setting up, within the He spoke of plans for post-war highway construction and 


vramework of the associations, a department for “assembling warned against unwise planning. It should be remembered, 
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he said, that when such a program got under way, “the truck- 
ing industry undoubtedly will be called on to pay a large 
share of the cost of the highways,” perhaps more than its right- 
ful share. While tremendous benefits would follow the construc- 
tion of “properly planned and constructed highways,” said he, 
“the industry should let its needs be known so that the coming 
highways will be useful facilities instead of needless extrav- 
_ agances.” 

Speakers at the luncheon on October 19 were Roscoe 
Turner, pioneer aviator, and Rubber Director Bradley Dewey. 
Mr. Turner’s address was a humorous recital of some of his 
experiences in the early days of the airplane. 


Rubber Director Dewey said that a satisfactory synthetic 
rubber truck tire was on the way but was not as yet ready for 
distribution. It might be 60 or 90 days before it came on the 
market, said he. He said that, driven carefully and with 
care to avoid overloading, such tires would compare well 
with crude rubber tires. He pointed out that, in the life of a 
tire, the tread and the carcass were two different things, adding 
that improved methods of retreading insured longer life to 
synthetic tires. The fact that such tires would be available, 
however, he said, did not mean that the shortage would be 
at an end, because “the military is taking more tires than were 
made in all of last year and skilled tire labor is lacking and 
cannot be trained overnight.” 

Walter Mullady, Illinois, regional vice-president of the 
associations, presided at that luncheon. 


Eastman Speaks 


W. W. Akers, Jr., North Carolina, chairman of the irregu- 
lar route common carriers’ conference of the association, pre- 
sided at the second luncheon, October 20. The speaker was 
Director Eastman of the Office of Defense Transportation. 

He said his office had been “working overtime” to persuade 
people to forego conventions, but that he was violating his own 
rules to attend this one, because the trucking industry was 
“vital to the war effort,” and was “faced by very serious 
conditions.” He had recently told the railroads that they were 
in for a critical period, he said, but the trucks were in for 
“an even more critical period.’”’” However, he added, he saw 
no reason for despair. The trucking industry would not die, 
he said, but it would have to survive for a time on “little 
more than a subsistence diet.” 

Except for the coastwise and intercoastal shipping, he said, 
trucks and busses had been hit worse than any other type of 
transportation by war conditions. That was because they 
depended on rubber, the supply of which had been cut off; 
because most of their employes were “within the draft limits 
and fit for fighting,” and because their need for vehicles and 
tires clashed “directly with military needs.” The last was 
the most important, he said. 

He said that, although the War Production board had 
authorized construction of 3000 busses, 7500 heavy-duty trucks 
and 5600 truck-trailers by the end of 1943, those programs 
were not being maintained. Present information was that, by 
the end of the year, there will have been built only 1200 busses, 
100 heavy-duty trucks and 2500 truck-trailers, said he. The 
O. D. T. were asking, for production in 1944, for 7000 busses, 
80,000 trucks and 25,000 trailers, he said, adding that the 
busses had been approved but that the “truck program is still 
under consideration.” Even if the truck and trailer program 
were approved, he said, he could not say for certain whether 
the vehicles would actually be built in 1944. 

The tire prospects remained so doubtful that “intensifica- 
tion of every measure for conservation” was imperative, he 
said, and, although high priority had recently been obtained 
for repair parts, that situation would “continue to -be a real 
problem.” 

He said many truck operators regarded the O. D. T. “as 
a body with a bureaucratic itch to impose restrictions and 
burdensome requirements” on them. The fact was, he con- 
tinued, that it had only a single objective, and that was “to get 
the maximum use out of the trucks for the successful prosecu- 
tion of the war and to keep them in the ring functioning and 
fighting, notwithstanding the shortages of various kinds by 
which their operation has been threatened ever since the war 
began.” Continuing, he said: 


I say frankly to you that I am not satisfied with what we have 
done, and believe that it might have been done better in various re- 
spects. The difficulties have been great. One important difficulty has 
been to make it clear to those in authority who control the purse strings 
of the limited stock of critical materials that the trucks are for the 
most part performing an important war service and that the war effort 
will suffer if that service suffers. To me, knowing what I do about 
truck operations and their relation to the economy of the country, that 
fact is almost axiomatic. I believe that we have clarified that matter, 
but not completely. There is still a tendency to treat military and lend- 
lease demands as imperative, regardless of their effect upon domestic 
transportation facilities. That military demands should be given the 
benefit of all doubts I entirely agree, but they cannot in the end be 
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satisfied unless our domestic transportation system is in order, ot “C0 
system is in sober truth a part of the war machine. ros 
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In the light of conditions “looming up ahead,” he » 
the task of the O. D. T. was one of “education and conga 
tion.” Basically, the job of conservation, he said, was 
reduce empty and partially loaded mileage to the utmost y 
ticable extent; to reduce service to the point which will sat 
but no more than satisfy the needs of the public, and to ope 
the vehicles with the greatest possible care.” It was clear 
said, “that these things cannot be done without a lot of, 
lective action and cooperation on the part of the operat, 
It would also need help from shippers and from indus . 
added. He outlined other means of conservation as foll 


Two means of conservation I wish particularly to mention, Qn 
the joint information offices. They were intended to serve the pun 
of facilitating the loading and use of trucks which would othe 
have a return empty movement. This requires free exchange of jp, 
mation in regard to available loads, and satisfactory arrangements 
the leasing of the vehicles. On the whole, these offices have not 
as successful as we could wish. Not enough of them have been est 


lished, and many of those that were established have not funetig wit 
well. Also the leasing arrangements have often been unsatisfactoymm as 1 kn 
We have been working on that problem, as you know, and shall gui world ¥ 
be able to announce our plans for the future. I see no escape frm can hat 
the conclusion that we must have such a joint information office in em can yo" 
one of our 142 districts, and that we must manage them ourselves, individ 
uniform and better leasing arrangements. less of 

The other means of conservation that I want to mention is whe better ‘ 
are known as joint action plans. These are plans by which operatyggm to Pro! 
of similar types cooperate with each other in eliminating unnecessaam place i 


mileage and service. They require our approval, under an arrangeme Yor 


with the Department of Justice, in order that there may be protect) which | 
against the anti-trust statutes. Many of these plans have been put ingame drecti 
operation and they are saving much mileage. Almost every day nome the shi 
I approve one or more of these plans. I regard them as a most impo paraph 
ant and desirable means of conservation, and many opportunities jg the tr 


such plans which have not yet been taken advantage of are still ope No 


We shall endeavor through our field force and with the aid of advisongm least i 
committees of the operators and the industries to promote these pla may © 
in every possible way. six ye 
O. P. A. and Rates oe 

Robert A. Nixon, director, transportation and public util motor 
ities division, Office of Price Administration, spoke on O. P, AM or cor 
rate policies at the board of*directors’ meeting,- October 2 1 am s 
He said the O. P. A. and the trucking industry had a commu you ¥ 
interest in preventing inflation. If inflation were to come, pone 


said, such regulated businesses as the trucking industry coil 
not “possibly raise rates fast enough to keep revenues ahtai T 


of costs.” Under existing conditions, with equipment beg - 
used to the limit, there were only two ways of offsetting “lossy jich 
or dangerously low operating margins,” the first of which way gistri 
by increasing rates and the second by checking rising Cosi and s 
The O. P. A. had “a responsibility to check increases in coss value 


of items which in turn go to make up rates,” said he, and wi P 


“striving to help keep rates down by holding down cost’§% want 
He conceived it the duty of O. P. A. to “speak for’ the trucking price 
industry in conferences within the agency and with othegg sciou 
government agencies, he said, ‘and to stand with you in publ eed 
representations whenever you are threatened with increases! cng 
operating costs.” Price control, however, was not “a one-WiR the 
street,” he said, adding: study 
We cannot and will not go before the Interstate Commerce Oil take 
mission and the various state commissions insisting upon proof 
financial needs for rate increases, and opposing those which in 0 
opinion are unwarranted, and forget your interest when, for one reas 
or another, your costs of doing business are steadily being pusit q 
upward. Neither can we refuse to grant justifiable increases in ft var 
maximum rates of contract carriers if we are unable in some measil assis 
at least to check rising costs. a 
; e 
Among other things the O. P. A. had done to keep trucki® try; 
costs down, he mentioned the restoration of quantity discount 
on gasoline purchases; equalization of prices of synthetic al } 
“prewar” tires, the request on the Treasury Department NI 
eliminate excise taxes on tires, and insistence on weight ani > 
load limit uniformity in the interests of economical operation. @ yj, 
As to rates, he said that Congress “did not intend, and 14% mor 
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creased costs which may or may not materialize in the future.” 
The trouble with many carriers was that they filed rate in- 
creases “substantially higher than likely to be justified,” and 
then made “necessary investigations to support the increases 
requested.” In those cases, he said, it was “incumbent” on the 
0, P. A. to ask for suspension so that the facts could be devel- 
oped at a hearing. : ; ; 

He warned the truckers, in seeking rate increases at pres- 
ent, to think of the effect of them in a post-war condition of 
returned competition for traffic. “What shall it profit a man 
if he gain a rate increase but lose the traffic,” he asked. The 
trucking industry, if it intended to succeed after the war, must 
be ready to answer two questions, he said: First, “What is the 
sound economic sphere in which the trucking industry can oper- 
ate,” and second, “How shall rates be constructed to attract the 
jargest possible tonnage which will enable us to operate at a 
reasonable profit?” His own answers to the questions, he said, 


were: 


With respect to the first question, I say to your industry as forcibly 
as I know how: Wake up. Stop kidding yourselves in a make-believe 
world which in the past has led many of you to the conclusion that you 
can haul anything anywhere. Of course you can do so physically, but 
can you do so profitably in an open competitive market? If rugged 
individualism means grabbing any traffic which can be obtained regard- 
less of its financial productivity, then to that extent the industry will be 
better off with a little less of that type of ruggedness. If you are going 
to prosper in the new economic world you must find your proper 
lace in it. 

4 You must discard that traffic which cannot be handled at rates 
which will produce your cost plus a fair profit and you must find the 
direction in which to look for traffic which for one reason or another 
the shipper will give you at a rate that will keep you solvent. Again 
paraphrasing the Good Book: ‘‘What shalt it profit a man if he gains 
the traffic but loses his shirt?’’ 

Now, as to your rate structure: I am of the opinion that at the very 
least it needs a thorough diagnosis, following which a major operation 
may or may not be necessary to fit it into the postwar economy. In my 
six years of experience as a member of the Wisconsin Public Service 
Commission, and in my brief but intensive experience with the Office 
of Price Administration, I am amazed at the haphazard way in which 
motor carrier rates have grown up. If they have followed any sound 
or consistent pattern or formula, I have been unable to discover it. 
Iam speaking straight from the shoulder because I believe that is what 
you want me to do. This industry did not become great by being 
pampered. I repeat that you must still face your severest judge and 
critic in the postwar period—the shipping public. 


The public generally will emerge from this period with a new con- 
ception of prices. We face an era of consumer consciousness. It would 
not be surprising if the postwar period produced advertising appeal 
which might sound something like this: Our costs to manufacture and 
distribute this product are so and so. Our retail sales price is thus 
and so. Therefore, buy our product because you will be getting full 
value for your money. 


Perhaps I am exaggerating in order to illustrate the point. What I 
want to impress upon you is the fact that as a result of our wartime 
price control the consuming public is becoming cost and profit con- 
scious. Therefore, I believe that in the evolution of your rate structure 
you must become more cost conscious if you expect to keep up with the 
parade. A careful study and analysis may show that you have the best 
rate structure or rate formula which can be devised for your industry. 
The point is that you cannot be sure unless you make an intensive 
Study to find out whether you are right. And you cannot afford to 
take the chance of being wrong. 





Safety Awards 


_Cups, plaques and certificates were presented to winners in 
various safety contests at the board meeting. John L. Rogers, 
assistant director, O. D. T.; James G. Stewart, mayor of Cin- 
cinnati, and R. E. Behlen, Electric Auto Lite Company, made 
the presentations. Winners in the A. T. A. annual national 
truck safety contest were: 


For operations up to 100,000 miles, winner, Lay Trucking Company, 
La Porte, Ind.; second, Kedney Warehouse Company, Grand Forks, 
N. D.; 100,000 to 300,000 miles, winner, John G. Fetterolf, Buckingham, 
Pa.; second, Clayton R. Exner, Exton, Pa.; 300,000 to 600,000 miles, 
winner, Apex Motor Lines, Apex, N. C.; second, Gordon Nichols, Fair- 
mont, Neb.; 600,000 to 1,500,000 miles, winner, Carter Brothers, Inc., 
Richmond, Va.; second, Falwell Fast Freight, Inc., Lynchburg, Va.; 
1,500,000 to 3,000,000 miles, winner, Lee Way Motor Freight, Inc., 
Oklahoma City, Okla.; second, Fred Olson and Son Motor Service 
Company, Chicago; over 3,000,000 miles, winner, Davidson Transfer and 
Storage Company, Baltimore, Md.; tied for second, Best Motor Lines, 


ogg Texas, and Huber and Huber Motor Express, Inc., Louis- 
e, y. 


The Pennsylvania Motor Truck Association won the A. T. A. 
trophy for member associations for the third time and took 
Permanent possession. The Texas Motor Transportation Asso- 
Clation was second. 

Consolidated Freightways, Inc., Portland, Ore., took per- 
manent possession of the Trailmobile trophy, as a three-time 
winner. Awards of merit went to Huber and Huber Motor 





1007 


Express, Inc., Louisville, and Red Arrow Freight Lines, Inc., 
Houston, Texas. 

Electric Auto Lite awards for individuals responsible for 
safety in winning fleets went to the following: 


First place awards: C. W. Yates, Apex Motor Lines; W. B. Rawl- 
ings, Carter Brothers; T. J. Vaughn, Lee Way Motor Freight, Inc.; 
J. R. Lewis, Davidson Transfer and Storage Company. Second place 
awards: Charles Holzworth, Castles Ice Cream Company, Garfield, N. J.; 
Gordon Nichols, L. W. Farwell, Farwell Fast Freight, Inc.; William 
L. Frigon, Fred Olson and Son Motor Service Company; Harold Will- 
ings, Huber and Huber Motor Express; Mrs. Florence Bledsoe, Best 
Motor Lines. 


Election of Officers 


Ted V. Rodgers was elected to serve his eleventh consecu- 
tive term as president of the associations. He and the following 
other officers were elected after nomination by the nominations 
committee, R. A. Anderson, Missouri, chairman. There were no 
other nominations and the election was unanimous. 


H. D. Horton, Charlotte, N. C., first vice-president; Leland James, 
Portland, Ore., second vice-president; Henry E. English, Dallas, Texas, 
third vice-president; C. J. Williams, Milwaukee, Wis., fourth vice- 
president; Chester G. Moore, Chicago, Ill., secretary; Charles P. Clark, 
St. Louis, Mo., treasurer. 

Regional vice-presidents: Region 1, M. A. Savin, New London, 
Conn., and M. B. Emerson, Barre, Vt.; Region 2, James McArdle, Jersey 
City, N. J., and D. L. Sutherland, New Britain, Conn.; Region 3, J. 
Marshall Stewart, Baltimore, Md., and Ted N. Moyers, Wheeling, 
W. Va.; Region 4, Merle Stewart, Columbia, S. C., and Harry L. Spring, 
Atlanta, Ga.; Region 5, E. J. Buhner, Louisville, Ky., and Jack Cole, 
Birmingham, Ala.; Region 6, Walter Mullady, Chicago, Ill., and A. P. 
Nelson, Gary, Ind.; Region 7, Fisher Dorsey, Houston, Tex., and Evans 
Nash, Oklahoma City, Okla.; Region 8, John W. Blood, Wichita, Kan., 
and C. F. Weilbacher, St. Louis, Mo.; Region 9, Earl Cannon, Madison, 
Wis., and Stanley L. Wasie, St. Paul, Minn.; Region 10, S. A. Markley, 
Denver, Colo., and Ray Lilenquist, Salt Lake City, Utah; Region 11, 
O. R. Craven, Pocatello, Idaho, and George Eastes, Seattle, Wash.; 
Region 12, A. D. Paxton, Los Angeles, Cal., and Harold B. Shaw, 
Phoenix, Ariz.; Region 13, Ewald Kundtz, Cleveland, Ohio, and Don B. 
Smith, Detroit, Mich. 


Conference Meetings 


Meetings of various conferences were held October 19 and 
20. These included automobile carriers; cartage operators; 
common carriers; irregular route common carriers; contract 
carriers; household goods carriers; oilfield haulers; petroleum 
carriers and private carriers. The film carriers’ conference held 
no meeting because there was not a sufficient number present. 
James P. Clark, incumbent chairman, was continued in office. 

Featured at the conference meetings were sessions with 
three roving discussion panels, which visited each in turn. The 
panels consisted of representatives of various federal war agen- 
cies. Each member made a brief talk and the panels then 
submitted to questioning from the floor. The following par- 
ticipated: 


Equipment and parts panel: Harold Arnot, director, division of 
motor transportation, O. D. T.; William Cumming, chief, section of 
maintenance, division of motor transport, O. D. T.; David Holmes, chief, 
traffic section, transportation division, War Production Board; A. T. A. 
staff representative, Charles G. Morgan, Jr., manager, safety and oper- 
ations department, 

Rubber and fuel panel: L. S. Tompkins, Deputy Rubber Director; 
Sparks E. Bonnet, chief, tire rationing branch, O. P, A.; A. S. McEvoy, 
associate director, field force, division of motor transport, O. D. T.; 
Orville Judd, price executive, petroleum branch, O. P. A.; John A. 
Frey, special assistant to the deputy director, Petroleum Administrator 
for War; A. T. A. staff representative, Walter W. Belson, assistant 
general manager and director of the rubber supply department. 

Manpower and W. L. B. trucking commission: Bradley Haight, 
chief, industrial allocation section, War Manpower Commission; W. G. 
Micheels, chief, training section, division of transport personnel, O. D. 
T.; Landis P. O’Brien, industry member, W. L. B. trucking commis- 
sion; A. T. A. staff representative, J. Manley Head, director, manpower 
supply department. 


The common carrier conference concerned itself largely 
with discussions of manpower, vehicle and fuel shortages. It 
took no formal action other than to elect Ben Davidson its 
chairman, to succeed L. B. Brown, Texas. Mr. Brown had been 
ill for most of his term and was not at the meeting. Robert M. 
McBride, general manager of the conference, reported on the 
activities of his office in the year. 

The associations acquired a new conference when the Local 
Cartage Operators of the United States, at its annual meeting, 
voted to affiliate with the A. T. A. as a conference. At the 
cartage meeting, there were discussions of orders of the 
O. D. T. as applying to local cartage. Dave Metcalf, chief, local 
cartage unit, section of operations, O. D. T., and H. R. Stickel, 
also of the O. D. T. staff, participated in the discussions. Arthur 
G. McKeever, New York, who presided, was reelected. Ben 
Gutman, Missouri, was reelected vice-president, and Philip 
Smith, Illinois, was reelected secretary. 

The contract carriers’ conference, at which Charles P. 
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he said, that when such a program got under way, “the truck- 
ing industry undoubtedly will be called on to pay a large 
share of the cost of the highways,” perhaps more than its right- 
ful share. While tremendous benefits would follow the construc- 
tion of “properly planned and constructed highways,” said he, 
“the industry should let its needs be known so that the coming 
highways will be useful facilities instead of needless extrav- 
_agances.” 

Speakers at the luncheon on October 19 were Roscoe 
Turner, pioneer aviator, and Rubber Director Bradley Dewey. 
Mr. Turner’s address was a humorous recital of some of his 
experiences in the early days of the airplane. 


Rubber Director Dewey said that a satisfactory synthetic 
rubber truck tire was on the way but was not as yet ready for 
distribution. It might be 60 or 90 days before it came on the 
market, said he. He said that, driven carefully and with 
care to avoid overloading, such tires would compare well 
with crude rubber tires. He pointed out that, in the life of a 
tire, the tread and the carcass were two different things, adding 
that improved methods of retreading insured longer life to 
synthetic tires. The fact that such tires would be available, 
however, he said, did not mean that the shortage would be 
at an end, because “the military is taking more tires than were 
made in all of last year and skilled tire labor is lacking and 
cannot be trained overnight.” 

Walter Mullady, Illinois, regional vice-president of the 
associations, presided at that luncheon. 


Eastman Speaks 


W. W. Akers, Jr., North Carolina, chairman of the irregu- 
lar route common carriers’ conference of the association, pre- 
sided at the second luncheon, October 20. The speaker was 
Director Eastman of the Office of Defense Transportation. 

He said his office had been “working overtime” to persuade 
people to forego conventions, but that he was violating his own 
rules to attend this one, because the trucking industry was 
“vital to the war effort,” and was “faced by very serious 
conditions.” He had recently told the railroads that they were 
in for a critical period, he said, but the trucks were in for 
“an even more critical period.” However, he added, he saw 
no reason for despair. The trucking industry would not die, 
he said, but it would have to survive for a time on “little 
more than a subsistence diet.” 

Except for the coastwise and intercoastal shipping, he said, 
trucks and busses had been hit worse than any other type of 
transportation by war conditions. That was because they 
depended on rubber, the supply of which had been cut off; 
because most of their employes were “within the draft limits 
and fit for fighting,’”’ and because their need for vehicles and 
tires clashed “directly with military needs.” The last was 
the most important, he said. 

He said that, although the War Production board had 
authorized construction of 3000 busses, 7500 heavy-duty trucks 
and 5600 truck-trailers by the end of 1943, those programs 
were not being maintained. Present information was that, by 
the end of the year, there will have been built only- 1200 busses, 
100 heavy-duty trucks and 2500 truck-trailers, said he. The 
O. D. T. were asking, for production in 1944, for 7000 busses, 
80,000 trucks and 25,000 trailers, he said, adding that the 
busses had been approved but that the “truck program is still 
under consideration.” Even if the truck and trailer program 
were approved, he said, he could not say for certain whether 
the vehicles would actually be built in 1944. 

The tire prospects remained so doubtful that “intensifica- 
tion of every measure for conservation” was imperative, he 
said, and, although high priority had recently been obtained 
for repair parts, that situation would “continue to -be a real 
problem.” 

He said many truck operators regarded the O. D. T. “as 
a body with a bureaucratic itch to impose restrictions and 
burdensome requirements” on them. The fact was, he con- 
tinued, that it had only a single objective, and that was “to get 
the maximum use out of the trucks for the successful prosecu- 
tion of the war and to keep them in the ring functioning and 
fighting, notwithstanding the shortages of various kinds by 
which their operation has been threatened ever since the war 
began.” Continuing, he said: 


I say frankly to you that I am not satisfied with what we have 
done, and believe that it might have been done better in various re- 
spects. The difficulties have been great. One important difficulty has 
been to make it clear to those in authority who control the purse strings 
of the limited stock of critical materials that the trucks are for the 
most part performing an important war service and that the war effort 
will suffer if that service suffers. To me, knowing what I do about 
truck operations and their relation to the economy of the country, that 
fact is almost axiomatic. I believe that we have clarified that matter, 
but not completely. There is still a tendency to treat military and lend- 
lease demands as imperative, regardless of their effect upon domestic 
transportation facilities. That military demands should be given the 
benefit of all doubts I entirely agree, but they cannot in the end be 






TRAFFIC WORM october 


satisfied unless our domestic transportation system is in order, 


“col 
system is in sober truth a part of the war machine. not 


creased 
The tro 
creaseS 
then mi 
request 
0. P. A 
oped at 


In the light of conditions “looming up ahead,” he » 
the task of the O. D. T. was one of “education and conga 
tion.” Basically, the job of conservation, he said, wag 
reduce empty and partially loaded mileage to the utmost py 
ticable extent; to reduce service to the point which will satj 
but no more than satisfy the needs of the public, and to ope 












the vehicles with the greatest possible care.” It was clear He 
said, “that these things cannot be done without a lot of gil ent, to 
lective action and cooperation on the part of the operatonm™ returne 
It would also need help from shippers and from indus am if he & 
added. He outlined other means of conservation as Ft truckin 


Two means of conservation I wish particularly to mention, One be read 
the joint information offices. They were intended to serve the p sound i 
of facilitating the loading and use of trucks which would othe ate,” al 
have a return empty movement. This requires free exchange of injy largest 
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Robert A. Nixon, director, transportation and public uti motor 
ities division, Office of Price Administration, spoke on O. P, Al or cor 
rate policies at the board of°*directors’ meeting, October 2)i 1 am s 
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thetic ail For operations up to 100,000 miles, winner, Lay Trucking Company, 
rtment tim La Porte, Ind.; second, Kedney Warehouse Company, Grand Forks, 
eight ald N. D.; 100,000 to 300,000 miles, winner, John G. Fetterolf, Buckingham, 
eration. Pa.; second, Clayton R. Exner, Exton, Pa.; 300,000 to 600,000 miles, 
1. and ti winner, Apex Motor Lines, Apex, N. C.; second, Gordon Nichols, Fair- 
Je Mont, Neb.; 600,000 to 1,500,000 miles, winner, Carter Brothers, Inc., 
ubsti Mm Richmond, Va.; second, Falwell Fast Freight, Inc., Lynchburg, Va.; 
ty to COMM 1,500,000 to 3,000,000 miles, winner, Lee Way Motor Freight, Inc., 
e O. P.8 Oklahoma City, Okla.; second, Fred Olson and Son Motor Service 
‘ed excel Company, Chicago; over 3,000,000 miles, winner, Davidson Transfer and 
ry to th Storage Company, Baltimore, Md.; tied for second, Best Motor Lines, 
i ‘i ak Texas, and Huber and Huber Motor Express, Inc., Louis- 
s, he sail cr 
show thi The Pennsylvania Motor Truck Association won the A. T. A. 
, the dows trophy for member associations for the third time and took 
in reliel'—® Permanent possession. The Texas Motor Transportation Asso- 
as sO ciation was second. 
the red, Consolidated Freightways, Inc., Portland, Ore., took per- 
‘not stan Manent possession of the Trailmobile trophy, as a three-time 
A. woul Winner. Awards of merit went to Huber and Huber Motor 
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Express, Inc., Louisville, and Red Arrow Freight Lines, Inc.,; 
Houston, Texas. 

Electric Auto Lite awards for individuals responsible for 
safety in winning fleets went to the following: 


First place awards: C. W. Yates, Apex Motor Lines; W. B. Rawl- 
ings, Carter Brothers; T. J. Vaughn, Lee Way Motor Freight, Inc.; 
J. R. Lewis, Davidson Transfer and Storage Company. Second place 
awards: Charles Holzworth, Castles Ice Cream Company, Garfield, N. J.; 
Gordon Nichols, L. W. Farwell, Farwell Fast Freight, Inc.; William 
L. Frigon, Fred Olson and Son Motor Service Company; Harold Will- 
ings, Huber and Huber Motor Express; Mrs. Florence Bledsoe, Best 
Motor Lines. 


Election of Officers 


Ted V. Rodgers was elected to serve his eleventh consecu- 
tive term as president of the associations. He and the following 
other officers were elected after nomination by the nominations 
committee, R. A. Anderson, Missouri, chairman. There were no 
other nominations and the election was unanimous. 


H. D. Horton, Charlotte, N. C., first vice-president; Leland James, 
Portland, Ore., second vice-president; Henry E. English, Dallas, Texas, 
third vice-president; C. J. Williams, Milwaukee, Wis., fourth vice- 
president; Chester G. Moore, Chicago, Ill., secretary; Charles P. Clark, 
St. Louis, Mo., treasurer. 

Regional vice-presidents: Region 1, M. A. Savin, New London, 
Conn., and M. B. Emerson, Barre, Vt.; Region 2, James McArdle, Jersey 
City, N. J., and D. L. Sutherland, New Britain, Conn.; Region 3, J. 
Marshall Stewart, Baltimore, Md., and Ted N. Moyers, Wheeling, 
W. Va.; Region 4, Merle Stewart, Columbia, S. C., and Harry L. Spring, 
Atlanta, Ga.; Region 5, E. J. Buhner, Louisville, Ky., and Jack Cole, 
Birmingham, Ala.; Region 6, Walter Mullady, Chicago, Ill., and A. P. 
Nelson, Gary, Ind.; Region 7, Fisher Dorsey, Houston, Tex., and Evans 
Nash, Oklahoma City, Okla.; Region 8, John W. Blood, Wichita, Kan., 
and C. F. Weilbacher, St. Louis, Mo.; Region 9, Earl Cannon, Madison, 
Wis., and Stanley L. Wasie, St. Paul, Minn.; Region 10, S. A. Markley, 
Denver, Colo., and Ray Lilenquist, Salt Lake City, Utah; Region 11, 
O. R. Craven, Pocatello, Idaho, and George Eastes, Seattle, Wash.; 
Region 12, A. D. Paxton, Los Angeles, Cal., and Harold B. Shaw, 
Phoenix, Ariz.; Region 13, Ewald Kundtz, Cleveland, Ohio, and Don B. 
Smith, Detroit, Mich. 


Conference Meetings 


Meetings of various conferences were held October 19 and 
20. These included automobile carriers; cartage operators; 
common carriers; irregular route common carriers; contract 
carriers; household goods carriers; oilfield haulers; petroleum 
carriers and private carriers. The film carriers’ conference held 
no meeting because there was not a sufficient number present. 
James P. Clark, incumbent chairman, was continued in office. 

Featured at the conference meetings were sessions with 
three roving discussion panels, which visited each in turn. The 
panels consisted of representatives of various federal war agen- 
cies. Each member made a brief talk and the panels then 
submitted to questioning from the floor. The following par- 
ticipated: 


Equipment and parts panel: Harold Arnot, director, division of 
motor transportation, O. D. T.; William Cumming, chief, section of 
maintenance, division of motor transport, O. D. T.; David Holmes, chief, 
traffic section, transportation division, War Production Board; A. T. A. 
staff representative, Charles G. Morgan, Jr., manager, safety and oper- 
ations department, 

Rubber and fuel panel: L. S. Tompkins, Deputy Rubber Director; 
Sparks E. Bonnet, chief, tire rationing branch, O. P, A.; A. S. McEvoy, 
associate director, field force, division of motor transport, O. D. T.; 
Orville Judd, price executive, petroleum branch, O. P. A.; John A. 
Frey, special assistant to the deputy director, Petroleum Administrator 
for War; A. T. A. staff representative, Walter W. Belson, assistant 
general manager and director of the rubber supply department. 

Manpower and W. L. B. trucking commission: Bradley Haight, 
chief, industrial allocation section, War Manpower Commission; W. G. 
Micheels, chief, training section, division of transport personnel, O. D. 
T.; Landis P. O’Brien, industry member, W. L. B. trucking commis- 
sion; A. T. A. staff representative, J. Manley Head, director, manpower 
supply department. 


The common carrier conference concerned itself largely 
with discussions of manpower, vehicle and fuel shortages. It 
took no formal action other than to elect Ben Davidson its 
chairman, to succeed L. B. Brown, Texas. Mr. Brown had been 
ill for most of his term and was not at the meeting. Robert M. 
McBride, general manager of the conference, reported on the 
activities of his office in the year. 

The associations acquired a new conference when the Local 
Cartage Operators of the United States, at its annual meeting, 
voted to affiliate with the A. T. A. as a conference. At the 
cartage meeting, there were discussions of orders of the 
O. D. T. as applying to local cartage. Dave Metcalf, chief, local 
cartage unit, section of operations, O. D. T., and H. R. Stickel, 
also of the O. D. T. staff, participated in the discussions. Arthur 
G. McKeever, New York, who presided, was reelected. Ben 
Gutman, Missouri, was reelected vice-president, and Philip 
Smith, Illinois, was reelected secretary. 

The contract carriers’ conference, at’ which Charles P. 
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ITH WHAT IT TAKES 


Field Warehousing May Be Your Answer 


Dozens of companies, faced with the problem of borrowing money on 
goods and raw materials, have found that the Tidewater Method of 
Field Warehousing answers their need exactly and at less cost than ware- 
house storage. It is a complete and firmly established system whereby 
we bring the warehouse to your plant, and issue warehouse receipts 
against which you borrow from your own bank. May we explain it fully ? 


TIDEWATER FIELD WAREHOUSES, INC. 
JOSEPH E. LOWE, Vice-President, 17 STATE STREET, N. Y.C. 4 
40 JEWETT PLACE, UTICA, N.Y. or BOX 109, EASTHAMPTON, MASS. 
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1367 BROAD ST. STA. BLDG., PHILA. 3, PA. 


‘4 The Chain of Tidewater Terminals 


“a and Inland Warehouses 


adv WALTER B. McKINNEY, President, Broad Street Station Bldg., Philadelphia 3, Pa. 
ant W YORK, Zone 4, 17 State Street CHICAGO, Zone 5, 1646 Transportation Bldg. SEATTLE, Zone 4, Spokane Street Wharf 


entr al MERCHANTS WAREHOUSE COMPANY BAYWAY TERMINAL CORPORATION NORFOLK TIDEWATER TERMINALS, INC. LINCOLN TIDEWATER TERMINALS 
10 Chestnut St., Philadelphia 6 (operated by Lincoln Tidewater Terminals) Norfolk 10, Virginia 17 State Street, New York 4, N. Y 

‘est b t George M. Richardson, Vice-President Bayway (Elizabeth) 2, New Jersey James A. Moore, Vice-President Arthur Link, Vice-President 

| , R. S, McElroy, V.-P. & Gen. Mgr. and General Manager 


rrent W NEWARK TIDEWATER TERMINAL, INC. MERCHANTS WAREHOUSE COMPANY BOSTON TIDEWATER TERMINAL, INC. 
poe nec St Bull ——— Port Street, Newark 5, New Jersey (Managed by Boston Tidewater Terminal, Inc.) 131 Beverly St., Boston 14, Massachusette 
Seneca St., Buffalo 4, 4 i 


J. A. Lehman, Vice-President 453 Commercial St., Boston 13, Massachusetts T. W. Haskell, Vice-Presidens 
W. J. Bishop, Vice-President and General Manager poe Haskell Manager 
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Clark, Missouri, chairman, presided, heard a report from its 
commerce attorney and managing secretary, Clarence D. Todd, 
about litigation in which the conference had engaged in the 
year. C. B. Fishback, Akron, O., was elected chairman; A. P. 
Nelson, Illinois, vice-chairman, and J. Marshall Stewart, Mary- 
land, secretary-treasurer. 

W. W. Akers, North Carolina, presided at the irregular 
route common carriers’ conference. There was a discussion of 
methods of enlarging membership in the conference, the chair- 
man reporting that a list of prospective members was in pro- 
cess of compilation. Chairman Akers was reelected chairman. 
Greer Beam, North Carolina, was elected secretary-treasurer. 

The automobile carriers’ conference elected E. A. Casseroll, 
chairman; the household goods carriers’ conference reelected 
its chairman, Ernest S. Wheaton, Indiana; the oilfield haulers’ 
conference, reelected A. R. Duke, Texas, chairman; the petro- 
leum carriers’ conference reelected Fred R. Suddarth chairman, 
and the private carriers’ conference reelected its chairman, John 
A. Hassey, Massachusetts. Chairmen of conferences automati- 
cally become association vice-presidents and serve on its execu- 
tive committee together with the regional vice-presidents, the 
four vice-presidents at large, the president, the secretary and 
the treasurer. 


Safety and Operations Section 


W. R. Smith, chairman, presided at a meeting of the 
associations’ safety and operations section October 21. Most 
of the discussion was on manpower problems. There were re- 
ports from truckers who were using Japanese labor, the men 
being of American citizenship and having the approval of the 
United States Employment Service and the Department of 
Justice. The chief difficulty in using them, it was reported, 
was the disinclination of other men to work with them; but 
they had proved to be good workers and their fellow workers 
could be made to accept them with proper explanations. There 
was also complaint about the unwillingness of local draft boards 
to grant deferrment to workers, even though the industry had 
been declared essential by the War Manpower Commission. 
These matters and others were discussed by a panel consisting 
of Morris Greenberg, Werner Transportation Company, Minne- 
apolis, Minn.; William Frigon, Fred Olsen and Son, Chicago; 
Jack Lewis, Davidson Transfer and Storage Company, Balti- 
more, Md.; Harold Willings, Huber and Huber Motor Express, 
Louisville, Ky., and J: S. Smith, Aero Mayflower Lines, In- 
dianapolis, Ind. 

Fred B. Lautzenhiser, vice-president, Society of Automotive 
Engineers, technical* consultant to the automotive division, 
W. P. B., presented a technical paper on “Intelligent Motor 
Vehicle Load Distribution and Its Relation to the War Effort.” 


Freight Claim Section 


The freight claim section of the associations held its an- 
nual meeting the afternoon of October 20. George Fitzgerald, 
freight claim agent, Keeshin Motor Express Company, Chicago, 
vice-chairman, presided in the absence of W. D. McLain, freight 
claim agent, Mason Dixon Lines, Kingsport, Tenn., chairman. 
Cc. F. Jackson, secretary for the section, Washington, D. C., 
reporting on. sectional activities for the year, praised the activi- 
ties of the freight claim section of the Central Motor Freight 
Association and discussed activities of other groups leading to 
organization of regional claim bureaus. 

C. H. Dietrich, executive vice-chairman, freight claim divi- 
sion, Association of American Railroads, Chicago, said the rail- 
roads welcomed the apparent advent of vigorous action by 
motor carriers in setting up freight claim organizations. He 
urged those present to pay particular attention in the next few 
months to the matter of second-hand containers. He said his 
organization believed that such containers would “be our great- 
est headache.” Joe Marshall and A. L. Green, special repre- 
sentatives of the A. A. R. division, said they believed the truck 
and railroad freight claim agents had a “clear-cut mutual 
interest” and that it was essential for the truckers to take 
steps enabling the two types of carriers to interchange informa- 
tion and to prorate claims among each other. At the suggestion 
of Pete Greenberg, Werner Transportation Company, Chicago, 
the section adopted a resolution urging the executive committee 
of A. T. A. to “promote and foster” freight claim bureaus 
throughout the nation. 

Mr. McLain and Mr. Fitzgerald were reelected chairman 
and vice-chairman, respectively. Lee M. Neff, Oregon Motor 
Transport, and Pierce Freight Lines, Portland, Ore., was elected 
secretary. 


Business Development Session 


About a hundred operators attended a meeting of the asso- 
ciation’s business development section October 21. R. F. San- 
ford, Texas, chairman of the section, presided. 

Featured speaker was Col. W. J. Williamson, chief, traffic 
control division, transportation corps, U. S. Army, on “War 
Department Use of the Motor Carrier.” He spoke extempor- 
aneously. He criticized the railroads for what he said was 
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poor pre-war planning. Although they had lengthened their 
freight schedules from the Mississippi River to the Pacific 

to eight days, he said, they were not adhering to those scheq. 
ules. Passing tracks, built to hold sixty-car trains, were not 
adequate under war conditions, he said. 

He said traffic routing of the war department for dis 
up to 200 miles on less-carload traffic and carload shipments 
of five cars or less had been turned over to transportatign 
men at camps and depots. They could route via truck or train 
at their discretion and no criticism would be leveled at then 
regardless of the fact that the truck rates might be somewhg 
higher than the rail. 

He asked truckers not to write to Congressmen about the 
traffic they wanted to get. They would get their fair share, hp 
said. He deprecated solicitation, saying he had discharged 
some of his men who had permitted themselves to be ente. 
tained by solicitors. ° 

Lt. John O’Connor, section of motor transport, Bureay of 
Supplies and Accounts, U. S. Navy, spoke on “The Use g¢ 
Motor Transport for Navy Shipments.” He said, other thi 
being equal, it was naval policy to route via the transportation 
facility offering the lowest rate. 

There were two talks on advertising, one by G. W. Kowal. 
ski, account executive, General Outdoor Advertising Co, 
Chicago, who urged truckers to continue advertising during 
the war period so that their names and services might remain 
before customers and potential customers. Phil Hinerfeld, The 
Biow Company, New York, asked for cooperation on the 
of the operators in spreading among their communities the 
messages A. T. A. was carrying in its newspaper advertising. 

There was an open forum discussion, centering largely on 
the problem of the arguments truckers should make in adver. 
tising and sales to overcome a rate disadvantage. The consensus 
was that, unless the difference was too great, trucks had mor 
than enough to offer in the way of superior speed and service 
to overcome that disadvantage. 





































Final Luncheon 


Members and visitors were guests of the White Motor 
Company at a closing luncheon on October 21. The speaker 
was Josh Lee, member of the Civil Aeronautics Board. He 
drew a picture of post-war aviation, with trains of glides 
carrying freight in the sky, and hundreds of thousands of 
private airplanes carrying city workers back and forth daily 
from farm homes. He predicted a period of great prosperity 
after the war when even the expanded manufacturing facilities 
of the country would be unable to fill the wants of those who 
wanted to buy the products developed to a new degree of 
desirability in the interim. The period of readjustment would 
be brief, he said. 

Robert Black, president of the White Company, spoke on 
preventive maintenance for motor equipment and presented a 
motion picture showing his company’s plan for servicing trucks 
to keep them in good operating condition. 


Motor Carrier Counsel 


The National Association of Motor Carrier Counsel held 
its annual meeting October 20. August W. Heckman, Jersey 
City, N. J., president, was unable to be present, and Carll 
Kretsinger, Kansas City, Mo., first vice-president, presided. 

The association adopted a resolution to confer with officials 
of the A. T. A. to work out some method of affiliating their 
organization with the associations. It also voted to appoint a 
committee to discuss with the Interstate Commerce Commission 
and other regulatory bodies ways and means of simplifying 
and expediting procedure. 

Mr. Kretsinger was elected president. Other officers elected 
were: 


First vice-president, Harris Klein, New York; second vice-president, 
Truman Stockton, Denver, Colo.; third vice-president, David Axelrod, 
Chicago; fourth vice-president, Harod G. Hernley, Washington, D. C.; 
secretary, Chester E. King, Washington, D. C.; treasurer, Jack B 
Josselson, Cincinnati, O. 


Mr. Josselson read a paper on “Exemptions in the Faif 
Labor Standards Act Applicable to Interstate Commerce Opel 
ators”; Mr. King, on “Sidelights during Interstate Commerce 
Commission Employment,” and Mr. Klein, on “Why Plead 
Guilty ?” 

















































Annual Dinner 


The A. T. A. annual dinner was held the evening of October 
21. There was no speaker, but there was an elaborate program 
of entertainment. Preceding the dinner, members and visitors 
were guests of the International Harvester Company at 4 
cocktail hour. 


The abstracts of tariff filings, rejections, suspet 
sions, ete., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to 
sure their tariff files are up-to-date. 
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Wallace Transport Rampage 


Vice President Wallace, in an address October 20 at Dallas, 
Tex., before a meeting sponsored by civic and labor groups, 
charged that public transport “is again being brought under 
monopoly control” and that “competition has already been 
effectively eliminated in the making of transportation rates.” 

“The evil consequences,” said he, “are everywhere appar- 
ent: Excessive transportation rates burden agriculture and 
industry and trade. Non-competitive rates deprive agriculture 
and industry of the benefits of more efficient and cheaper forms 
of transportation. Discriminatory rates are keeping the south 
and the west in a colonial status. Newer forms of transporta- 
tion are being brought under monopoly control. Monopolistic 
conditions already present in transportation are fostering mo- 
nopolies in industry.” 

Urging legislative action to correct the evils cited, he pre- 
dicted that “Congress will not fail the people.” 


“Tf and when Congress does its duty,” said he, “the people 
of the west and the south will have more industry. Their 
children will find opportunity at home. The output of the 
entire nation will increase as the surplus labor of the south 
and west becomes more skilled in the full utilization of south- 
ern and western natural resources for the benefit of the entire 
nation.” 


The Vice President early in his address declared that the 
history of transportation had been a continuing battle against 
monopoly controls, and referred to the Granger laws of the 
1870’s in asserting that frem that time until now the people of 
the south and the west had fought in the state and federal 
legislatures and in the courts to harness the railroads to serve 
public interests. 


Financial Exploitations 


“The battle has been without permanent victory,” said he, 
adding that financial interests, through court appeals, legisla- 
tive rules of rate-making, corporate manipulations and con- 
spiracies, had continued to exact their tolls. 


“The financial exploitations of our railroads, which has 
placed an unbearable burden on the people, is without parallel 
in our American life,” said he. ‘It is the source and center of 
the railroads’ difficulties and of many of the nation’s ills. The 
plundering of the Erie, the New Haven, and other eastern rail- 
roads has been equaled only by the looting of certain western 
railroads, the greatest of which was the Milwaukee. How 
these plunderers could have escaped the consequences of their 
evil acts is incomprehensible. They or their successors rule 
the railroad empire today as they did in the heyday of their 
financial manipulations. They are even strengthening their 
grip. So I say to you that the people’s battle has not been won, 
that the battle is on, and that it will never cease until these 
evils are uprooted altogether.” 


Continuing, the Vice President said: 


* 


The people, not only of Texas but of the entire south and west, 
have experienced the effects of excessive transportation charges—the 
high cost of the necessities of life and the inability to market the 
products of their labor. You recall years of plenty when it was im- 
possible to move crops to market because the prices would not bear 
the cost of transportation. Your grapefruit has rotted on the ground, 
as have peaches in Colorado and Utah, potatoes in Minnesota and Wis- 
consin, and other farm products elsewhere. All other elements which 
affect the farmers’ costs go up and down with changing conditions, 


‘but the high rate barrier remains the same. 


Prices and Rates 


The empire Be the west and the south which has produced so much 
of the wealth of the nation has been drained dry by the tolls of 
monopolies, the most important of which is transportation. Consider 
what happened to the consumer’s dollar spent for representative agri- 
cultural products in a typical year. Of every dollar paid by consumers 
for Texas onions, 28 cents went for transportation and 12 cents went 
to the farmers. In like manner, out of every dollar spent for Texas 
cabbage, 36 cents went for transportation charges and 14 cents were 
paid to the farmers. The growers of Georgia and Carolina peaches re- 
ceived only 31 cents in each dollar paid by purchasers; the railroads 
and other transportation companies received 22 cents. When Dallas 
consumers bought Idaho potatoes they paid 32 cents of each dollar 
to the growers and 27 cents for transportation; and of each dollar 
spent in Dallas chain stores for Pacific iceberg lettuce, 14 cents went 
to the growers at the packing house and 26 cents were required to pay 
for transportation. What is true of onions, cabbage and peaches is 
also true of virtually everything the farmer grows. These dispropor- 
tionate and high rates have limited consumption and have penalized 
the farmer for producing abundantly. 

Who makes these excessive rates? There is a widespread miscon- 
ception that the government or, more particularly, the Interstate 
Commerce Commission, prescribes each and every rate for public 
transportation. This is not the fact. In reality, the actual transpor- 
tation charges, with few exceptions, are made by private rate bureaus 
and conferences of the carriers. In no year during the past ten years 
did the Interstate Commerce Commission review as many as 1 per 
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cent of the tariffs ‘filed with it; that is, more than 99 per cent of the 
tariffs filed became effective without action by the Commission. 


Rail Rate Bureaus Attacked 


The private rate-making machinery of the railroads is highly or- 
ganized along geographic lines into three principal territories: Eastern, 
southern and western. Approximately fifteen railroad associations and 
conferences determine the freight rates of the country. This private 
rate-making machinery, which surpasses in size and complexity that 
of the Interstate Commerce Commission, has arrogated to itself that 
control over rates which Congress sought to vest in a public agency. 
With few exceptions, these private rate bureaus determine what trans- 
portation rates shall be filed with the Commission, and successfully 
block at their inception virtually all rate reductions that threaten car- 
rier profits. Although competition in rate making is the national 
legislative policy, it is in fact as dead as the Dodo. 

These rate bureaus are not even democratically organized with 
respect to their own membership. Many of the decisions with respect 
to what rates shall be charged in the southwest have to be referred 
for final decision to Chicago. One of the important bureaus, the Trans- 
Continental Freight Bureau, is controlled by the nine railroads reach- 
ing the Pacific, and fixes the trans-continental rail rates for the entire 
country. Though these conferences and bureaus make pious declara- 
tions to the effect that individual railroads have the right to quote rates 
independently, the fact is that this right has long since become an 
empty fiction. Instead of responding to the recent expose of their 
cartel methods by the Department of Justice by conforming to the law 
of competition which all business must observe, the railroads have 
rushed to Congress seeking special legislation to permit them to con- 
tinue their illegal private rate-making practices which have been so 
costly to the entire nation. 


Highway and Water Rates 


The second charge is that the elimination of competition between 
competing forms of transportation has deprived the nation of the 
benefits of newer and cheaper forms of transport. In an attempt to 
develop cheaper transportation, the farmers and the businessmen have 
joined forces in promoting a national system of highways and water- 
ways, and under the vigorous leadership of President Roosevelt, we 
have completed a vast network of highways and waterways. More 
recently public funds have been directed to the development of air- 
ways and airports. Public patronage has been responsive to the in- 
herent advantages of these newer forms of transport, particularly to the 
low-cost appeal of highways and waterways. But the early promise of 
cheap transportation by highway and by waterway has been largely 
nullified. Under the slogan of ‘‘Equality of Regulation,’’ Congress was 
persuaded to adopt legislation which placed waterways and highways 
under the jurisdiction of the Interstate Commerce Commission. The 
consequences of this legislation were foreseen. On February 16, 1940, 
the then Secretary of War, the chairman of the Maritime Commission, 
and I addressed a letter to the chairman of the commerce committee 
of the United States Senate in opposition to certain provisions of the 
Transportation Act of 1940. In that letter, we stated: 

‘“‘Farmers and other shippers should not be required to pay rates 
based on transportation costs of properties improvidently built, waste- 
fully operated, or partially obsolete. The advocacy of thorough regula- 
tion of the minimum rates of motor and water carriers by a centralized 
agency appears to represent an attempt to use government power to 
bring competing transportation agencies into a cartel, and in this man- 
ner, to share traffic and adjust rates in such a way as to earn a return 
upon all transportation capital of these agencies. .. .’’ 

These fears were realized. Private rate bureaus were developed 
by motor and water carriers; indeed, these private rate bureaus have 
been encouraged both by the requirement that carriers publish tariffs 
and by the minimum rate orders of the Interstate Commerce Com- 
mission. Once competing forms of transportation were organized into 
private rate conferences, agreements and conspiracies were easily pro- 
moted. Through conspiracies between motor and rail carrier confer- 
ences, motor-carrier rates have been raised to the level of the rail 
rates. The activities of water-carrier rate conferences have resulted 
in relating water-carrier to rail rates. In thus eliminating all compe- 
tition in rates, the public is deprived of the savings from cheap high- 
way and water transport. 

If the public has any illusions on this score, they can be readily 
dissipated by a reading of the recent decisions of the Interstate Com- 
merce Commission and the courts whereby the farmers and shippers 
of the middle west are virtually compelled to use expensive rail in- 
stead of cheap barge transportation for the eastward movement of 
grain. 

Railroads in the Air 


Not satisfied with eliminating competition in surface transportation, 
the railroads have even extended their control to the airways to pre- 
vent any competition from the carriage of air cargo. Through an ex- 
clusive contract between Railway Express Agency (which is owned by 
the railroads of the country) and the domestic airlines, air express 
rates have been maintained far above the competitive level, and the 
movement of cargo by air has been effectively retarded. Despite the 
assertion of aviation authorities that cargo planes can be operated 
at 8 to 10 cents per ton mile, air express rates are artificially held at 
80 cents per ton mile. This rate is five to seven times the rail express 
rates. 

The coming of the air age can bring to the people of this country 
new industries, new outlets for goods, and greater freedom of move- 
ment. But if monopoly interests are successful in keeping air rates 
high, we shall be barred from this new frontier, and our nation’s 
development wil! suffer. 


South and West 


The third charge is that discriminatory rates have helped keep the 
south and west in a colonial status. 
The people of the west and south have long fought against discrimi- 
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natory freight rates. They have asked and are asking pointed ques- 
tions about the transportation practices and the governmental policies 
which permit such inequalities to persist. They have watched with 
deep concern the loss of local industries. They have been profoundly 
discouraged by the futility of their attempts to attract industrial capi- 
tal. They have watched the continuing drift of the younger generation 
to regions promising greater opportunities. They have witnessed a 
reduction of their purchasing power and the loss of their homes and 
their farms. Despite the abundance with which Providence had blessed 
the land, they could not produce sufficient income to cover their costs. 
They have witnessed a deterioration in the services supplied by the 
state and local governments, the closing of schools, the neglect of 
public health and housing, and the delay of sanitation projects. They 
have become increasingly dependent upon federal funds for carrying 
on essential government services. During the war, many of these 
communities are witnessing what local industry can mean in terms 
of larger incomes and higher :iving standards for the whole com- 
munity, but they are aware that with the coming of peace the old 
trend of industry to seek productive centers with favorable freight 
rates will deprive them of this temporary prosperity. 

As those most immediately victimized by these conditions, the 
people of the south and west have a right to demand that the public 
transportation industries and their government take steps necessary 
to secure for them that equality of opportunity which is the foundation 
of economic and political Gemocracy and the first step toward Freedom 
from Want in the midst of plenty. 

The Southern Governors’ appeal to the Interstate Commerce Com- 
mission in 1937 highlighted some of these discriminations. 


Discriminations Alleged 


Studies of various governmental agencies have fully supported the 
charge of discrimination. Packing houses in Chicago have been able 
to ship fresh beef to Birmingham, Alabama, at a lower rate than 
packers located at Fort Worth, Texas; this difference is equal to 50 
per cent of the available profit margin. Manufacturers of milk bottles 
at Santa Anna, Texas, had to absorb freight equal to one-third of 
their net profit margin in order to sell in the St. Louis market in 
competition with producers at Elmira, New York. The freight rate on 
tractors from Pueblo, Colorado, to Baton Rouge has been substantially 
higher than the rate from Cleveland to Baton Rouge. From type- 
writers to laundry soap to paint in nearly every class of manufactured 
goods the South and the West must pay unequal freight rates in com- 
parison with the North and the East. These disadvantages have been 
major factors in stifling the industrial development of the South and 
the West and thus have undermined our whole national economy. 

No time need be spent on the specious arguments by which those 
who benefit from these discriminations have sought to justify their 
continuance. It is true that only a small proportion of the traffic mov- 
ing from the south and west to the northeast consists of manufactured 
products. This will always be the condition so long as these discrim- 
inations continue: For years we were told that higher rates were 
necessary in the South and West because of higher transportation 
costs. Now the investigations of the Interstate Commerce Commis- 
sion’s staff reveal that costs are lower in the south than in the north- 
east, and that even in the West they are only slightly above the level 
of costs in Eastern Territory. Cost differentials may no longer be ad- 
vanced in defense of rate discriminations. 

How has it been possible to maintain these rate discriminations 
over the years? The answer is found in the private rate-making ma- 
chinery of the railroads. Railroads with established industries on their 
lines have naturally opposed any rate adjustments which would in any 
way detract from the preferred position of the industries which create 
a large volume of traffic. Individually, these railroads would have been 
powerless to prevent a readjustment of rates, but organized into 
bureaus they present a united front against any change in the exist- 
ing situation. 

Western Agreement 


Consider the so-called Western Agreement, which was recently ex- 
posed by the antitrust division of the Department of Justice in testi- 
mony before the Senate committee on interstate commerce. Thirty-five 
railroads operating west of the Mississippi River adhered to the West- 
ern Agreement. The basic purpose of this agreement was to “avoid 
practices which will dissipate railroad earnings in. the Western Dis- 
trict.”” Under this agreement there was created a czar, the powerful 
Western Commissioner, responsible to no public authority. Under him 
rail rates were made with the sole objective of preserving the net 
earnings of the railroads as a whole within the Western District. To 
this end, services were restricted in the name of eliminating wastes; 
technological developments were delayed; and all competition was 
stifled. The effects of their acts upon agriculture and industry are not 
even considered. The spirit of this agreement was truly, ‘“‘The Public 
Be Damned.”’ I hope the Justice Department expose of this agreement 
in May of this year has really knocked the agreement out but I still 
have my fingers crossed. 

But this is not the whole story. If in any particular instance the 
railroads of their bureaus failed to cooperate, the matter was referred 
by the Western Commissioner to a Committee of Directors for action. 
This Committee of Directors held its meetings at 40 Wall Street, New 
York City, the headquarters of its most powerful members. Thus, the 
transportation policies for the west were made in Wall Street. Is it 
surprising under all these circumstances that rate discriminations 
against the south and the west have been perpetuated and that the 
industrial development of these regions has been retarded? 


The American people should know that the Western Agreement and 
the private rate-bureau machinery of the entire country function for 
the purpose of making the public pay a return upon an obsolete rail- 
road capitalization. The origins of the financial control go back into 
the early financing of the railroads, one of the blackest pages of 
American financial history. Although the period of High Finance in 
railroads occurred prior to the establishment of government control 
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over railroad securities, its consequences linger on, not only in 4 


huge capitalization of the railroads of more than $24,000,000,000, but est nee 



















also in the unbalanced capital structure which consists of bondeg ; velopme 
debtedness to the extent of 50 or 60 per cent. If the railroads ape ym pective 
be able to serve the public, they must set their financial house in org, jm tions wi 
so that their rates may move in harmony with other prices ang not interest 
forever constitute a barrier to full production in business and agri. the peo! 
culture. 
*‘Integrated Transportation Systems’’ 

The fourth charge is that the railroads plot to seize control of th : J. 
newer forms of transportation. Railro: 

Those who guide the destinies of the railroads and seek to pre ments 
serve their financial position are not content with the cartel Controls 
which they now exercise over all domestic transportation. They pn The 
pose to solidify and make permanent their empire through the enag, ranted 
ment of legislation designed to permit the creation of a permanent og 
monopoly of public transportation under the control of the railroads after 
The plot has been sugar-coated to deceive the people. In the name of - 
efficiency and economy, and under the slogan ‘Preserve the Ente. of the | 
prise System,”’ it is proposed that Congress permit the creation of aad 
‘integrated transportation systems,’’ each of which would contro] an = 
operate all rail, motor, water and air transportation facilities through. er 
out large geographic areas. If the railroads are able to establish suq ao 
regional monopolies controlling air, water and highway rates they wij — 
be in position to hand out favors or penalties to every community j od 
the United States. They can determine the location of industry ay oie 
population. Under such a system they could freeze ancient injustice he 
and stifle new opportunities. If they should unhappily persuade Cop. - Mr 
gress to set up such a series of regional transportation monopolies, | the So 
am convinced the public would arise in its wrath and insist on public MMM tions a 
ownership of all transportation. In my opinion transportation method prehen 
have not yet reached that state of statéc perfection which lends itself the col 
either to monopoly control or government ownership. Therefore, 1% trusted 


hope Congress will be on guard to fight the transportation monopoly Mr 
whenever this Wall Street inspired creature lifts its ugly head ip 
Washington. 


Control of Pipelines 
The people of Texas are particularly aware of the charge thi Th 


monopoly control of transportation breeds monopoly in other indus jm Sry | 
tries. Agency 
Among Texas’ great treasures is the untold wealth of oil which ligjm CM? 
beneath your land. The independent oil men of Texas know what theme A&T0m! 
fight against monopoly means. They know that nearly all the great oi elimin 
fields of this country were discovered and brought to life by smal line & 
independent producers and wildcatters willing to risk their labor, the tract 
meager resources, and their hopes. They also know that the giants in where 
the industry have employed price wars to drive them from the market, which 
and that they have used conservation measures as a competitive scree be 


to conceal their attempts at domination of the industry. By their co It 
trol of railroads and pipelines, the oil trusts have sought since th 


1870’s to fasten their grip on the oil resources of the nation. a, 

It is an irony of history that the first pipelines were built by inde to the 
pendent producers attempting to escape the domination of the rai cile si 
roads by the oil monopoly. But the people, not only of Texas but o missic 
the nation, know what happened to the pipelines. Instead of having petitic 
equal access to the pipeline facilities, they discovered that it was the M 
major oil companies who owned and operated this vital artery. To the B® west, 
independent producer pipelines have become common carriers in name Those 
only, not in fact. this s 

Control of pipelines by the major oil companies strangles the it & Averi 


dustry. This device is used by monopolistic interests to maintain thei 
grip on the crude oil resources of the nation. As long as they own the T 


lines and are able to discriminate against the independents, and cat @ impli 
arrange supply, refining, and distribution to suit themselves, the great Hof th 
oil companies can hold down the independent producer and make the & at m 
public pay the cost. Only through determined action by the people t0 @ It fs 


break this stranglehold can any relief be obtained. I 

In the light of these facts the people of the west and south ar 
asking insistently—what are we going to do about it? Are the policies 
and the practices of the past going to be perpetuated? Is there no 
lief from high transportation costs and discriminatory rates which have 
reduced the West and the South to a colonial status? Is competition 
in transportation at an end? Are the newer forms of transportation t 
be made subservient to the old? Are the American people to be vic 


timized by the scheme for integrated transportation systems? Are they railr 
to pay tribute to maintain an obsolete railroad capital structure? 5™@ Rail 
Washington once more to become a way-station for Wall Street? ence 
“‘Day of Accounting’”’ de 
The day of accounting has come. Destructive practices in tral es 
portation and suppressive governmental policies under which mor 
opoly thrives must now yield to the needs of the common man. Thes in t 
practices and policies must be reversed. The double talk in legislation ~ : 
which has permitted these conditions to exist must give way to clea rig 


and understandable provisions which protect the public. Private ralt the 


bureaus and rate-making conferences through which railroad banketi @ to 1 
and railroad managers have been able to exact from the people uncol! @ map 
scionable rates for rendering an indispensable service must be stripped dete 
of their power and their activities confined to legitimate practices in plar 
the public interest. A clean-cut declaration of legislative policy must plac 
insure to the newer forms of transportation an opportunity to develop as F 
without suppression. Competition must be restored. This does not meal d 
chaotic competition as some would have you believe, These are reg und 
lated industries, and the Interstate Commerce Commission should pit whi 
tect the public interest in transportation in accordance with the diret 

tion of Congress. We can cry out against the existing evils in tran and 
portation, but this is futile unless we do somehing ‘about it. The indu* ® rec; 
try has failed to offer anything constructive and, therefore, the people ® int, 


must look to their duly elected representatives in Congress. Our great 
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est need is to recast our transportation laws to insure the utmost de- 
velopment of each form of transportation. Thereby present and pros- 































‘ca ive monopolistic controls will be broken; regional rate discrimina- 
e ih “Me tions will disappear; and transportation will then truly serve the public 
: pa interest. In this struggle for economic freedom, Congress will not fail 
and agra the people. 
Pelley Replies to Wallace 

rol J. J. Pelley, President of the Association of American 
TO! of til pailroads, made the following statement in response to state- 
K to prj ments made by Vice-President Wallace at Dallas, Tex. 
ate The Vice-President of the United States, in a savage and unwar- 
tae Dro ranted attack upon the transportation agencies of the country, has 

€ enatt: echoed old and discredited statements which have been answered time 
permanenae ster time by spokesmen of government and industry. 
railroad He repeats assertions made by employes of the Anti-Trust Division 
; name @ of the department of Justice in a public hearing before a Senate com- 
he Enter. mittee, but he does not refer to the fact that these assertions were 
reation of conclusively refuted by responsible public officials and private citizens 
ntrol and concerned with transportation. The truth is that the conference 
s through. methods of considering rates have long been in use and have had the 
blish such approval of both shippers and public regulating authorities, and that 
they wil every conclusion reached is subject to review by the Interstate Com- 
munity jy merce Commission. Speaking for the railroads, they are willing and 
rete anxious that their rate publishing agencies should be subject to Com- 
Njustices 





mission control, under regulations that will be practicable and fair. 
Mr. Wallace devoted much time to alleged discrimination against 
the South and West in the matter of rate adjustments. All such ques- 
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On publ MF tions are again before the Interstate Commerce Commission in a com- 
n methods prehensive proceeding involving all the issues. That body, which enjoys 
onds itself the confidence of the country to a very high degree, can certainly be 
erefore, 1 trusted to do justice to all sections. 








monopoly 


Mr. Wallace would have the public believe that railroad freight 
r head in 


rates are unreasonably high. As a matter of fact, they are the lowest 
in the world. The average revenue for hauling a ton of freight one mile 
is less than one cent. That is less than at any time in the past 25 years. 

































































large that The Vice-President repeats with the usual inaccuracies the oft-told 
rer indy story of the contract between the air lines and the Railway Express 
Agency, which performs for them the necessary ground services. This 
which lies contract has lately been reviewed, revised and approved by the Civil 
what the Aeronautics Board, after certain provisions as to rate levels had been 
> great ol eliminated, but even before revision, the contract had no effect upon air 
; by smal line express rates. This is obvious from the fact that the original con- 
bor, their Mme tact provisions limited air rates to twice railroad express rates, 
| giants in whereas Mr. Wallace states that these air rates are 80c per ton mile, 
e market, which is 5 or 6 times the measure of rail express rates. The truth is 
ive scree that the air rates are fixed by the air lines and the express contract 
their on has had no effect whatever upon. them. 
i the It is true that Mr. Wallace when he was the Secretary of Agricul- 
— ture, opposed the regulation by the Interstate Commerce Commission 
tt by inde of motor and water rates, a reform approved by Congress in response 
. y to the overwhelming sentiment of the country. It is difficult to recon- 
the ral cile such a position with his statements in this speech that the Com- 
bp mission may be depended on to prevent ruinous and undesirable com- 
petition. 
it was the Mr. Wallace devotes a considerable amount of time to the so-called 
ry. To the &% western Agreement, formerly in effect on certain Western railroads. 
S in nam # Those who are interested in this question should read the statement on 
this subject recently put into the record of the Senate hearings by W. 
es the it @ Averill Harriman, our war ambassador to Russia, who had much to do 
itain thet M with the adoption of this agreement some twenty years ago. 
y own the The address by the Vice-President is filled with statements that, by 
, and cil @ implication, at least, reflect upon the competency, if not the integrity, 
the great Hof the Interstate Commerce Commission. That body needs no defense 
make tht @ at my hands. Its more than 50 years valuable service speaks for itself. 
people t0 @ It is strong in the confidence of the country. 
In his references to Wall Street control of the railroads, Mr. Wal- 
— bs lace is merely rattling the dry bones of ancient prejudices. 
he policies 
ere no fe 
vhich have e 
ompetii Railroads After the War 
yrtation 
to be vic _ Leading up to a discussion of the post-war outlook for the 
» Are they Tailroads, R. V. Fletcher, vice president, Association of American 
ucture? b 4% Railroads, in an address October 18 before the Boston Confer- 
reet? ence on Distribution, at Boston, Mass., asked: i 
“In our own country, will we return in any substantial 
in trans degree to the free enterprise system, or will we be subject to 
nich fll bureaucratic control in all departments of business activity? 
an. Thest i. If the last mentioned policy prevails,” said he, “our labors 
legislation #12 this or any other field of inquiry will be fruitless. The 
y to clear ™ bright, glamorous spirits that will be our masters will know all 
ivate ratt@™ the answers to all the problems and our sole function will be 
d bankes to render uncompensated obedience to the mandates of the 
ple be magi. In the domain of transportation, everything will be 
+4 aa 3 determined for us. The railroads, the trucks, the busses, the 
slicy must Planes, the boats and the pipelines will take their designated 
Places in their appointed sph f action, haul such traffic 
to develop ir appointed spheres o on, , 
“not meat 2S May be assigned to them, at such rates as may be prescribed, 
are regi werd _ _——— leaders as may qualify under standards 
hould pre ch the elect will set up. 
the diret “But if we are returned to an America such as Jefferson 
; in b= and Lincoln visualized, where the worth of the individual is 
Say ae Tecognized, and he is left free to make plans and put them 
Our ‘great into effect, where each man does his own thinking and is 





permitted to strike out for himself and achieve success or failure 
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according to his merit and ability, then we may scan the future 
with some degree of confidence. In this paper, and indeed 
in all the plans which our industry is making, we have assumed 
that when the tocsin of war no longer resounds, we will return 
to our ancient privileges and take up our burdens, borne lightly 
and cheerfully because the human spirit has been set free 
again. Upon this assumption we are going forward with our 
planning.” 

That air traffic would increase in the post-war world, no 
one seriously doubted, said he. The extent to which it would 
divert freight from the rails and highways must depend on the 
factor of cost. An officer of one of the large air lines operating 
in the southwest, he continued, had recently said that if the 
air lines could experience a low ton-mile cost of 15 cents, 
that figure was still unsalably high compared with rail freight 
costs of something less than a cent a ton-mile and, in the case 


of the vast bulk of freight, something less than half a cent 
a ton-mile. 


“This illuminating statement would indicate that our 
friends in the air industry will have to go a good long way 
before they displace the railroads as carriers of the nation’s 
freight,” said Mr. Fletcher, adding, in part: 


We will, of course, have to meet serious competition from trucks 
and busses on the highways. But these useful vehicles are now func- 
tioning to full capacity, as are the railroads in hauling both military 
and civilian traffic. It may be that there will be a revival of road 
building after the war and these additional and improved highways 
will tend to stimulate the growth of highway traffic. But it is fair to 
say that the experience of the country, both before and during the war, 
has pretty well shaken down these competing agencies into their 
appropriate place in our economy. The costs of highway operations 
will increase with the growth of unionism in the industry. After all, 
the trucks must employ as many men to move three carloads of freight 
as the railroads employ to move a hundred. The trucks have an 
advantage in certain respects, which will always make them useful 
for certain types of movement, but they will never supplant the rail- 
roads as the main reliance of the country for an all inclusive transpor- 
tation system, reaching every part of the country, handling every class 
of traffic, every day in the year. 

We recognize the fact that water transport is cheap, especially 
with the subsidies of one sort or another now being granted by the 
government. But vessels, whether on the high seas or on the inland 
waterways, are limited in the extent of their operations, and in some 
cases restricted by the element of time and the effects of droughts 
and cold weather. 


Rail Supremacy Not Threatened 


Looking at the picture broadly, there would seem to be on the 
horizon no storm clouds that can be said to threaten, seriously, the 
supremacy of the railroads as the premier carriers of the world’s 
traffic. I predicate this statement, however, upon the premise that 
the railroads will be alert to their problems and their obligations. 

The future of the rails depends upon two vital factors—cheapness 
and efficiency. At present railroad charges are very low. They will 
continue to be so. The rails can probably not compete with the water 
lines in the matter of cheapness; on the other hand, the water lines 
cannot compete with the rails in the matter of speed. The rails can 
never compete with the airplane in the matter of speed; the air lines 
can never compete with the rails in the matter of cost. If the rails 
can give the public a fair degree of rapid transit, coupled with costs 
that industry can bear, they should be able to hold their own in the 
competitive struggle that lies ahead. 

To accomplish these ends, they must never cease their efforts to 
improve and cheapen the service. Much of the equipment now in use 
must be rebuilt and modernized. The use of light-weight metals and 
alloys for the construction of cars will increase; tracks, bridges and 
terminals must be improved and in many cases rebuilt; operating 
methods must be studied with a view to economy; mechanical appli- 
ances and processes must be re-examined in the light of technological 
developments. All of these factors will require patience, skill, labor 
and capital. I am sure they will be forthcoming. ... 

The railroads are wide awake. They are performing a marvelous 
task in this hour of the nation’s travail, but they are not resting on 
their laurels. They look to the future with hope and resolution to keep 
the industry in the very fore front of industrial progress. This they 
will certainly accomplish, unless their efforts are defeated by adverse 
legislation, unwisely sponsored by men who fail to appreciate the need 
to the nation of a dependable, smoothly functioning transportation 
system, which is the very life blood of a sound economic order. 


LEGISLATIVE RATE-MAKING 


The board of directors of the Lincoln, Neb., Chamber of 
Commerce last week adopted a resolution expressing opposi- 
tion to what it called “straight-jacket freight bills” now in 
Congress “purporting to correct alleged freight rate discrimina- 
tions.” It opposed the legislation ‘‘as being unwise and a viola- 
tion of fundamental principles involved in the establishment 
of fair and nondiscriminatory rates.” Should the bills become 
law, it said, they would “in effect result in Congressional rate- 
making with consequent restriction on the Interstate Commerce 
Commission to authorize and direct the making of freight rates. 
except under the jurisdiction of congress.” 

The shippers transportation committee of the Detroit Board 
of Commerce, in a letter sent to Michigan members of the 
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House and Senate, urges them to “work against, speak against, 
vote against all freight rate-making bills’ now pending in Con- 
gress. Such bills should not be passed because Congress had 
set up the Commission to determine freight rates, the letter 
said, pointing out that ‘there were hundreds of commercial 
considerations that had to go into fixing millions of rates.” If 
southern and western shipper interests succeeded, through Con- 
gressional action, in obtaining even an increase of 1 per cent in 
present freight rates, the increase would ‘‘cost Michigan more 
than $3,000,000 annually,” it said. There was no foundation in 
fact for allegations that northern or eastern shippers enjoyed 
preferential rates at present, it said, adding that “the rates 
which actually move the things shipped in substantial volume 
in both the north and south are comparable.” In other words, 
the letters said, ‘‘we have lower rates on the goods that con- 
stitute our economic life while the south has lower rates on 
the materials that are her existence.” It said that “disgruntled” 
members of Congress from southern and western states, in 
seeking passage of the pending bills, hoped to “intimidate” the 
Commission to make “a ‘favorable’ decision on threat of giving 
them a Congressional mandate if they do not freely arrive at 
such a decision.” The committee also sent to Michigan Congress- 
men the Association of American Railroads booklet, “Freight 
Rates to Fit Needs—Not Theories,” with a letter saying that 
various statements contained therein, in support of present 
methods of establishment of rates by the Commission, were 
“absolutely sound.” 

The Tampa Traffic Association has sent to members of 
the Florida delegation in Congress a letter expressing opposi- 
tion to legislative rate-making. The letter explains thet the 
making of railroad freight rates is complex and technical and 
said that Congress recognized this in creating the Commission. 
Reason and experience, it said, had revealed thet freight rates 
could not be established by legislation ‘but that reasonable and 
non-discriminatory freight rates result from a judicial con- 
sideration of exhaustive statements of fact properly coordinated 
and viewed in the light of current economic considerations.” 
The Tampa Chamber of Commerce also took the same position. 
Florida senators and representatives were asked to exert their 
best efforts to defeat the pending rate bills. 


Railroads’ Postwar Prospects 


Ernest E. Norris, of Washington, president of the Southern 
Railway System, in an address October 18 at a dinner meeting 
of the Western Railway Club in Chicago, predicted that the 
railroads would “lick their postwar problems to a frazzle” 
because, he said, he believed that the railroads had “two aces 
in the hole, two priceless assets’—imagination and courage. 

Imagination, he said, meant the capacity to think construc- 
tively, to make the most of the materials and resources at hand, 
_ build new and more useful things ‘‘out of what we already 

ave.” j 

“If we hope to compete successfully in the years to come 
for high-class freight, for passenger travel, for the mail and 
express tonnage of the nation,” he said, “we’ve got to apply 
imagination to every operation, every facility, every method of 
doing business. . . . We’ve got to rid our house, from top to 
bottom, of obsolete concepts, beliefs, convictions. And we’ve 
got to furnish it anew—with imagination. We either do these 
things, or we must be content for the rest of time with the 
dreary job of handling mostly bulk commodities.” 

In dealing with air cargo competition, he continued, imagi- 
nation would find out how much, and what part, of the available 
freight business could pay the higher charges of air transport, 
for speed alone; how close the railroad could come to matching 
the elapsed time of air deliveries, not in transit hours alone 
but in “the more important hours of working days”; how much 
of a factor continuous chain delivery was, “knowing that, in 
most cases, speed is secondary to dependability after the first 
of a flow of deliveries.” He added: 


Armed with these facts, imagination would then create a fast 
service to meet the real needs of most of the shippers and receivers of 
freight. It would follow up by devising a modern selling technique in 
which the economy and dependability of rail transportation would be 
emphasized, to offset the airline’s advantage in speed. The result un- 
doubtedly would be to hold to the rails a large part of the tonnage 
that might otherwise be glamorized into the air. 


He asserted that where imagination created ideas, courage 
put them to work. He said he was not talking about ordinary 
courage. 

“What I am talking about now,” said he, “is a different 
kind of courage; the kind that dares to experiment; the kind 
that faces unpleasant facts squarely; the one kind of courage 
that is necessary to set aside preconceived notions, time-hon- 
ored traditions, established routines, even personal bias, when- 
ever so doing will improve railroad services, the railroad plant 
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or its methods of operation. This is the courage of the g 
mind. .. . All the brilliant ideas in the world . . . would jy 
no practical value unless someone in authority has the coy 
of the pioneer... .” 

The kind of competition that railroads would have to ¢ 
after the war, said Mr. Norris, would be “the like of yw; 
they have never encountered before.” 

“Huge passenger airplanes, sky freighters, improved by 
giant trucks, fleets of new coastal and intercoastal Ships, y; 
built pipelines, government-nursed river carriers, and pri 
automobiles and fantastic efficiency, all these will compete 
the railroads’ passenger business and the cream of their fpeis 
traffic,” he said. 

About 1000 were present at the dinner. W. L. Fox, geng 
superintendent, Belt Railway of Chicago, president of the ¢ 
presided. 

























































Railroad Earnings 


Based on preliminary reports from Class I railroads rey 
senting 81.3 per cent of total operating revenues, the Assog 
tion of American Railroads has estimated that railroad oper 
ing revenues of $628,491,241 in September were 10.7 per » 
more than in the same month of 1942. This estimate, it 
pointed out, covered only operating revenues and did not ig 
on the trends in operating expenses, taxes, or final ine 
results. 

Estimated freight revenues of $466,574,028 in Septem 

were greater than in September, 1942, by 5.2 per cent, wi 
estimated passenger revenues of $117,717,132 were greater 
37.3 per cent. Data by districts follows: 
: Eastern District. Thirty-four Class I railroads, represg 
ing ninety-one per cent of total operating revenues in the & 
ern District, estimated that their operating revenues of $3f 
179,587 in September were greater than in September, 1942 
9.5 per cent. Freight revenue of $231,661,564 was estim# 
to have increased 5.5 per cent, and passenger revente 
$58,000,546 28.8 per cent. 

Southern Region. Seventeen Class I railroads, represg 
ing 66.8 per cent of total operating revenues in. the South 
Region, estimated that their operating revenues of $67,873) 
in September were greater than in September, 1942, byj 
per cent. Freight revenue of $48,967,744 was estimated to ha 
decreased 1.7 per cent, but passenger revenue of $14,738) 
increased 36.3 per cent. 

Western District. Thirty-six Class I railroads, repres 
ing 75.7 per cent of total operating revenues in the Westa 
District, estimated that their operating revenues of $249,4386 
in September were greater than in September, 1942, by 
per cent. Freight revenue of $185,944,720 was estimated! 
have increased 6.9 per cent, and passenger revenue of $447 
738 50.4 per cent. 

The total operating revenue figures given in the foregai 
it was explained, included revenue in addition to freighta 
passenger revenue and therefore were greater than the toil 
of the latter two items. 












































































































































































GRAIN COMMITTEE MEETING 


The National Grain and Grain Products Transportat 
Committee held its bi-monthly meeting at Chicago, October 
and 21. C. A. Lahey, vice-president, Quaker Oats Compal} 
chairman, presided. Commissioner Johnson, speaking bh 
at the October 20 meeting, urged committee members t0 
tensify their efforts to conserve freight cars. 

As at previous meetings, a number of items docketed# 
discussion related to curtailment of circuitous movements, } 
ticularly based on tariffs providing for transit privileges. 3 
majority vote, committee members recommended to Fred} 
ser, O. D. T. member of the committee, and consultant to! 
associate director in charge of the western region for O. D.4 
division of railway transport, that no changes be made in 
tariffs to cancel transit privileges. The resolution urged, 
ever, that the O. D. T. and interested groups, as well as 
committee, rely on voluntary action among grain shippels 
curtail their use of transit rate privileges. Mr. Keiser said 
would learn from O. D. T. officials what “modus operall 
should be followed in consideration of the recommendall 
and would report next month to committee members. 

Mr. Lahey and Mr. Keiser reported that the special @ 
mittee, of which they were members, which the full comm 
had appointed to seek ccoperative action from the railr 
eliminating wasteful practices, had discussed such matters 
railroad officials at Chicago, September 14. As a result off 
conference, they said, the railroads had agreed to make 
inventory of tariff routes involving circuitous routing, 4m 
cooperate with the committee in other ways to obtain ship? 
agreements not to route shipments when backhauls, out-of 
hauls and circuitous movements were involved (see i# 
World, Sept. 18, p. 660). 
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a a 
net Miss. Valley Association 
+ po waterway Resolution Adopted— Report of Traffic 
vous Committee — Addresses by Eastman and Others 
of a (Special Correspondence from St. Louis, Mo.) 


ed bus The Mississippi Valley Association, which held its twenty- 
hips, y; annual convention at St. Louis, October 18 and 19, adopted 
od priy resolution declaring that “the development, control and use 
ympete fmf the inland waterways and water resources of the Mississippi 


alley are of the utmost importance in our war effort and post- 


eir freig D> 
ar development. 


YX. gens The resolution was adopted, it was stated, “because condi- 
f the 7 ions of war have shown in every country the tremendous value 
“Wai an adequate inland waterway system; because a large 
ortion of the essential resources of the nation are located 
the Mississippi Valley, where they are the least vulnerable 
» attack by land, air or sea; because the inland waterway 
stem has been developed to such an extent that it is an 
ads reymmportant factor in the transportation of various essential com- 
1 Assodlinodities, and because this valley is the logical location for an 
ad opemixpanded industrial activity.” : 
7 per o All officers, including Burton F. Peek, Moline, IIll., chair- 
ate, itwmmman of the board; Ben S. Lang, treasurer, and Lachlan Mac- 
1 not ioujmeay, president, and directors were re-elected. 
nal ineg -Mark W. Woods of Lincoln, Neb., was elected to honorary 
e membership on the board. 
Seam Eastman on Water Carrier Service 


greater Total ton-miles of revenue freight carried in 1943 on the 


and waterways, including the Great Lakes and the intra- 


| TepreseiMoastal waterways, would, according to present estimates, 
n the Eallxceed the 1939 ton-mile figure by 64 per cent, said Director 
2s of $3lastman, of the Office of Defense Transportation, in an address 
er, 1942 MMefore the association Oct. 18. 


s estima 


Mr. Eastman said that a total of 96,250,000,000 ton-miles 
revenue 


f revenue freight was carried on the inland waterways of the 
Mited States in 1939, that the corresponding total for 1942 


, Yepresail™as 148,565,000,000 ton-miles, representing an increase of 54.4 
e Southaler cent, and that the estimated total for 1943 was 157,903,- 
$67,87318m00,000 ton-miles. 

942, by i “Of course the great item in this total was the movement 


ited to hi 


iron ore on the Great Lakes,” he said. ‘There is no trans- 
$14,738 


ortation movement in the country which is more vital to the 
yhole war effort, and the ore carriers have done an outstand- 
g piece of work in bringing it to totals far beyond any pre- 
fous records. This year they will not be able to equal the 
xtraordinary record of 1942; but this is because of the very 
ate opening of the navigation season this year.” 


q rep a 
he Weste 
$249 4386 
42, by Ii 
stimated 
of $4491 


e forego 
freight 
n the toll 


ee 


































Promotion of Waterways Use 


Mr. Eastman said that his policy of encouraging and pro- 
hoting the use of water transportation, wherever he believed 
at by so doing he could help to accomplish maximum utiliza- 
on of transport facilities for the successful prosecution of the 
far, had not always been understood. 

“Many of the railroads gained the impression,” he said, 
that it was our intention to divert cargo promiscuously from 
ail to water routes, and many of the water carriers seemed to 


anspor@@hink that, if not our intention, it was our duty to do this and 
, Octobe ecome active solicitors for their benefit. 
s Compl “I do regard it as my duty to promote the use of water- 
king DM@Mays where they have excess capacity, where competitive rail 
nbers t0 Mbutes are overtaxed, and where the use of the water route 
mes Not in itself involve an unwarranted waste of transporta- 
jocketed Mion. The load on the rail lines is so great that the use of 
ements, P@eater routes, where further use is practicable, is desirable 
ileges. hore often than not. But it sometimes’ happens that the rail- 
o Fred Mioute, while heavily loaded in one direction, is lightly loaded 
iltant Le h the other and in that direction has as much excess capacity 
or O. D, § the water route. It also sometimes happens that a proposed 
nade in Sie of water route involves so much use of rail transportation 
urea getting the traffic to or from the water that it contributes 
we 


Te of importance to transportation conservation. If you 


: shines 1 keep in mind the fact that the Office of Defense Transpor- 
eiser Sal@@Btion is not the solicitor for any form of transportation, but 
1S i at its prime duty is to get the most use out of all of them 
mmendai 


bmbined, I think you will be able to understand my policy.” 


ers. — r. Eastman recalled that in the last war there was no 
special bmmon carriage of consequence on the lower Mississippi and 
1] commit 


hat the establishment of the Federal Barge Line followed 
Successful wartime efforts by a corporation organized by 
mmercial interests in St. Louis and New Orleans to build a 
imber of towboats and barges for operation between those 


es. The Federal Barge Line, he said, was still an important 


. railr 
matters 
‘esult of t 
to make 


iting, ant ctor on the Mississippi but was “only one out of a number.” 
out-of Today,” he continued, “there are in operation on the sys- 
’ Oo P 


(see itd 
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tem, embracing not only the river but its tributaries, about 
5,000 barges ranging in size from about 100 to 3,000 tons in 
capacity, and about 1,000 towboats ranging from 200 to 2,500 
horsepower. With that fleet the river system has been able to 
render a service which it was wholly unable to render in the 
last world was and which has been of invaluable aid to the war 
effort. The barges transported in 1942 the very sizeable total 
of 16,500,000,000 revenue ton-miles, which has afforded the 
railroads much relief.” 

He added that one of the largest movements on the river 
system was that of petroleum and its products, aggregating in 
1942 slightly more than 24,000,000 tons. 

He said that ‘a very considerable number” of vessels had 
been taken from the Great Lakes for ocean service, and “quite 
a few” from the inland waterways. The only expansions in 
water transport facilities had been with respect to the Great 
Lakes ore fleet and with respect to tank barges for movement 
of oil, he observed. Some of the new ore ships were in opera- 
tion, but had been “slow in coming,” he said. He reviewed the 
development of the present barge and towboat construction 
program for transportation of oil, and noted that because the 
oil transportation emergency had been eased somewhat, with 
the completion of pipelines to the east, the barge-and-towboat 
program had been modified. He added: 


As it now stands, the number of wooden tank barges has been re- 
duced to 269 for use on the intracoastal waterways, and most of them 
have been completed; 100 steel tank barges of 9,500 barrels capacity 
each are being built for use chiefly on the river system, and approxi- 
mately 36 will be completed by the end of October and the balance by 
February; 38 of the 100 steel tugboats are now built, and all will be 
available by March; the first of the 21 steel towboats will be delivered 
this month, and all will be available by April. In addition, all of the 
116 dry-cargo barges have been converted into tank barges, and the 
government is now building 55 steel dry-cargo barges for the movement 
of coal, grain, sulphur and the like. 

Our wooden tank barges are likely to meet the same fate in the 
post-war period as the wooden ships of the last. world war. In view of 
the changed petroleum situation, some of these barges are now being 
used in the hauling of molasses, as well as in the movement of resi- 
dual oils, and we have our eye on other uses for them. We believe that 
they will not be a waste product, at least so long as the war continues. 
The new steel equipment is good for post-war use, as well as now, 
although it may later be desirable to shift from steam to diesel power 
in the case of river towboats. We provided the steel for the 155 new 
barges, I may say, at the expense of some of our other transportation 


programs, and because we were so thoroughly convinced of the urgent 
need for this equipment. 


Discussing the movement of coal by barges from New York 
harbor through Long Island Sound to New England, Mr. East- 
man noted that these barges in connection with rail hauls to 
New York served to supplant the service of colliers that nor- 
mally transported New England’s coal supply. He said the 
largest pre-war movement of coal by barge was estimated at 
1,250,000 tons and that, “in contrast, we expect a total move- 
ment for this year of 6,000,000 tons.” 

The intracoastal waterways, while not equipped with very 
large fleets, had been operating for more than a year practi- 
cally at capacity, he said. 


Traffic Committee Report 


The report and recommendations of the traffic committee 
were adopted unanimously. 

The report with respect to I. C. C. Docket, Ex Parte 144, 
regulation of wharfingers, was that the instructions of the 
association had been carried out and that the Commission had 
fully sustained its contentions. Gratification was expressed at 
the fact that, in I. C. C. Docket 28475, storage in transit of 
imported rubber, the Commission ordered the carriers, not 
later than November 26, to grant the same privileges in con- 
nection with differential barge-rail rates that were permitted 
on all-rail movements, “thus fully sustaining the position of 
the association.” Iit was recommended, in I. C. C. Dockets 28300 
and 28310, that action on these proceedings, involving revision 
of class rates and ratings, be left with the committee for fur- 
ther consideration and such procedure as might become neces- 
sary. The report continued as follows: 


1. & S. Docket No. 4718; Grain Proportionals to the East 


That the Traffic Committee be instructed to watch developments in 
this proceeding so as to be prepared to take further action if found 
necessary to protect the interests of the Mississippi Valley. 

This proceeding grew out of an attempt by the railroads to charge 
higher rates on grain moving ex-barge than when moving ex-rail or 
ex-lake from Chicago, Peoria and St. Louis to eastern destinations. On 
July 31, 1941, Division 2 of the Interstate Commerce Commission handed 
down a decision favorable to the contentions of the railroads and on 
appeal to the entire Commission this decision was sustained on De- 
cember 1, 1941. Subsequently, certain interested grain shippers brought 
suit in the District Court of Chicago which resulted in an injunction 
against enforcement of the Commission’s order. Thereupon, the Com- 
mission appealed to the Supreme Court and in an opinion delivered on 
June 14, 1943, by Mr. Justice Jackson, the District Court of Chicago 
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was reversed and the validity of the Commission’s order sustained as 
within its statutory powers. 

The I. C. C. recently acted favorably on motions requesting leave 
to file petitions for rehearing and for an order fixing specific re-ship- 
ping rates on ex-barge grain from Chicago, Peoria and St. Louis to 
eastern destinations, and such petitions having been allowed the matter 
is assigned for hearing on November 16, 1943. The Commission’s notice 
states that the proceeding is re-opened for further hearing for the 
purpose of receiving evidence on the question of whether or not re- 
shipping or proportional rates should be prescribed for interstate 
transportation by railroad of ex-barge grain from Chicago and other 
related points of origin embraced in this proceeding to eastern destina- 
tions, and if so to determine what would be reasonable and otherwise 
lawful proportional or reshipping rates for application on such traffic. 


1. & S. Docket No. 4208; Grain Proportionals to the South 


That the Traffic Committee be instructed to continue this subject 
on its docket for such further action as may be necessary to properly 
protect the interests of the Mississippi Valley. 

This proceeding grew out of a policy adopted by the southern 
railroads to charge higher rates on grain and grain products moving 
ex-barge from Ohio and Mississippi River crossings into the south and 
southeast than on like shipments moving ex-rail from said crossings to 
the same destinations. Subsequently, the Interstate Commerce Com- 
mission under Docket No. 17000, Part 7-A, instituted a general investi- 
gation to determine the lawfulness of all rates on grain and grain 
products to and within southern territory and I. & S. Docket No. 4208 
was consolidated therewith. 

Early in September, 1943, the Commission promulgated a proposed 
report which, if translated into a decision, will substitute joint through 
one-factor rates from all origins to the south and southeast for the 
present structure which is largely based on proportional and re- 
shipping rates from Ohio and Mississippi River crossings. The pro- 
posed report is devoid of any definite proposals for disposition of the 
barge-rail proportional rate controversy and a request that a supple- 
mental report be issued dealing with this problem was denied. Instead 
all parties to the proceeding are afforded the opportunity to file excep- 
tions to the proposed report following which there will be an oral 
argument before the Commission. After further consideration and con- 
ference wit hthe barge line operators, the Traffic Committee will be 
in a position to determine what, if any, further representations should 
be made to the Commission in behalf of the Mississippi Valley Asso- 
ciation. 


1. C. C. Docket No. 28731; Iron and Steel to Southwest 


That the Mississippi Valley Association take the necessary pro- 
cedural steps to actively cooperate with other interested parties in 
seeking reconsideration by the entire Commission of I. C. C. Docket 
‘No. 28731 in opposition to the principle that rail carriers may, by 
means of restricted proportional rates, take away from the public the 
benefits of water transportation. 

This proceeding involves the movement of iron and steel articles 
to the southwest. Recently a decision of the Commission upheld the 
railroads in charging higher rates from producing points to New 
Orleans when the movement beyond that point is by water than for 
the same rail service when the movement beyond New Orleans is by 
rail. It is the purpose of directly interested parties to appeal this 
decision to the entire Commission and because of the important prin- 
ciple involved the Valley Association should become an active par- 
ticipant. 

Bituminous Coal Act 


Pursuant to recommendations of the Traffic Committee and the 
platform adopted at the 1940 and 1941 annual conventions, the Missis- 
sippi Valley Association continued its opposition to further extensions 
of the Bituminous Coal Act. In the alternative, it was the Valley Asso- 
ciation’s position that the Act be amended so as to make it impossible 
for the administrative agency, or any producer of bituminous coal, to 
deprive the purchaser of the privilege of determining what agency of 
transportation should be employed beyond the point of purchase and 
by the exercise of such privilege obtain the full benefit of savings in 
transportation charges. 

In the 77th and in the 78th Congress, first session, bills were intro- 
duced in both House and Senate which, if enacted, would have con- 
tinued the Bituminous Coal Act indefinitely. Vigorous representations 
in opposition were made, especially to members of the Rules Commit- 
tee and the Ways and Means Committee of the House and the Inter- 
state Commerce Committee of the Senate. 

By its own terms, the Act was to expire April 26, 1943. A tem- 
porary extension was voted by the Congress to afford its committees 
additional time for investigation. On July 5, 1943, the House Ways and 
Means Committee voted against any further extension of this regulatory 
legislation and this action was followed on July 6, 1943, by refusal of 
the House Rules Committee to sanction further consideration of the 
pending bills. Accordingly, the Bituminous Coal Act expired on Au- 
gust 23, 1943. 

If further legislation of this character is proposed, it should be the 
purpose of the Mississippi Valley Association to prevent the inclusion of 
any provisions which according to previous action, are objectionable. 
Further information is embodied in the recommendations of the Traffic 
Committee which were adopted by the annual convention on October 
28, 1941. 


Railroad Ownership or Control of Competing Water Carriers 


That the Mississippi Valley Association declare itself against the 
enactment of legislation of the character proposed in the following 
resolution which was -adopted by the Board of Directors of the Asso- 
ciation of American Railroads at meeting held July 30, 1943: 

“Resolved that the President and Vice-president, Fletcher, of this 
Association be instructed to take such steps as may seem to them wise 
to remove any restrictions preventing a free and equal opportunity to 
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the railroads in the air field, the truck field, the bus field, and the 
of waterways, and use what steps they may think wise as to leg 
tion, and in the field of publicity to give affirmatively to the 
a free and equal hand in the several fields.’’ 

Precedent for this action is contained in the below quoted Tem 
mendation of the Traffic Committee which was adopted by the 
convention held in November, 1938: 

“The Mississippi Valley Association should oppose amendment 
repeal of the provisions of the Panama Canal Act forbidding owner 
or operation of water carriers by a railroad which parallels or » 
petes with such water carrier or water route.’ 


ann 


Prohibition against ownership or control of competing water » bee 
riers was provided for in the Panama Canal Act as incorporated in y Intersta! 
I of the Interstate Commerce Act. In the Transportation Act of j missi 


these provisions were rewritten so as to affirmatively empower 4 
Interstate Commerce Commission, under certain conditions, to authp 


railroad ownership or control of competing water services. This gor 
done at the last moment before final passage without prior noticg ood 
such intent. The public was thus deprived of any opportunity to » a om a 
known to the Congress its views with respect to this important chy Seda 
in national transportation policy. Panes 
There should be no further liberalization of the present proy tes 
of the Act with respect to railroad ownership or control of compet =< of 
water services and the officers of the Mississippi Valley Associat rocedur 
should be authorized and instructed to vigorously oppose enactm Sasent 
of such legislation. Be i 
Statutory Rate Making opposes, 
That the Mississippi Valley Association emphatically re-affirm gage enumera 
laration approved by the 1935 annual convention in opposition to lemme been, OF 
lation which would remove the essential element of flexibility from ¢ 
national freight rate structure, and that the Chairman of the Tri 
Committee be directed to keep informed on the introduction of gy Pre 
bills before the Congress and to apprise the Senators and Congressmall “to ser 
of the opposition of the Association to such bills. This declaration sippi Vi 
intended to embrace opposition to all bills pending or prospectig full opr 
a fall into the general category of statutory-rate-making legi lowest 
on. “ 
Over the period of many years, the Congress has wisely preseri “Tl 
by statute the general policies, and standards that shall govern m@ carriers 
riers for hire with respect to their charges and practices governing tam cOUragé 
transportation of persons and property. Recognizing its inability Every 


deal directly with the multitudinous and highly technical proble 

growing out of such control of the transportation agencies, the ¢ 

gress also created the Interstate Commerce Commission to serve 

arbiter in controversies between carriers and their patrons, and beste 

upon the Commission broad discretionary powers. Y 
A large number of bills and joint resolutions have been introdugj 

in the 78th Congress proposing uniform railroad freight rates and¢ 





sifications for nation-wide application. This objective would be attai and fig 
by widely varying methods, but, generally speaking, the bills fall ine render 
the following categories: our eve 

1. To establish nation-wide uniform classification of freight ment a 
mileage scales of rates by direct statutory enactment. are the 


2. To achieve the same ends by orders which the I. C. C. would 
yng to promulgate after investigation but within a limited pa 
of time. 


3. To establish zone rates patterned somewhat after the Parcel P Cc 
system of rates. 


missi01 
The enactment of such legislation to be substituted for exist tion of 
orderly processes of rate making and regulation would be detrime he sai 
to the national welfare. Rigidity of the rate structure on a mile 1852 
basis would supersede the present flexibility which is essential to bo d 
requirements of industry and agriculture. Political control and mani an 
lation with its inevitable disastrous consequences would supplant ne Orlear 
tiations between shippers and carriers based on expert knowledge! to the 
the ever changing needs of trade and commerce. the In 
Should any of these bills be enacted, the immediate effect wol™™ to dee 
be unprecedented revolutionary changes in the rate structure wham Island 
has been developed over the years to meet the rapidly changing nem bottor 
of our expanding domestic and foreign commerce. Perhaps even fl is nee 
serious than this immediate effect would be the establishment of! officia 
principle of rate-making by direct congressional action rather ft ith 
leaving this highly technical function to experienced and nonpolitid wi a 
regulatory bodies. . ‘ 
Members of the Mississippi Valley Association should promplgm its co: 
inform the Senators and Congressional representatives from theif be ab 
spective states of their opposition to the enactment of any legisla for th 
of this character. all ti 
Amendments to Interstate Commerce Act fogs, 
That the Mississippi Valley Association endorses and _ instt above 
the Traffic Committee to seek such amendments to the Interstate U nel e 
merce Act as may be deemed advisable and necessary to prevent slips 
criminations against water carrier connections and their patrons, in! of wk 
establishment and application of rail proportional or reshipping and ¢ 


As stated elsewhere in this report, the railroads exact higher 

on various commodities which move into points of interchange 

barge than when the inbound movement is by rail or by lake steal 

The railroads’ statutory right to practice this particular form of ] 


crimination, under existing law, has been upheld by the Intersl tiona 
Commerce Commission, and recently. by the Supreme Court. impo 
readily apparent that under such doctrine the railroads can dic®l woy] 
what forms of transportation shippers must use to reach cel pros] 
markets. There has been ample demonstration of the determinal stror 
of the railroads to take full advantage of such situations in every tinue 
rection. The inherent danger to inland water transportation is obvi? gove 

Practice Before Interstate Commerce Commission ities 


Whereas there have been introduced in the 78th Congress, Sev 
bills which would restrict practice before the Interstate Comme 


Othe 
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“ the jon, the United States Maritime Commission, and other ad- 
* 1 ; tive agencies of the United States government, to licensed 
. wT OGEE attorneys, and would prohibit practice before such bodies by non- 
ted 4 jawyers, OF by associations or organizations of shippers, or other 


organizations, except when represented by a licensed attorney; 

which pending bills include H.R. 94 and H.R. 96, by Representative 

O'Toole, having those restrictions as their sole purpose; also H.R. 

673, by Representative Walter, which includes other things but which, 

under paragraph (a) of Section 105 therein, would invoke similar re- 
ions, an 

aerces a great umber of competent practitioners before the 
Interstate Commerce Commission and the United States Maritime Com- 

on are not lawyers but have spent many years in such practice 
and in acquiring the technical knowledge and qualifications to ably 

ent their employers or clients before such bodies, and who 
render valuable aid to such commissions in administering the acts 
for which these commissions were created, and such restrictions as 
embraced in these bills would do great harm to those practitioners, 
as well as to deprive the Commissions of the benefit of their technical 
knowledge and experience, 

Whereas both the Interstate Commerce Commission and the United 
States Maritime Commission have set up standards of qualification, 
rules of practice and a code of ethics to govern admission to practice, 
procedure and conduct before these bodies, with provision for dis- 
parment for cause, 

Be it therefore resolved, that the Mississippi Valley Association 
opposes, With all its vigor, the aforementioned restrictions in the bills 


affirm gam enumerated, and any similar restrictions or prohibitions that have 
on to lemme been, or may in the future be, introduced. 
of Macleay Address 
ion of sy President Macleay, in opening the convention, declared that 
ongressmam™ “to serve the industry, agriculture and commerce of the Missis- 
Claration i sippi Valley, “each form of transportation should be given its 
bg full opportunity to render its best service to the public at the 
ng lege jowest cost consistent with sound business principles. 
, preseal “There must no longer be discrimination against inland 
govern mae cartiers,” he continued, “and commercial aviation must be en- 
verning qm couraged to develop its full possibilities in the public interest. 
inability @™@ Every proposal to regroup or reorganize the transportation 
1 problem services of the country must be given the closest study and 
s, the Oui subjected to exhaustive analysis to prevent the imposition upon 
O serve a the public of a monopolistic system designed to preserve and 
1d bestom@i protect the high cost carriers. 
introdal “We must continue our support of the American Merchant 
25 and del Marine, which has bridged the seven seas to carry our supplies 
be attaimmm and fighting men to the battle fronts of this war. It has 
lis fall ig tendered incomparable service of inestimable values it deserves 
oureverlasting gratitude. Our particular interest is the develop- 
‘reight ment and support of ocean services from the Gulf ports, which 
: wall are the Valley’s most promising gateways to world commerce.” 
ited pe New Orleans Canal 
Parcel P Col. Lester F. Alexander, member of the Board of Com- 
: missioners of the Port of New Orleans, advocated the construc- 
or exisii@ tion of a Tidewater Canal from New Orleans to the sea, which 
det mis he said was first suggested by the United States Engineers in 
‘tial tot 1852. He declared that it is the well-considered opinion of the 
nd maninge DOard that the “present and future needs of the Port of New 
plant nese OTleans demand that this tidewater channel from New Orleans 
owledge dm t0 the sea be provided immediately, that the canal begin at 
the Inner Harbor Navigation Canal in New Orleans and extend 
ffect wo to deep water in the Gulf of Mexico at or near the Chandeleur 
ture Wil Islands, that it have a minimum depth of 40 ft. and a minimum 
one My ottom width of 600 ft. The board’s opinion that this canal 
at of Me S,.eeded immediately is shared in by both state and city 
ather ti Olicials and many government officials who are acquainted 
ronpolitig™ With the port’s situation. 
._ “A tidewater canal offers no difficult engineering problems, 
1 promplgg its cost of construction and maintenance is reasonable; it would 
n their#™ be about 70 miles in length and of sufficient depth to provide 
legisla for the present and future needs of the port and the valley for 
time; it would present no dangerous bends or crooks, no 
fogs, no sand waves or elbow channels at its entrance and, 
1 ins above all, it would provide a deep, safe and dependable chan- 
state Camm Nel every day in the year; it would permit of the dredging of 


revent @@ Slips and laterals, where needed, and the construction thereon 


‘ons, int of wharves, docks, shipside warehouses and other port facilities, 

_ and all at tidewater level.” 

chan Merchant Marine 

ce steal 

rm of @ =6R. S. Hecht, chairman of the board of the Hibernia Na- 
Inters@j tional Bank of New Orleans, La., declared that one of the most 

a a important assets in the competition for the trade of the world 


an certify VOUld be an efficient merchant marine. He said that the future 
erminat Prosperity of the Mississippi Valley depended on having “a 
. every im Sttong and consistent merchant marine policy based on con- 
is obviau UNued private ownership and of our fleet and with only such 

governmental support as is necessary to overcome the inequal- 
| = ities of labor costs and standards of living between this and 
ss, Sev Other countries. 


Lite . ° . . . + 
Co “At variance with this view were the sentiments expressed 
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a few days ago by Henry J. Kaiser before the delegates to the 
convention of the propeller clubs in New York,” he continued. 
“This eminent shipbuilder argued that no such governmental 
support should be necessary if only the men running the 
American marine industry would use their imagination and 
enterprise in dealing with this problem. 

“It is easy to agree with Mr. Kaiser’s statement that 
without the ingenuity and force of Admiral Land and Admiral 
Vickery the subsidies provided in the merchant marine act of 
1936 would not have accomplished the fine progress of the 
industry in ‘the 5 years preceding Pearl Harbor but I fear it 
is equally true that without these subsidies not even the force 
and ingenuity of these able officials could possibly have made 
the - ene merchant marine go forward as it did in that 
period. 

“True it is that without ‘imagination and enterprise’ sub- 
sidies themselves will not save the industry but it will take 
a good deal more than American ‘imagination and enterprise’ 
to bring the standard of living of our foreign competitors up 
to ours and we certainly don’t want to bring our standards 
down to theirs.” 

He continued as follows: 


The necessity of some form of government backing of our Merchant 
Marine does not rest on the fact that its operators do not use plain 
old fashioned Yankee ingenuity (as Mr. Kaiser contends) but arises 
from the indisputable circumstance that the oceans are free and that 
sailing on them are ships of many nations all employing foreign labor 
receiving infinitely lower wages and used to a far inferior standard 
of living than our American seamen with the result that our com- 
petitors can carry both passengers and freight at substantially lower 
cost than our American ships. 

We don’t want to change our American way of life but we do want 
a strong American Merchant Marine in order to maintain our place in 
the post-war world both from the standpoint of national defense and 
international commerce. To accomplish this we must needs continue 
to operate under the sound and proven principles laid down in the 
Merchant Marine Act of 1936 which provides protection to American 
Merchant Marine ships if and when actually needed but recaptures all 
such allowances, when it is established that the industry has been able 
to earn a fair return on its invested capital without such protection. 
In other words the so-called ‘‘operating subsidies’ are little more 
than an insurance policy for a reasonable return on the ‘‘risk-money’’ 
employed to operate American ships with no ultimate expense to our 
government if in a ten year period it is demonstrated that notwith- 
standing the inequality of foreign competition the ship operator has 
earned a fair average return during that period. 

What modifications of the existing law may be advisable in the 
post-war world because of changed international conditions is difficult 
to predict at this time but it is my personal view that the American 
Merchant Marine could ask for no better protection of its vital post- 
war interests than the assurance that either Admiral Land or (as he 
referred to him in New York) his ‘‘Siamese Twin’’ Admiral Vickery— 
or preferably both—will sit around the peace table when the subject 
of the future of world shipping comes up for discussion. 


Vickery on Merchant Marine 


America in peace time could only be “secure and prosper- 
ous” so long as her merchant ships continued to sail to the 
far corners of the world in successful commerce, said Rear 
Admiral Howard L. Vickery, vice chairman of the Maritime 
Commission and deputy administrator of the War Shipping 
Administration, in an address, Oct. 18, in which he urged 
public support of an adequate merchant marine after the war 
which would be capable of competing with foreign lines. 

He pointed out that by the end of 1944 it was expected 
that the war time shipyard output would reach a total of 
some 50,000,000 deadweight tons and said the “holds of such 
a fleet could carry at one time sufficient cargo to make capacity 
rem for half of all the railroad freight cars in the United 

ates.” 

Obviously, said he, peace time requirements would not 
justify shipbuilding operations on “today’s vast scale, but it 
would be fatal to beguile ourselves with the idea that we 
can turn shipbuliding off and on again like a faucet. If the 
industry should ever come to a standstill, it will surely be gone 
when later we decide that we want it back. Failure to main- 
tain at all times a healthy shipbuilding industry capable of 
rapid expansion, would be selling America short.” 

It should be realized by everyone, said Admiral Vickery, 
that not only were shipping and shipbuilding inseparable, but 
both existed for, and were wholly dependent on, foreign trade. 

“No matter what plans may be made for the merchant 
marine itself, they can only materialize to the extent that they 
are coordinated with the development of our commerce with 
other nations,” said he. “Again, think of the benefits to be 
gained from a cape abet effort by the industries furnishing 
the various forms of transportation, to the end that the shipment 
of goods may become an integrated operation from point of 
origin to destination.” ; 

At the opening of the merchant marine conference in New 
York Oct. 15, Admiral Vickery said he expressed the convic- 
tion that ship operators could only hope to retain public sup- 




























































1018 


port and survive in competition with foreign lines after the 
war by improving their services to a degree hitherto unknown, 
and by leading the world in efficiency. Similarly, he said he 
told the shipbuilders that they must spare no efforts to build 
the finest ships in the world and, at the same time, reduce 
manhours and costs to rock-bottom. 

“The spectacular success of these twin industries in meet- 
ing the staggering demands of war surely warrants our con- 
fidence that they will do their share in maintaining a peace- 
= a marine worthy of the flag its ships will fly,” 
said he. 

“But all the best efforts of those directly associated with 
maritime affairs, foreign commerce and transportation gen- 
erally, will be for naught without the whole-hearted support of 
an informed American public. As you well know, the future of 
the millions who live in the Mississippi Valley is dependent in 
no small measure upon foreign commerce and, it follows, upon 
the American merchant marine.” 


Missouri River Development 


Governor M. Sharpe of South Dakota explained in detail 
the proposed plan of Missouri River development above Sioux 
City to St. Louis. “If the Missouri River is developed for 
9-foot navigation as far up as Sioux City, or farther, if prac- 
ticable, it adds that many miles extension and that much more 
population and demand for transportation of that type,” he 
said. “In other words, it extends the system just that much, 
and thereby is a direct benefit to the entire inland waterway 
system now being gradually developed through effective work 
of the Mississippi Valley Association and similar associations.” 





FLORIDA BARGE CANAL 


Representative Hendricks, of Florida, has introduced H. R. 
3448, to appropriate $44,000,000 for the construction of the 
barge canal from the St. Johns River across Florida to the 
Gulf of Mexico, authorized by the Seventy-seventh Congress, 
“for the purpose of connecting the intracoastal waterways of 
the Gulf of Mexico and the Atlantic seaboard.” Representa- 
tive Hendricks inserted in the Congressional Record a state- 
ment in support of the bill, setting forth a contention that the 
Florida barge canal was “the only solution to our petroleum 
situation.” 


RIVER AND HARBOR BILL 


J. Carter Fort, general counsel, Association of American 
Railroads, appeared before the House committee on rivers 
and harbors, Oct. 21, in opposition to the project calling for a 
waterway connecting the Tombigbee and Tennessee Rivers, 
Alabama and Tennessee. He had appeared on the same project 
before the committee March 26, 1941. It is estimated the 
project would cost $75,000,000. Mr. Fort, among other things, 
directed the attention of the committee to the huge debt the 
country would have as a result of the war and urged the com- 
mittee to take that into consideration in determining whether 
the country should be committed to additional expenditures. 
The preceding day Mr. Fort urged that the committee defer 
action on the project for improvement of the Alabama-Coosa 
branch of the Mobile River system on the ground that the com- 
mittee had nothing before it on which it could act intelligently. 
Representative Starnes, of Alabama, and others appeared in 
support of the project. 


A. P. LINES OFFERS REJECTED 


The Maritime Commission has announced that it has re- 
jected all propositions for the acquisition of its interests in the 
American President Lines. 

The commission announced on July 6, that it would consider 
returning its interest to private ownership, and stated that 
parties desiring to submit comprehensive and definite proposi- 
tions for acquisition of its interest should do so by Sept. 15. 
Later, at the request of interested parties, the closing date 
was extended until September 27. 

A number of propositions were submitted and, while offer- 
ing substantial sums, were considered inadequate and all were 
rejected, said the Commission, adding: 


Submission of the propositions, in addition to monetary offers, in- 
cluded plans for the line’s operation, routes to be maintained, etc. 

The commission brought about reorganization of the line in 1938 
to keep the company solvent and to insure continuation of services in 
the essential trade routes operated by the line. In so doing it was 
necessary to acquire the greater part of the voting stock. 

In announcing that none of the propositions submitted was accept- 
able, the commission stated that the matter of the dispositoin of its 
interest in the line might be given consideration at some later date. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Air Transportation 


Air Transport Regulation 


With nine of its twenty-six members objecting, the Hy “The | 
committee on interstate and foreign commerce, Oct. 20, reponmtates’ TS 
to the House for passage H. R. 3420, the bill amending ggpf that a 
civil aeronautics act (see Traffic World, Oct. 16, p. 926). _The a 

Representative Bulwinkle, of North Carolina, submit tional 
the majority report on the bill. estore th 

“The principal object of this bill is to aid and encoyrgmnd intra: 
the development of our civil aviation and further to prom The | 


its safety, stability, and efficiency,” said the majority reng 
“The method followed is principally by amending and reyig 
the civil aeronautics act of 1938, based upon experience dy; 
the last five years and upon the probable developments in ¢ 
aeronautics that now face the country. 

“The main provisions of the bill may be summarized 
follows: 
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1. It changes the name of the Civil Aeronautics Board to the ¢j 
Aeronautics Commission and makes it an independent agency of jj 
government. It provides for the independent exercise by the Admiy 
trator of Civil Aeronautics of the functions vested in him, except th 
he is to act subject to the approval of the commission, or in accorday 
with rules and regulations of the commission, in the exercise of 
of his more important functions. 

2. It restores independent accident investigation to be conduct 
by a Director of Air Safety to be appointed by the President, by aj 
with the advice and consent of the Senate. 

3. It calls for an investigation and report by the Civil Aeronautiy 
Commission with respect to the developments in air commerce and 
navigation which may be anticipated during the post-war period, aj 
such report is to include suggested plans for meeting such post-w 
developments. 

4, It proposes an investigation and report by the Postmaster 
eral and also by the Civil Aeronautics Commission as to the feasibilijfiyenienc 
of carrying all classes of mail by air when delivery would thereby} engagin 
speeded. any¢ 

5. It extends federal jurisdiction over air commerce, and furth 
defines federal jurisdiction over air navigation. In 

6. It provides for a broad program of aviation training and educatinmmlarge St 

7. It proposes a long range program under the direction of tk ‘unds n 
Administrator of Civil Aeronautics for the development of air-navigatia™operatil 
facilities, including airports. Reece | 

8. It provides a plan for protecting the safety of flight by furnishiy tion fa 
a means for removing or preventing hazards to air navigation on ai interes 
in the vicinity of airports. 

9. It provides additional means for necessary financial support ¢ 
air transportation by the government through direct payments. 

10. It contains stricter prohibitions against the issuance of pasw# 
in air transportation. 

11. It provides means for further developing traffic by air throug 
the granting of discounts for quantity transportation. 

12. It provides for reasonable compulsory extensions of air-liv 
service. 

13. It brings contract carriers by air under economic regulation 

14. It provides for a study of multiple taxation of persons & 
gaged in air commerce and of their employes, in order to devel 
recommendations to prevent the growth of unsound tax policies # 
fecting civil aviation. 

15. It introduces numerous improvements 
procedure under the civil aeronautics act. 

16. It provides for strengthening and expanding the Weather Br 
reau service in aid of our air navigation both domestic and intemr 
tional. 

17. It codifies civil-aviation law by bringing isolated legislativé 
provisions into the civil aeronautics act. 

18. It provides for the more efficient settlement of disputes invdlt 
ing air carriers by directing the Civil Aeronautics Commission to # 
up a procedure for the voluntary arbitration of such disputes. 

19. It gives the airman in command of an aircraft, or other author 
ized employes, adequate power to prevent dangerous, disorderly cor 
duct and otherwise assures safety of operation of the aircraft. 

20. It calls for an investigation and report by the Civil Aeronautis 
Commission as to matters affecting aviation insurance and reinsurant 

21. It makes clear that all employes of air carriers are subject 
the railway labor act, and it extends that act to contract carries 
by air and their employes. 
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Minority Report 


A minority report was signed by Representatives Wolvet 
ton,. of New Jersey; Holmes, of Massachusetts; Reece, 
Tennessee; Kennedy, of New York; Brown, of Ohio; Tibbott, 
Pennsylvania; Winter, of Kansas; Howell, of Illinois, 
D’Alesandro, of Maryland. : 

With the submittal of the minority report, Representatitt 








Reece introduced H. R. 3491 which would give effect to t&§ the 
views of the minority. pol 
The minority charged that the committee bill destroyell§ “c) 






states’ rights, created confusion by reorganizing in the presént 
emergency the aviation regulatory system, promoted a monop 
oly for a few large air lines, authorized such large subsidié 
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at our tax burden would become almost unbearable, and 
thorized the training at public expense of new aviation em- 
loyes to compete for jobs with millions of veterans after the 
mm. a he signers of the minority report said they were in com- 
Jete agreement with the announced objective of the committee 
to eid and encourage the development of civil aviation— 
ut they objected to methods and means adopted by the ma- 
rity te accomplish the common objective. 























































the “The committee bill deliberately and intentionally destroys 
0, renoniitates’ Tights,” said the minority, citing provisions in support 
nding wmef that assertion, 


The Reece bill, it was asserted, would preserve the consti- 
iutional distinction between state and interstate commerce and 
estore the definition in the present law of interstate commerce 
d intrastate transportation. 

The minority report said the objecting members of the 
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ity. reppamommittee believed that a change in organization such as 

id revisnimeontained in the committee bill would result in pandemonium 
nce d sama air-commerce regulation at this time. 2 

its in ch The minority report also said that the committee bill 

Bpromoted a monopoly for a few large air lines by excluding 

narized ate and local governments from participating in regulation 

nd supervision of aviation normally subject to state and local 

isdiction, by control of aviation on a national basis and by 

to the Cilleyclusion of surface transportation agencies from air line trans- 

a of tortation. The Reece bill, it is pointed out, provides that car- 


iers subject to parts I, II, III and IV of the interstate com- 
merce act may not be permitted as such carriers thereunder 
oenter the air transportation business but they may, however, 
be permitted to do so through separate although controlled or 
nfiliated corporations. 

No one had advanced any sound or logical argument in 
ppposition to the. provision of the Reece bill relating to surface 


except th 
accordan 
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' conducts 
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Acronatt iers entering the air transportation business, said the 
seriall Mminority report. ; : ; 
h postal “Surface agencies are experienced in the transportation 


field and have adequate capital,” said the minority. “They 


aster Galmwill, of course, be subject to the same tests as to public con- 
- feasibilfyenience and necessity to engage in the business, and after 
thereby tiengaging in the business will be subject to the same regulation 
nd turtelll® anyone else engaging in air transportation.” 


In charging that the committee bill opened the door to 
atge subsidies, the minority said the bill provided that federal 
funds might be used for acquiring, developing, maintaining, and 
operating airports and air navigation facilities. It said the 
Reece bill limited the use of federal funds to those air-naviga- 
tion facilities that were reasonably necessary in the public 
interest to promote safety in air operation. 


| education, 
ion of tk 
navigation 


furnishing 
on on ani 


Support ¢ 
its. 


' Of passe 
ir throug 


Policy on Foreign Air Service 


A statement outlining procedure and policy with respect 
to applications for authority to institute air transport service 
between the United States and foreign countries has been is- 
sued jointly by the State Department and the Civil Aeronautics 
Board. The statement contained a declaration by the State De- 
partment that, when it obtained commercial landing rights in 
foreign countries for American aircraft, it was its policy to 
“secure such rights in general terms so that they may be as- 
signed to or allocated among American carriers in accordance 
With the determination of the competent authorities of this 
government under the provisions of law.” 

“The competent authority for that purpose,” said the State 
Department, quoting from a letter it had addressed to a repre- 
sentative of the Alaska Star Airlines in response to a request 
for information, “is the Civil Aeronautics Board which has 
authority under its certificating power to determine, with the 
approval of the President, what American carrier or carriers 
May engage in international civil aviation and what route or 
routes they may be permitted to fly. It is the policy of the De- 
partment of State so far as practicable when it secures com- 
mercial landing rights in foreign countries to do ‘so in a manner 
Which shall make them subject to the authority of the Civil 
Aeronautics Board. Should special circumstances exist making 
this impossible, it is the policy of the department to act in 
consultation with the Civil Aeronautics Board.” 

According to the joint statement, the facilities of the State 
Department were “freely available” to the C. A. B. for obtain- 
ing from. that department or through its missions abroad such 
information as it might be able to obtain for the use of the 
board. Likewise, it was stated, the C. A. B. facilities were avail- 
tative able to the State Department as sources for such engineering, 
‘e the technical or transportation data as might be of assistance to 
t 10 lB the State Department in handling its problems. It described the 
estroyel policy of the State Department and the C. A. B. as one of 
” preséit Closest collaboration.” The statement included the following 
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information as to procedure for handling applications covering 
new international air services: 


Applications for certificates of public convenience and necessity, 
and amendments thereof, are filed with the Civil Aeronautics Board 
pursuant to section 401 of the civil aeronautics act of 1938, as amended. 
Thereafter the carrier need only prepare for the hearing before the 
Board, at which it will endeavor to prove that public convenience and 
necessity require the granting of its application. 

The board forwards copies of such applications to the Department 
of State for information and such comment as it may wish to make to 
the board. Questions of landing rights and other matters affecting 
foreign policy. will be dealt with through close consultation between 
the Department of State and the Civil Aeronautics Board. The Depart- 
ment of State, as provided in section 802 of the civil aeronautics act of 
1938, as amended, will conduct with foreign governments such nego- 
tiations for new or additional rights as may be determined to be de- 
sirable as a result of collaboration between the Department of State 
and the Civil Aeronautics Board. 

Foreign air carriers who wish to apply to the Civil Aeronautics 
Board under section 402 of the civil aeronautics act of 1938, as amended, 
for permits to operate into United States territory, should request 
their governments to forward such applications through diplomatic 
channels. When these applications are received in the Department of 
State they will be immediately transmitted to the Civil Aeronautics 
Board. Thereafter, pending a decision on the application, technical or 
other details are handled directly with the board, and the applicant 
prosecutes his application directly before the board. 


Air Transportation Factors 


Speed and flexibility of flight, together with the extension 
of the average length of pleasure and business journeys and 
of the average traffic haul, were the factors which would enable 
air transportation to supplement present surface forms of 
transportation and, more important, to create new traffic, said 
‘Chairman L. Welch Pogue of the Civil Aeronautics Board in 
. — at McGill University, Montreal, Quebec, Canada, 

et. 15. 

Noting the difficulty of making a comprehensively detailed 
prediction of the future of air transport “with the expectation 
that it will have a precisely timed accuracy,” Mr. Pogue said it 
was nevertheless necessary to plan and prepare intelligently 
for the opportunities certain to be presented at the close of the 
war. The view he took, he said, was of the decade following 
a successful end of the war. 

In no field of air transport development, said he, were the 
opportunities so great and so ultimately unpredictable as in air 
cargo. The airplane might reach out to an increasingly large 
number of markets, the size of which might not warrant the 
capital cost alone of the establishment of ground transporta- 
tion facilities, he said, but the value of which individually and 
in the aggregate would warrant tapping by air cargo. The 
airplane might well create large as well as new hinterlands 
for nation and world trade, he said, and added: 


The most controversial issues which have arisen concerning the 
future of air cargo arise from debates over the amount of freight traffic 
which airplanes will absorb from other carriers and will be able to 
create in regions where surface transportation facilities are already 
highly developed. Here, too, what seems to many the impossible might 
take place. Speed may become a commercial habit and necessity. What 
one shipper dares to’ do in shipping by air, others may, by his successes, 
be compelled to follow. The flexibility of the airplane in scheduling 
and frequency of service and the speed of air carriage are factors the 
full force and possible effect of which have not yet been measured 
in peacetime commercial practice. They will certainly result in a 
reorientation of our economic life. 


The value of the airplane’s speed and flexibility in freight 
carriage had not yet been tested, said Mr. Pogue, because 
the airlines like the railroads, had started off as passenger 
carriers. 

Any discussion of the future of air cargo, said he, ulti- 
mately came to the vital question of rates. Air cargo rates 
were coming down, and coming down rapidly and drastically 
he said, and in discussing the effect of these reductions he 
said that the railroads had done more than increase the volume 
of freight carried; they had increased its average haul. The 
growth of both of these economic factors had been astounding, 
he said, adding that Canada had led the world in the ton-miles 
of freight transported per capita, with the United States second. 
Equally significant was the fact that in the period from 1930 
to 1940, the average haul of freight had increased from 112 to 
191 miles. 

Each new facility for transport sought the level of its 
greatest usefulness, he said, and had absorbed traffic and 
created traffic in the fields in which it could serve best. The 
airplane, said he, would not only take a portion of the long-haul 
traffic from the railroads, but, as did the railroads,.it would 
constantly extend the length of the average haul by the creation 
of new long-distance traffic. Its flexibility and speed fit it for 
this economic service, he added, pointing out that the average 
haul of United States domestic air express was 547 miles in 
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1941. While it had dropped from 589 in 1936, and from a 
recent peak of 622 in 1938, he said, the future trend would 
be to a longer average haul. The reality: of the greater “reach” 
of air transportation he illustrated by saying that in 1939, 
while only about 12.3 per cent of the total weight of less-than- 
carload rail express shipments had moved 950 miles and over, 
58.9 per cent of the revenues received from air express had 
come from shipments moving 950 miles and over. He said 
that 56.6 per cent of the weight of rail express shipments mov- 
ing within a 349-mile distance band compared with only 8.7 
per cent of revenue from air express shipments in that band. 
It was extremely significant, said he, that in the 2,150-mile- 
and-over distance band, only 1.7 per cent of the total rail ex- 
press weight appeared, but that 26.97 per cent of the air ex- 
press revenue was received from shipments in this band. 


The speed of air and surface freight facilities stood in 
sharper contrast than did air and surface passenger services, 
said Mr. Pogue, and compared the five or six hours by air 
and about 3 days for less-than-carload freight shipments be- 
tween New York and Chicago, and the rail express time of 18 
hours. Similarly he compared the 8 or 9 days on less-than- 
carload freight shipments from New York to San Francisco, 
with the air cargo time of 20 hours, and the rail express time 
of 84 hours. This greater speed of air transportation had 
already demonstrated a part of its value, said he, in that the 
pound-miles of air express carried in the United States had 
increased 194 per cent in five years before the war, while the 
rate paid had been from five to six times higher than the 
aren rates of any other form of transportation in the United 

ates. 

If air cargo rates were the*equivalent of rail express rates, 
he said, there would be little reason for the cargo to move 
other than by air, and that when they were only a little above, 
the greater speed would serve as a magnet to draw much of 
it to the air. In both cases, said he, the increased speed in the 
air would create new traffic. This speed had many definite 
values, said Mr. Pogue, citing some of them as the possibility 
of maintaining smaller inventories; smaller investment of capi- 
tal in storage facilities; speeding up cumulative processes of 
converting raw materials into finished goods; a decrease in 
packing and handling costs; less damage, with insurance and 
interest charges reduced; reduction of overhead and more rapid 
turnover; and no perishability in shipments traveling with the 
speed of air transportation. 

As to air passenger travel, Mr. Pogue said that, in 1926, 
only 5,732 passengers had been carried on the domestic airways 
system; only 8,661 in the year following. In nine years, in 
1935, however, the number of passengers had jumped to three- 
quarters of a million, he said, adding that revenue passenger- 
miles had increased 267 per cent in the period 1936-1941. Air 
travel from the United States to overseas destinations had like- 
wise continued its growth, said he, and that from 1929 to 1938, 
“straight through business depressions,” the departures from 
the United States to overseas destinations had increased from 
4,000 to 25,000 a year. All these growths, he said, would be 
resumed at the close of the war. The most striking domestic 
contribution which would be made by air transport’ to Canada 
and the United States, said he, and to every other nation hav- 
ing great distances which enhanced the speed value of air 
transportation, would be the development of long-haul traffic. 


As to the transportation of mail by air, Mr. Pogue said 
that to say that potential mail for the air was limited to what 
was now carried by surface means would be similar to having 
said in 1860 that the potential mail for the first transcontinental 
railroad in the United States was the amount of mail carried 
on the famed Pony Express from St. Joseph, Mo., to the Pacific 
coast. Air mail would supply a demand to carry social and 
business letters, contracts, newspapers, magazines, and parcels 
with a speed that would mean next-day delivery to a large 
portion of the world, he said, adding: 


The greatest advantage of the speed of the airplane for mail is 
realized in the transportation of mail over long distances. In the 
United States, over 20 per cent of air mail in a week in June, 1940, 
was carried 2,300 miles and over. More than 21 per cent, however, 
was carried less than 600 miles, and during the past ten years, one 
of the characteristics of the growth of air mail has been its increasing 
absorption of the relatively short-haul traffic. This is evidenced by 
the decrease in the average haul of air mail from 1,715 miles in 1931 to 
1,382 miles in 1942. This absorption of the short-haul traffic is simply 
another evidence of the incalculable value of time. 


In his concluding remarks, Mr. Pogue said he felt that the 
present per capita overseas passenger traffic would be doubled 
within the ten-year period after the war and that this volume 
traffic, and improvements in airplane performance “promise to 
level present air rates almost immediately to about seven and 
one-half cents per passenger-mile; it is more than likely that 
they will continue to decrease at a lesser rate to five cents and 
proceed more slowly to within a close range of four cents.” 

All domestic and practically all international first-class 
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mail would be carried by air, said he, and that air rates wo, 
be established for second-class mail. An air parcel post wo 
be created, he added. 

Air cargo would contribute to a more rapid development, 
new industrially inactive and remote areas, Mr. Pogue gai 
and that as we moved into this era it was reasonable to expes 
that domestic rates would be cut in half to thirty-five or fon 
cents a ton-mile; that they would decrease comparatiyg 
gradually to around fifteen cents a ton-mile; and would gg 
tinue to press slowly downward. It was also probable, 
added, that revenue from air cargo would exceed that rece 
from passengers. Transoceanic cargo rates would naturaj 
tend to be slightly higher than domestic rates, he said, ay 
that the growth of traffic volume would be slower. 

Mr. Pogue’s lecture covered 49 mimeographed pages, ay 
three added pages of reference notes. In addition to air stati 
tics and trends, the lecture went somewhat exhaustively jn; 
rail statistics, and into transportation history generally, by way 
of background material. 


Air Applications 


An application for authority to institute air transportati 
between the nation’s capital and Dublin, Ireland, was include 
among new applications filed with the Civil Aeronautics Boan 
for airline routes or services. 

Edward G. Bern, an individual, of Great Neck, L. L., N.Y, 
in an application designated as docket No. 1112, seeks authority 
to transport mail, passengers and property in scheduled oper. 
tions between Washington, D. C., and Dublin, using, whe 
available, latest model four-engined aircraft completely equippei 
with automatic direction finders, automatic pilots, two-way 
radio equipment and latest types of motors and propellors. Ty 
applicant said there was now no direct sea or air service le 
tween Ireland and the United States and the public interest ani 
public convenience and necessity had for several years require 
a direct air service between the two countries, due to the “ever 
increasing” community interests. 

Eagle Airlines, Inc., of St. Louis, Mo., a newly-created sub 
sidiary of the Missouri Pacific Railroad Co., and Texas & Pa 
cific Railway Co., in docket No. 1103, has applied for a certif- 
cate to handle airborne commerce over a 6,000-mile network 
the interlacing and interconnecting routes of which paralld 
primary traffic arteries of the two railroads in nine mid-west: 
ern, southern and southwestern states. The proposed airling 
system, it was stated, would link 108 cities, embrace local serv 
ice on 16 separate local routes, and afford through service % 
warranted between cities served by one or more of the route. 
Plans of the subsidiary, it was further stated, also contemplate 
through service to the eastern seaboard, the Pacific coast 
Mexico and northern points by connection with other airlin 
services at its terminal gateways, such as St. Louis, Memphis 
New Orleans, Brownsville, Laredo, El Paso, Pueblo and Omaha 

The subsidiary proposes to use aircraft of types most sult 
able or adaptable to the service to be performed, employing 
both helicopter and more conventional type aircraft, operation 
to begin as soon as equipment, personnel and facilities can be 
procured. Five basic types of service are proposed, those being 
through coordinated air-highway service, through coordinated 
air-highway-rail service, through coordinated air-rail service 
through and feeder service to and from connection with othet 
carriers, and local and through air service. 

A statement issued by the newly formed company said th 
decision of the two railroads to form the Eagle Airlines I 
flected their desire to provide a complete transportation service. 

“The war is making a vast portion of the public air-minded 
and it is felt a considerable number of railroad patrons may 
prefer to make at least some of their peace-time trips by planet 
and also that some shippers will want to send a portion of thell 
freight shipments by air,” said the statement. 

“Our proposed routes are intended to supplement preseml 
rail and highway service. Our railroads believe there will & 
an increasing demand for coordinated transportation and that 
it is their obligation to be in position to provide the public with 
the best and cheapest kind of transportation it desires.” 

Although the planes would be operated by a separate cor 
poration, it was stated that it was intended to utilize the exist 
ing traffic, accounting and other personnel, as well as offices 
and station facilities of the railroads. Present truck and bis 
equipment would be used, wherever feasible, in transporting 
freight, mail, express and passengers between air fields and rail 
stations. 

The subsidiary said it was felt the inauguration of all 
service would contribute materially to giving employment 
men returning from the armed services when peace was Wl 
adding that many men furloughed for war service were now 
serving in army, navy or marine air corps and would retum 
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trained for employment in the new service branch con- 

plated by the railroads. 

Automobile Air Freight Corporation, of Detroit, Mich., 
affliated with Overlakes Freight Corporation and Nicholson 
Universal Steamship Co., has applied to the board for authority 
to institute air transportation of automobiles, trucks, acces- 
sories, etc., in both domestic and foreign commerce. It was 
stated that the applicant’s issued stock was owned by Over- 
lakes, Which company owned and controlled Nicholson Uni- 
versal, both companies being engaged in automobile transpor- 
tation under authority of the Interstate Commerce Commission. 

In application designated as No. 1104, Automobile Air 
Freight seeks a certificate to transport automobiles, : trucks, 
ete. originating at points in Illinois, Michigan, New York, Ohio, 
Pennsylvania and Wisconsin, located within 100 miles of the 
poundaries of the Great Lakes and destined to all points in the 
continental limits of the United States; also general merchan- 
dise, with exceptions, from points in the continental United 
States to points in Illinois, Michigan, New York, Ohio, Pennsyl- 
yania and Wisconsin located within 100 miles of the boundaries 
of the Great Lakes. Applicant said it proposed usage of con- 
ventional planes, helicopters and specialized trailer freight 
planes and such other aircraft as would assure efficient and 
economical performance of the described services; and that it 
proposed to offer through coordinated highway—air service in 
connection with the Great Lakes Forwarding Corporation, and 
through cooruinated water-air service utilizing the facilities of 
the Nicholson company to Buffalo, N. Y., Milwaukee, Wis., 
Duluth, Minn., and Cleveland, O. In its foreign service appli- 
cation, docket No. 1105, applicant proposes to transport auto- 
mobiles, trucks, etc., originating at points in Illinois, Michigan, 
New York, Ohio, Pennsylvania and Wisconsin, located within 
100 miles of the boundaries of the Great Lakes and destined to 
all points in Canada and Mexico; and general merchandise, 
with exceptions, from all points and places in Canada and 
Mexico to all points and places in Illinois, Michigan, New York, 
Ohio, Pennsylvania and Wisconsin, located within 100 miles of 
the boundaries of the Great Lakes. 

Additional applications filed with the board were: 


No. 1106, Western Air Lines, Inc., for approval of acquisition of 
control of Inland Air Lines, Inc., by purchase of 26,977 shares of stock, 
and approval of merger of the latter into the former, or purchase by 
Western of all the assets of Inland. i 

Nos. 1107 and 1109, National Airlines, Inc., for certificate to extend 
route 31 from Jacksonville, Fla., to Kansas City, Mo., and to Detroit, 
Mich., via various intermediate points, in connection with transporta- 
tion of persons, property and mail. The airline asks for a certificate 
to transport persons, property and mail between Jacksonville and the 
terminal points of Washington, D. C., Pittsburgh, Pa., and Cincinnati, 
via intermediate points, in No. 1108, and between Jacksonville and 
Pittsburgh, Pa., and Chicago, Ill., via intermediate points in No. 1113. 

No. 1110, Northwest Airlines, Inc., for a certificate to transport 
mail, passengers and property from Seattle, Wash., to Honolulu, 
Territory of Hawaii, and return. Applicant said that since its incep- 
tion it had planned an air expansion program for the development of 
transportation service for the northwest, and added that the route 
applied for in this application was a necessary and integral part of 
such program. 

No. 1111, Clarence E. Page, of Oklahoma City, Okla., for a certifi- 
cate to transport persons, property and mail between various points in 
Texas, Kansas, Oklahoma, Missouri, Arkansas, Louisiana, Mississippi, 
Tennessee and Illinois, over 65 routes. The application said applicant 
was co-owner and co-director of Oklahoma Air College, Oklahoma City, 
Okla., and Midwest Air School, El Reno, Okla., contractors to the army 
air forces, as army primary training schools. 












































AIR INVESTIGATION ORDERED 


The House has agreed to the resolution authorizing the 
House committee on interstate and foreign commerce to con- 
duct an iinvestigation and study of such matters related to 
present and probable future conditions and developments in 
and affecting air navigation and domestic and foreign air com- 
merce at is may deem advisable. 

Representative Celler, of New York, expressed the hope 
that the committee would consider our merchant marine in 
connection with air transportation. Situations were developing 
daily and would become emphasized after the war “which will 
force us to the conclusion, inevitably, that steamship compa- 
nies, if they are to compete successfully with foreign steamship 
companies, must and should have the right to enter the air- 
Plane field,” said he. 

_ Representative Gearhart, of California, thought the inves- 
tigation ought to be made by an agency of Congress other than 
the House committee on interstate and foreign commerce. 

_ In answer to Representative Poage, of Texas, Representa- 
tive Bulwinkle, of North Carolina, said there was no purpose 
to bring in a recommendation “to extend to aviation the same 
territorial freight-rate differential that exists in the railroad 
freight-rate structure of this nation.” 


























Air Rights for Steamship Lines 


Steamship companies under flags of “our war associates” 
were already preparing to operate air lines supplementary to 
their steamship services, with apparent government approval, 
and it would be short-sighted, therefore, for the government of 
the United States to “hamper American flag operators and the 
American merchant marine by permitting limitations not ap- 
plying to their foreign competitors,” said Thomas M. Wood- 
ward, member of the Maritime Commission, in an address be- 
fore the American Merchant Marine Conference and Propeller 
Club of the United States, in New York City. 

“We have to keep always before us that it is foreign com- 
petition we have to meet and that we do not have complete 
control of the rules under which it operates,” he said. This is 
a 2 aseaigen which should be decided not by the wishes of the 
airlines, or the steamship lines, but by the public interest.” 

In his address he noted that “What of the airplane in con- 
nection with ship operation?” was one of the questions for con- 
sideration at the conference. He added: 


In the opinion of the Maritime Commission, we must not repeat 
the errors of the past where restrictions were imposed on operators of 
one form of transportation against engaging in another form which in 
reality was supplementary and not competitive. Nor must we fail to 
observe the different conditions which govern domestic and trans- 
ocean foreign eommerce. 

As the airplane has developed, it is the opinion of the Maritime 
Commission that it can be a useful supplementary instrumentality in 
steamship operations and thus aid in the development of the American 
merchant marine. There is, and will continue to be, a regulatory agency 
controlling the operation of the airplane. That agency should be free 
as it is now to consider the application of a steamship company to 
operate airplanes in conjunction with of supplementary to its steam- 
ship service. Such application should be subject only to the ordinary 
tests of financial responsibility, of competency, and of public conven- 
ience and necessity. We think there should be no statutory or adminis- 
trative prohibition against such application being entertained on its 
merits merely because the applicant happens to be a steamship com- 
pany. Steamship companies have large traffic departments with traffic 
agencies scattered throughout the country. From the traffic side, a. 
supplementary operation of airplanes could be handled with little or 
no increased overhead. Nor will there be difficultiy in obtaining com- 
petent operating personnel or equipment after the war. With a regu- 
latory body functioning under proper standards, there is no danger 
that the rights of existing or projected air lines would be infringed. 


Loeal Feeder-Pick-Up Air Service 


Representatives for or witnesses on behalf of The Grey- 
hound Corporation occupied or were expected to occupy most 
of the time alloted by the Civil Aeronautics Board for comple- 
tion of testimony at the resumed hearings in connection with 
its investigation of local, feeder and pick-up air services (see 
Traffic World, Oct. 16, p. 927). The board said it hoped to con- 
clude the hearings Oct. 23, though there was a possibility that 
they might run into the first part of the forthcoming week. The 
Greyhound Corporation proposes to institute air services by 
use of helicopters, coordinating the services with present bus 
services. 

Igor Sikorsky, aeronautical engineer, United Aircraft Co., 
Bridgeport, Conn., inventor of the helicopter and first witness 
to testify on behalf of the Greyhound: Corporation, discussed 
the operations and maneuverability of the helicopter. He said 
he was making helicopters for the army now and was conduct- 
ing research in connection with this type of aircraft in the 
Sikorsky aircraft division of United Aircraft Co. The helicopter, 
he said, had now reached the stage of development to make 
14-passenger air busses practical in local air services. As a part 
of the evidence presented, a model of a helicopter air bus con- 
ceived by Greyhound and designed by Raymond E. Lowey, an 
industrial designer, in collaboration with Mr. Sikorsky and his 
chief engineer, was put on display. This conception was re- 
garded as entirely practical by William B. Stout, research engi- 
neer of the Consolidated Vultee Aircraft Corporation. 

Arthur M. Hill, vice-president of the Greyhound Corpora- 
tion, said local air service, a post-war promise in transporta- 
tion, should be entirely self-supporting if its development was 
entrusted to and integrated with the nation’s bus lines, and 
added it would be unsound to subsidize, in any major degree, 
local air transport. He drew a parallel between. the develop- 
ment of the nation’s bus lines and the future of local air trans- 
port, and said that helicopter air busses would bring air travel 
to millions of persons and thousands of communities that now 
lacked that modern form of transportation. 

Mr. Hill contended that if Greyhound, as well as other bus 
lines, were authorized and permitted to develop local air serv- 
ice, no direct subsidy by the government would be required. 

Greyhound’s nation-wide system of bus terminals, garages and 
other facilities, as well as its organization of personnel trained 
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in transportation problems, said he, could be utilized for sup- 
plemental air bus service with very little added cost. No other 
transportation system, said he, could duplicate these facilities 
without tremendous investments. 

Economies of operation that had made busses the most 
inexpensive form of public intercity transportation would be 
available in local air service, he said, stating that in the period 
of ten years prior to the war, the rate of fare a passenger on 
intercity busses had been reduced from 2.4 cents to 1.4 cents a 
mile, although operating costs had increased 35 per cent and 
the investment a bus had nearly trebled. 


Four factors governed the public’s choice of any form of 
transportation, Mr. Hill declared. These were accessibility of 
the service; schedule frequency and dependability; speed, and 
economy. The helicopter operations, as proposed by Greyhound, 
said he, would offer the maximum advantages for trips of from 
50 to 250 miles. The speed advantage of airplanes over heli- 
copters would make airplanes more efficient for trips of over 
250 miles. 


Detailed maps of selected routes in all parts of the country 
over which Greyhound proposed to operate the helicoper air 
busses were introduced. Stops on these routes, which were to 
be integrated with present bus service, were spaced from 25 to 
60 miles apart, and covered nearly 50,000 miles of the 60,000 


miles of routes on which Greyhound busses now operated, it 
was stated. 


Mr. Hill suggested that if the necessary equipment could 
be obtained without conflicting with war requirements, that 
two experimental routes be set up. These experimental routes 
were designated as Washington, D. C., to Roanoke, Va., and 
Detroit, Flint and Bay City, Mich. Neither would compete with 
existing air lines, but their operation would provide operating 
records and statistical data of “invaluable assistance not only 
toward establishing a national system of air busses, but also 
to the military forces in their use of helicopters,” said Mr. Hill. 


Dr. Elmo Roper, marketing consultant, who conducted a 
travel survey for Greyhound, also testified. The witnesses testi- 
fied through the Washington counsel for Greyhound, John R. 
Turney. Testimony was expected by Robert Driscoll, general 


counsel of the Greyhound Corporation, and a number of tech- 
nical experts. 


The Traffie Man 


Editor the Traffic World: 


I am deeply interested in the recent articles dealing with 
the industrial traffic man. 


It is my personal opinion that the reason why the traffic 
manager is not generally recognized is because human beings 
usually follow the line of least resistance. It is not compulsory 
for a traffic man to study transportation and, for that reason, 
he seldom does. The majority of traffic men may believe they 
are “studying” on the job and that ‘‘experience” is the only or 
best way to acquire a knowledge of this vast subject. 

Thank God that the law prohibits a person from practicing 
medicine, dentistry, and other “recognized” professions until 
he has “completed” a full training in a medical or dental college, 
etc., and then is able to prove his ability by passing a state 
board examination. 

Thank God also that there are some very capable traffic 
managers who were able to acquire a pretty thorough knowl- 
edge of traffic management solely by experience. The percent- 
age of these exceptional traffic managers is very small. They 
are usually in high-salaried positions and are recognized by 
their top executives. 

A man can’t sell something he hasn’t got. In other words, 
the majority of traffic men are limited in their ability and are, 
therefore, unable to sell their management on what a traffic 
man can do. 

Traffic men should follow the advice as offered in your 
platform—‘“a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them.” 

Of course, it goes without saying that the majority of 
business executives do not possess technical knowledge of traf- 
fic management or they would see to it that their shipping 
problems were properly managed. The question is, who should 
be educated first, the traffic man or the employer? Which 
came first, the chicken or the egg? could always start quite 
an argument. 

It seems to me that the educated traffic man should come 
first. Optometrists, chiropractors, and chiropodists must pre- 
pare first and practice after graduation. While this is not law- 
fully necessary in transportation, after one finds himself in 
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this field, he should strive to improve himself to the best of his 
ability. I have believed this for over 20 years. 
G. J. Ruby, Freight Traffic Institute, 
Chicago, Ill., Oct. 19, 1943. 


Orchids to the Railroads 


In awarding the credit, where credit is due, 
How about a big hand to the railroad crew? 
From the presidents down to the lowest paid, 
They have accepted their challenge, unafraid. 


Come “hell or high water,” traffic must move, 
Freight cars be classified—in the right groove. 
Civilians, war workers, and troops to transport, 
Material to move from factory to port. 


Tanks, trucks and ordnance, by thousand of tons 
With food for the men and food for the guns. 
All to be moved lest a schedule be lost 

And a convoy delayed at a human cost. 


Roadbeds and bridges all need attention, 

Each job must be done without freight detention 
Motive power be serviced and cars repaired, 
But the flow of traffic must not be impaired. 


The railroad workers are of loyal stock, 
Their pride—that service goes round the clock. 
For they honor their contract. at union pay 
With service above self, in the American way. 


Overtime in the office—overtime in the shop, 

It’s the spirit of freemen—the Axis can’t stop. 

For this war of freedom is a railroad war, too, 
Their gold “C’” for credit is long overdue. 


John B. Davenport, 
Shippers’ Car Line Corp. 
New York, N. Y., Oct. 14, 1943. 





UNIFORM BILL OF LADING FORMS 

The proposed combined or one-writing uniform standard 
bill of lading and way bill forms, which have been held in 
abeyance by the Association of American Railroads because 
of objections that developed after they ‘were issued, are being 
studied by shippers, according to E. F. Lacey, executive secre 
tary, National Industrial Traffic League. e 

“Many specific cases have been referred to the Association 
of American Railroads, either by the League or direct by inter- 
ested shippers, in an endeavor to ascertain the extent to which 
particular accounting forms of industries should be modified 
to conform to the documents under consideration,” said he. 
“It has been surprising to learn that in some cases shippers 
already have adopted and put into practice, in substance, the 
principles involved; also that the one-writing bill of lading-way 
bill advocated by the A. A. R. could be adopted by their in- 
dustries with a slight rearrangement of their own accounting 
forms. Unification in accounting methods is greatly to be 
desired from the standpoint of efficiency and the saving of time 
and expense. 

“Industrial traffic managers are urged to discuss this pro- 
posed one-writing bill of lading-way bill form with their ac 
counting departments for the purpose of ascertaining whether 
or not it could be adopted without any serious disruption of 
their respective accounting methods. A uniform invoice has 
been adopted by many industries as a result of a nationwide 
campaign in the interest of uniformity. The rail carriers, fol- 
lowing the same general plan, are endeavoring to simplify 
way bills and other accounting documents and are seeking the 
cooperation of shippers in the preparation and furnishing of 
bills of lading.” 

Mr. Lacey said compulsory use of the form would be held 
in abeyance pending further study and investigation on the 
part of the League’s bill of lading committee. 


NEW YORK PORT TRUCKING SURVEY 

The new planning division of the port development depart- 
ment of the Port of New York Authority has begun a survey 
of the motor truck terminal needs of the entire port area, 
according to an announcement by Frank C. Ferguson, chalt- 
man. The survey is being conducted by Vincent M. Brody, 
formerly manager of the New York division of Associated 
Transport, Inc., who has joined the staff of the authority. Facts 
as to traffic volume, density and flow, as developed by the sul- 
vey, will be used to lay out plans for unified terminal operation 
of truck traffic for implementation after the war. The plans 
will include a system of coordinated truck terminals and union 
sorting stations which are expected to reduce high costs of 
trucking in the area, 
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. JAdvisory Boards Meeting 
National Association Condemns Legislative Rate-Mak- 

ing, Asks Tax Exemption for Maintenance Funds 
and Scores Military Abuse of Passenger 
Transportation — Shafer Reelected 
(By Robert J. Bayer, Staff Correspondent at St. Louis) 

Near the close of an all-day session, spent in considering 
reports of officers and committees and listening to addresses by 
government and transportation representatives, the National 
Association of Shippers’ Advisory Boards, at its annual meeting 
at the Jefferson Hotel, St. Louis, October 15, adopted a series 
of resolutions giving expression to the views developed. 

’ The first of these expressed the opposition of the associa- 
tion, the membership of which included “men actually direct- 
ing the movement of approximately nine-tenths of all civilian 
freight in the United States,” to “present efforts to put the 
railroad class rate structure of the whole country, or any other 

of the rate structure, in a legislative straight-jacket of ‘uni- 

formity.””” Regardless of sectionalism and ‘without touching 
on political allegations as to sectional discriminations,” the 
resolution continued, “the shippers of the United States, the 
men who are responsible for the movement of commerce and 
whose companies pay the bills, hereby express, through the 
National Association of Shippers’ Advisory Boards, their pref- 
erence for the continuance of the present flexible method of 
making rates, and their profound objection to proposals to sub- 
stitute therefor a rigid framework of specific direction by Con- 
ay 

A second resolution reiterated the position of the associa- 
tion, favoring the complete repeal of land-grant rates, expressed 
ina resolution adopted at its meeting in Chicago last fall. 

The association, in another resolution, urged Congress to 

P. enact amendments to the revenue code to “enable the carriers 
effectively to set up reserves for the post-war restoration of 
the service life of their plant and equipment now being so 
rapidly ‘run out’ under the tremendous pressure of wartime 

andard traffic without adequate opportunity for current replacement.” 

eld in Difficulties of obtaining materials and labor was making it 
ecause necessary to defer much maintenance and repair work, it said. 
being This would have to be made up after the war, it continued, but, 
secre- ineffect, it represented a current operating expense and should 

so be treated ‘‘under the carefully safeguarded conditions made 
ciation possible” by Commsision supervision of carrier accounts. Re- 
inter- serves so set aside should not be “subject to income tax as if 
which they were a profit,” it said. Such “enlightened treatment,” it 
odified said, would create a reserve that would help to provide em- 

id he. ployment in the post-war adjustment period and would “re- 

‘ippers store the carrier plant and equipment.” The resolution said it 

e, the took into account the possibility that “industry in general may 

g-way find itself in position where similar action may be desirable in 

air in- its behalf.” 

unting A strongly worded resolution placed a good part of the 

to be blame for the present difficulty on the part of shippers and 

f time receivers of freight ‘‘to obtain travel accommodations necessary 
to the conduct” of their business on the shoulders of military 

S pro and government authorities. “Constant abuses occur in the 

ir ac unnecessary use of equipment by military authorities,” it said, 

nether and “blanket reservations for other than troop movement weeks 
ion of and months in advance of train departure by military and 

e has other government officials,” were contributing factors. Another 

nwide factor, it added, was non-essential civilian travel, including “the 

s, fol- present practice in some localities of ticket scalping.” The reso- 

nplify lution instructed the association’s contact committee to urge 

ig the on the Office of Defense Transportation ‘and others interested” 
ng of in regulations intended to “eliminate unnecessary cross-hauling 

of passenger equipment,” to institute a “study of the possibili- 
> held ties of assigning all chair car and coach seating space the same 

n the as Sleeping car space,” to require all reservations “not essential 
to troop movement in the line of duty to be fully paid for at 
the time of space reservation,” and to require assessment of a 
percentage of the cost of the reservation unless surrendered 

»part- a designated period of time prior to train departure.” 

urvey _Other resolutions expressed the gratitude of the association 

area, to its national contact committee and the more than 500 car 

-hair- Conservation efficiency committees operating throughout the 

rody, Country. All of the resolutions were adopted unanimously, on 

“iated the recommendation of the resolutions committee, of which 

Facts Joseph P. Gudger, traffic manager, Gulf Oil Corporation, Hous- 

tee ton, Tex., was chairman. 

nian George H. Shafer, general traffic manager, Weyerhaeuser 
are Sales Company, St. Paul, Minn., president of the association, 
ts of presided. He made a brief report, as also did C. J. Goodyear, 





traffic manager, Philadelphia and Reading Coal and Iron Com- 
pany, Philadelphia, Pa., secretary. The latter read the report 
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of the board of directors, which discussed a number of things 
in addition to matters later to be brought up in reports of 
standing committees. 


Report of Board of Directors 


The report of the board said that, pursuant to a resolution 
adopted a year ago, officers of the association had conferred 
with representatives of the O. D. T., the Commission, and the 
Association of American Railroads on what the association 
could do to assure allocation of materials for necessary rail- 
road purpases. They had been informed, the report said, that 
“assurances had been given of increased allocations of material 
for carrier purposes just as quickly as these materials coyld 
be spared from critical military needs, and that additional 
activity, particularly such as might be exerted through political 
pressure, was not at the time advisable and would not assist 
in reaching the end which we all seek.” The association had 
no power to forbid regional boards from taking further action, 
the board of directors said, but it “earnestly requested” that 
they not do so. If their help was needed, it said, the associa- 
tion’s board of directors would ask for it. 

The board had before it a resolution favoring the repeal 
of the three per cent tax on transportation charges. It tabled 
that resolution. It also considered the question of unnecessary 
tracing and the use of expediters or personal car tracers, but 
decided that investigation in cooperation with the A. A. R. 
should be conducted before acting. It “pledged support” to 
efforts for the elimination of reweighing and light-weighing of 
cars and to a continued campaign for complete unloading and 
cleaning of cars. On the matter of six-day weekly unloading, 
it reached the conclusion that the problem was “almost en- 
tirely confined to a few of the larger and more congested 
cities and that action on anything like a national basis’ was 
“undesirable, impractical, if not entirely impossible.” A pro- 
posal to endorse the new unit bill of lading, waybill and freight 
bill, was tabled. It recommended that such regional boards as 
do not have them, establish passenger traffic committees. 


Perfect Shipping Month 


The board of directors, the report said, adopted a motion 
for “a vigorous Perfect Shipping Month campaign to be con- 
ducted in 1944.” It urged “that the carriers should be called 
on for increased cooperation in this program,” and that liter- 
ature “should be produced and distributed considerably earlier 
than has been the case in recent years.” It suggested “that 
the advertising of the Association of American Railroads and 
individual carriers during the month of April should give 
prominence to this campaign,” and that the campaign’s man- 
agement committee give “particular attention to the problem 
presented by second-hand containers.” The report was adopted. 

The report of E. A. Jack, general chairman of the manage- 
ment committee for the 1943 Perfect Shipping Month Campaign, 
read by W. B. Shepherd, in the absence of Mr. Jack, said 
statistics indicated that campaign to have been the best yet 
conducted, in spite of the fact that it was carried out “under 
hectic conditions growing out of the war effort.” There were 
243 meetings in 203 cities in 1943 as against 219 in 185 cities 
in 1942, he said; shipper attendance at those meetings was 
10,734 and total attendance 19,206 in 1943, compared with 9,681 
and 15,180, respectively, in 1942. The railroads also held many 
meetings among their employes, he said, bringing the total at- 
tendance at all meetings in 1943 to 51,005 as compared with 
33,501 in 1942. He commented on the “tremendous amout of 
publicity” the 1943 campaign received in “trade journals 
and newspapers.” The response to the contest for a “Creed 
of the Good Shipper,” he said, although “disappointing in 
quantity and quality,” nevertheless aroused considerable inter- 
est and indicated to him that, if it were repeated in 1944, 
it would arouse greater interest. He also spoke of the necessity 
for greater attention to the growing use of second-hand ship- 
ping containers. 

W. H. Day, manager, transportation department, Boston 
Chamber of Commerce, chairman of the national contact com- 
mittee, reported generally on conferences with the O. D. T., 
the Commission, and other government bodies, adding that the 
reagueatiy those meetings was such that no detailed report could 

e made. 


Dunnage Allowance 


Charles Donley, president, Donley Shipping Agency, Pitts- 
burgh, Pa., reporting as chairman of the dunnage committee, 
said that the present watchword, “conservation,” demanded 
that “that old, rusty, broken-down, unpopular casualty—dun- 
nage in closed cars”—again be brought before the association. 
He said the committee was “tired of it, disheartened, almost 
ready to quit; but a good cause with so many supporters dies 
hard.” Dunnage, he said, was definitely a factor in conserva- 
tion. He spoke of the change in Rule 30 of the Consolidated 
Classification, made since the last association meeting, as the 
“sleeves from the vest” given to the shippers by the railroads. 
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Under the change, he said “the railroads required more revenue 
for hauling more ee if they were to give the shipper free 
carriage of dunnage, but surely the question of conserving the 
load by the use of dunnage was also an important factor for 
consideration.” If, however, he continued, the weight was to 
be the controlling factor, the shipper had already contributed 
in a general increase of carload weights and a concomitant 
increase in railroad revenue. He referred to a statement, by 
A. F. Cleveland, traffic vice-president. of the A. A. R., that 
that association did not make the dunnage and other rules. 
His committee knew, he said, that those rules were made by 
the railroad traffic officers, but the regional boards had been 
“accustomed to dealing with the A. A. R. and its officers” 
and his committee felt that “there should be no different pro- 
cedure when progressing the question of dunnage.” 

Dunnage was used “to protect lading and to conserve it 
to the mutual advantage of carriers and their customers,” said 
he. “Therefore, the cost of the dunnage and the expense of 
transporting it should be borne by both.” 


Car Efficiency Committees 


Carl Giessow, director of traffic, St. Louis Chamber of 
Commerce, conducted an “information please” session, in 
which he called on representatives of each of the thirteen 
regional boards to tell about car efficiency work in his area. 
Those who participated were: 


W. B. Shepherd, assistant traffic manager, Aluminum Company of 
America, Allegheny Board; C. H. Vayo, general traffic manager, East- 
man Kodak Company, Rochester, N. Y., Atlantic States Board; John 
A. Reed, president, Wyoming Wool Growers’ Association, Kemmerer, 
Wyo., Central Western Board; Allen Dean, manager, traffic bureau, 
Detroit Board of Commerce, Great Lakes Board; A. H. Schwietert, 
traffic director, Chicago Association of Commerce, Midwest Board; 
W. H. Day, manager, transportation bureau, Boston Chamber of Com- 
merce, New England Board; J. G. Mann, traffic manager, Northrup 
King and Company, Minneapolis, Minn., Northwest Board; R. H. 
Hagerman, traffic manager, National Cash Register Company, Dayton, 
Ohio, Ohio Valley Board; Leroy D. Owen, vice-president, Westland 
Warehouses, Inc., Pacific Coast Board; N. D. Smith, western zone 
traffic manager, Weyerhaeuser Sales Company, Pacific Northwest 
Board; R. A. McCaffery; sotthern traffic manager, United States Pipe 
and Foundry Company, Birmingham, Ala., Southeast Board; J. P. 
Gudger, traffic manager, Gulf Oil Corporation, Houston, Texas, South- 
west Board; E. F. Ledwidge, general traffic manager, Granite City 
Steel Company, Trans-Missouri-Kansas Board. 


Fletcher on Legislation 


The resolutions on land-grant repeal, exemption from tax- 
ation of funds for deferred maintenance, and legislative rate- 
making were drawn after a discussion of pending transporta- 
tion legislation by R. V. Fletcher, vice-president, A. A. R. He 
dealt with those three matters at some length. Deferred main- 
tenance, he said, was running $250,000,000 a year for roadway 
and structures alone. As to other matters affecting railroad 
taxation, he said the railroads would like to “have an amend- 
ment to the revenue act which would prevent the Bureau of 
Internal Revenue from arbitrarily reducing the figure represent- 
ing investment by large amounts of alleged accrued deprecia- 
tion, not representing actual loss of value, but a figure which 
is purely theoretical, based on the straight-line theory of depre- 
ciation used by the Commission in its valuation statistics.” 
Land-grant rates brought about the need for another change 
in the tax laws, he said, because of differences of opinion as 
to what constituted military and naval property. It was 
conceivable, he said, that, some years from now, the railroads 
would be called on “to refund huge sums of money at a time 
when they are far from being in ample funds.” He advocated 
legislation “similar to that which applies in the renegotiation 
of contracts, under which, if refunds are made to the govern- 
ment by reason of the land-grant provisions, the tax should be 
recalculated as of the year when the money was received by the 
railroads.” This, he said, was “a perfectly fair proposition 
about which Congress should not hesitate.” 

It was “reasonably clear,” he said, that Congress would 
“soon remove the discrimination now existing as to the tax 
on transportation performed by the Federal Barge Lines.” 

He discussed efforts of the Department of Justice to obtain 
indictments against rate bureaus, railroads and individuals 
because of rate-making activities. Although they had been 
suspended, he said, it was “by no means certain that the efforts 
will not be made to revive these prosecutions as soon as the 
war ends.” Because of that “menace,” he said, legislation 
should be adopted to provide that the Commission e rules 
for the regulation of rate bureaus and committees. The rail- 
roads favored bringing this about by the adoption of the Bul- 
winkle bill, H. R. 2720, he said, and hoped that the “views 
of the extremists,” represented by the Wheeler bill, S. 942, 
would not prevail. - 

_ Most railroads opposed S. 874, which would obligate car- 
riers to offer securities to the highest bidders at public invita- 
tion, he said. The opposition came from the conviction that 
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“in many if not in most cases,” it was “absolutely neceggp 
for railroad management to consult financial experts as to 4 
state of the market so as to determine just what form nee, 
borrowings should take.” Restrictions for the railroads yyy 
the proposed legislation, he said, was comparable to requir) 
individuals to ask for bids when they needed personal loan 

The railroads were also opposed to the Stewart bill, S, gyi 
which would require them to “set aside in a special fund 
amount equal to depreciation charges” for use for repair a 
replacement of property and equipment, and would also requiy 
the setting aside each month of a percentage of money my 
“to pay operating deficits that may occur in later months,” gjj 
he, adding that the latter provision “would make the payme 
of dividends impossible. The legislation was unnecessary, } 
said, and “some discretion must be lodged in the manageme 
for the disposition of revenues and earnings.” 


He said he did not believe that the St. Lawrence waterway 
the Florida ship canal, the Tombigbee canal, the Beaye, 
Mahoning project, the Trinity River improvement, “and simi 
controversial and objectionable water projects” would be a 
proved in the new rivers and harbors bill, but that these ma, 
ters would “have to be watched closely, since the zealous ady. 
cates of the St. Lawrence waterway and similar schemes sley 
only on their arms.” 

Turning then to aeronautics, he said the railroads disf,. 
vored legislation which would have the effect of continuin 
restriction on railroad ownership of air lines. That opened 
the whole question of “permitting one form of transportatin 
to engage in another, in the interest of securing a coordinate 
and integrated system of transportation,” he said. The Boar 
of Investigation and Research was to make recommendation 
as to the “sphere in which each form of transportation ca 
economically function,” but no one knew what would come 
those recommendations, he said, adding: 

“I do believe, however, that the time has come when Con 
gress and the country must look at the transportation problem 
as a whole and formulate a policy which will result in tk 
functioning of transportation companies, with authority to mow 
traffic offered them in any way which the patron may desire, 
taking into consideration such factors as economy, speed ani 
convenience.” 
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Williamson Speaks 


Col. W. J. Williamson, chief, traffic control division, Army 
Transportation Corps, spoke on “The Military Transports 
tion Situation,” in place of Maj. Gen. C. P. Gross, chief d 
transportation, U. S. Army, who was unable to be present. He 
objected strongly to what he called the “carping critics,” wh 
blamed the government “for some bad or inefficient transpor 
tation practices.” On the other hand, he found fault with th 
railroads for rough handling, which he termed “a very prolific 
cause of damage,” and with practices of shippers in “loos 


loading” of some commodities, “instances of inadequate block or heg 
ing and bracing” and improper packing, which he said welt Mber cen 


other causes of loss and damage to military freight. If t 


He said some of the “high officials” in the association ani Mt equi 
the regional boards were “guilty” of criticising government ey 
transportation practices, and said he wished “they would name edly “a 
the federal department or agency they have in mind and als By ou4 
cite the case specifically and not deal in generalities.” Such Bhauing 
accusations, he said tended to “sabotage the war effort and Mwithin 
aid the enemy.” When the War Department and other govern #doubte 
ment agencies made a mistake, he said, those who objected Miles du 
should tell that department and should not spread accusations gitar? 
adding that “anything which tends to create suspicion or al ame 
tagonism between ourselves is a helpful blow in favor of the # oo 4i., 
Axis powers.” 

He said his department was at present, “more than eve L 
before,” stressing “the-proper utilization and prompt unloading Bment, 
of equipment” and cited the efficiency with which traffic wa Bquire 
being handled at the ports as an example of how well the quart 
work was being handled. He also described the method it used 









serva 
of insuring efficient use of equipment at domestic camps, depots Bwoul 
and other Army installations. He said that, in six months, the Bthese 
department had accomplished much in the reduction of cross Bposse 
hauling and “wasteful transportation,” but pointed out that the Bthis , 
processing of some commodities, particularly lumber, made §surp! 
“cross-hauling and long-hauling inevitable.” The War Depart mo: 
ment’s stock control procedure was doing much to reduce trans § moti 
portation waste, he said, and there was ‘“‘a wide field of oppo! 
tunity outside of the War Department for the application of 
suitable remedies and adjustments.” 

He discussed the system for handling troop movements. Btena 
“Misinformed” persons might think there were a “lot of Ul Btion 


necessary troop movements,” he said, but “steps have beet 





taken long ago to reduce cross-hauling to a minimum and Gof s 
coordinate the flow of troop movements to the maximum COM @ said 
sistent with military necessity.” to ¢ 


He referred to an intrease in astray shipments saying that, 
under present: conditions, there was some excuse for that 
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However, he added, “haste and inexperience” were 
and “improper, inadequate, duplicate and confused 


& 


as 


mn bell Me ngs, operational errors or failure of identification due to 
ds separation of shipments from revenue billing and shipping 
re if iocuments” were “contributing causes.” Many astray shipments 
alt wre due “merely to neglect of giving notice of arrival or the 
ll, §. animgnoring of such notice by consignee when received,” he said. 
fund “ul” ~The War Department “has consistently advocated and pio- 
pair animpeered the use of direct routing,” he said. He referred to “a 
On “Mmotter recently printed in one of our transportation publications 
e equi ith the statement that the War Department routed cars 
xt » —4i round ‘Robin Hood’s barn’ in order to work in land grants.” 
paymenggerhat accusation was “utterly ridiculous and untrue,” he said, 
ssary, } since the War Department has worked out*equalization agree- 


ments With the carriers protecting movement via direct routes 
yen though land-grant routes may be circuitous, and in those 

instances wherein it is necessary to use circuitous routing in 
ate der to avail the government of land-grant deductions, such 
Beaver sutings are avoided in the interest of maximum over-all trans- 
d simil nrtation efficiency.”’ This was done, he said, “regardless of 
Br Ye few cents which may be occasioned in movement by a 

me itous route.” 

US adie ~The War Department recently “tightened its policy with 
nes slg ocnect to use of direct routes despite solicitation efforts of 
srious carriers in attempting to secure business on which they 
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+ were not in a position to perform the most direct service,’ he 
lng ai ddin Pd 
pened d, adding 
Dortation Many carriers have not forgotten their peacetime methods of solici- 
rdinated mtation which are briefly summed up by the statement ‘‘get the car 
1e Boar egardiess of circuity just so long as rates apply.’’ A policy of equit- 


able distribution between the various rail carriers according to their 
abilities to render service has been followed. No specific solicitation is 
allowed and traffic is allocated to a carrier’s line from the standpoint 
of a system as a whole rather than from traffic to and from a par- 
cular installation. Personnel of the War Department do not have to 
be solicited either through direct application or through wining and 
dining in order to secure War Department business. An attempt is 
made at all times to give every carrier a fair break with respect to 
ts division of War Department traffic according to its abilities to 
perform service necessary to the prosecution of the war effort. 

The tightening car supply situation has given rise to attempts, 
poth on the part of carriers and shippers, to influence routing of War 
Department traffic according to cars supplied by a particular carrier. 
should like to say that it has always been the policy of the War 
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n Ary Department to allocate traffic to each individual carrier on the basis 
ns rta- of its system lines as a whole rather than according to traffic handled 
nspo. in competition with other carriers from any particular installation or 
chief of industry. If a carrier fails to receive an equivalent number of loads 
ent. He Moutbound from an installation for equipment furnished, it will be 
*S,” whd Micompensated, if not immediately at least in the long run, for such 
ranspor @iieficiency by traffic allocated for movement from other points served 
with the My the carrier in question. We depend upon the Association of Amer- 
i can Railroads, representing all rail carriers, to provide necessary 
1 a equipment for War Department mcvements. It is also apparent that in 
e block A ost instances, even though a carrier may have equipment available for 
id wae placing oe re ore sagas ae Se, usually ninety 
: per cent o w e cars of foreign ownership. 
If the War Department attempted to allocate traffic on the basis 
‘ion and mf equipment furnished, it would encounter constant difficulty in super- 
ornment Mlicitation of carriers attempting to obtain business through furnish- 
ld name ing of equipment more promptly than their competitors and undoubt- 
nd also edly much wasteful use of motive power and transportation facilities 
” Such would result. If a carrier’s representative considered that through 
| hauling empties several hundred miles or making a special switch 
ort and within a terminal he could get a certain movement, this would un- 
govern Mdoubtedly be done, thereby abusing the nation’s transportation facili- 
»bjected ties during this critical war period. The War Department at all times 
isations, @attempts to give a fair break to each carrier in the distribution of its 
or an @affic and it is not thought necessary to route traffic over a carrier’s 
- of the lines just because it appears to have cars available for loading at a 
Particular time while its competitors do not. 

7 Sing Discussing future War Department transportation require- 
fe ment, Col. Williamson said that the fourth-quarter, 1943, re- 

ia quirements would run 50 per cent over those for the fourth 
re used @oUwTter of 1942. This would call for the “utmost in car con- 
‘ i servation and turn-arounds,” he said, adding that those efforts 
‘“ would “be of no avail unless the carriers themselves move 
- these cars with the greatest possible expedition while in their 
1 oa possession.” Lengthening of schedules “by a few hours over 
hat de this country will have a tendency to dissipate the entire existing 
», mam pcrplus,” he said. He said the War Department supported 
eo Most vigorously” the carriers’ request for more manpower, 
prio Motive power and equipment.” 
tion of Buford on the Transportation Situation 
»metith Mt Charles H. Buford, vice-president, operations and main- 
of vm department, A. A. R., speaking on “The Transporta- 
e han Situation,” said he saw no reason in the offing for trans- 
ond poration priorities, He expressed gratitude for the cooperation 

come of shippers in helping the railroads avoid congestion which, he 
m said, was a danger that could “do more than any other thing 
that, wqompletely demoralize transportation.” The railroads knew 
hat ite appreciated the fact that shippers were “spending large 
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sums of money for additional employes and overtime work 
to load and unload cars quickly, to put heavier loads in cars 
and to do many other things that are helping the situation.” 
Some shippers were discouraged, he said, because, after exerting 
all their efforts, they observed cars “standing around empty 
after they have been unloaded.” He said they should not be 
discouraged, “because necessity will force a change and im- 
provement in car handling.” 

The manpower shortage was “the most serious problem 
confronting the railroads today,” he said. Added to it, he con- 
tinued, was a “widespread feeling of dissatisfaction and unrest” 
which was reducing rail employe efficiency. This came about 
because the employes felt they were “entitled to more money,” 
although an increase in wages was “contrary to a government 
policy designed to avoid inflation.’ He said “an early and 
amc Fd satisfactory settlement of this dispute would be 

elpful.” 

It was his opinion, he said, that the rail transportation 
load was “rapidly approaching its peak.” He predicted a 6 per 
cent increase in ton-miles in 1944 over 1943, and said that, if 
1200 new locomotives and 40,000 new freight cars were de- 
livered by October 1, 1944, and the manpower problem “prop- 
erly and intelligently handled,” the railroads would be able 
to handle the peak period of the 1944-1945 winter “with much 
less difficulty than will be encountered this year.” 


Officers Reelected 


The nominating committee, Mr. McCaffrey, chairman, pre- 
sented the names of the incumbent officers for reelection. They 
were unanimously reelected, as follows: 


President, G. H. Shafer, general traffic manager, Weyerhauser 
Sales Company, St. Paul, Minn.; vice-president, W. H. Day, manager, 
transportation department, Boston Chamber of Commerce, and Carl 
Giessow, director of traffic, St. Louis Chamber of Commerce; secretary, 
C. J. Goodyear, traffic manager, Philadelphia and Reading Coal and 
Iron Company, Philadelphia, Pa. 


Luncheon Session 


Speakers at the luncheon, at which over 600 were present, 
were Director Eastman (see Traffic World, October 16, p. 942), 
John J. Pelley, president of the A. A. R., and Commissioner 
Johnson. Mr. Pelley recalled his predictions made at the 
Association’s meeting last year and added some for the coming 
year. He spoke as follows: 


One year ago, lacking one day, I told this Association of Shippers’ 
Advisory Boards that, in the next twelve months, the railroads would 
be called upon to carry from 10 to 15 per cent more ton-miles of freight 
traffic. The actual figure of increase has been 14 per cent. 

I told you then that the increase in passenger traffic would be 10 
per cent or more. That ‘‘more’’ is all that saved the prediction, -for 
the actual increase has been 60 per cent. 

I told you that to handle the increase in traffic then anticipated, 
the railroads would need 900 new locomotives, 80,000 new freight cars 
and 2,100,000 tons of new rail. They got 664 new locomotives, 27,369 
new freight cars and 1,600,000 tons of new rail. 

I said then that even if we got this new equipment there would 
still need to be a 7 per cent increase in the transportation for each 
locomotive in service, and an increase of 6% per cent per car. The 
actual: increase in output has been 6.8 per cent for each locomotive 
and 9 per cent for each car. 

So much for the record since your meeting a year ago. You are 
more interested, though, in what’s ahead for the next twelve months, 
as nearly as we can see it. 

Our estimate for traffic is an increase of 6 per cent in freight 
ton-miles and an increase of 15 per cent in passenger-miles. 

To handle such an increase, the railroads now have on order 40,092 
freight cars, with 7,791 to be ordered, making a total of 47,883 addi- 
tional cars. Of this number 30,618 have been scheduled for production 
by the War Production Board. There are on order 1,218 new loco- 
motives, with 64 more to be ordered—a total on order of 1,282. Of this 
number, 1,122 have been scheduled for production, but, unfortunately, 
production is falling behind the schedule. 

What, then, are we—-and by we I mean not only railroads but 
also shippers and the government agencies—what are we going to do 
to meet the anticipated increase in traffic? 

We are going to tighten up on transportation performance all along 
the line, and in every detail. We've got to. A goal of a 10 per cent 
improvement in transportation performance has been set. The goal 
has purposely been set high, with the-thought that wherever it can 
be done, we shall hit it. Where it can’t be done—well, we’ll shoot at 
the moon and hit a star. We've got to have—absolutely got to have 
if we are to meet the nation’s needs—an increase in transportation 
output of at least 3 per cent per locomotive and of at least 2 per cent 
per car. 

Even that isn’t going to be easy to do on top of the great gains 
in efficiency accomplished in the past twelve months. It is going to 
require the closest attention on the part of shippers and railroads 
and continued cooperation from the government. It is going to take 
the same sort of work which you shippers and the railroads have been 
doing, only more and more of it, and better. It will be hard to do, 
but the record of what cooperation and hard work have done since 
war started four years ago shows that it can be done. It can be done— 
and it will be done. 


Commissioner Johnson said there was a tendency among 
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railroad men and shippers to pay no attention to his cries 
of “wolf’? because he had uttered them so often in the past. The 
difference between his cries and those of the boy in the fable, 
however, he said, was that every time he had called “wolf,” the 
wolf had really been there and transportation had only barely 
succeeded in keeping out of its reach. Much of what he had 
to say was a plea for the support of the administration in 
its war effort and its general policies. 

Mr. Giessow presided at the luncheon and Mr. Shafer was 
toastmaster. More than 300 registered for the business meeting 
but no segregation was made between those residing in St. Louis 
and those attending from other cities. 

The Association of American Railroads, arranged two radio 
broadcasts in connection with the meeting. They were directed 
by Albert R. Beatty, manager, public relations, A. A. R. On 
the evening of October 14, the participants were Warren C. 
Kendall, chairman, car service division, A. A. R.; Col. E. C. R. 
Lasher, deputy chief of the traffic control division, U. S. Army 

rtation corps, and Mr. Shafer. On the afternoon of 
October 15 the participants were Director Eastman, Commis- 
sioner Johnson and Mr. Pelley. The programs were arranged 
in question and answer form, dealing, in a popular vein, with 
the railroads’ wartime performance. 


Revenue Ton-Miles 


Class I railroads handled about nine per cent more ton- 
miles of revenue freight in September, than was handled in 
the corresponding month of 1942, according to a preliminary 
estimate prepared by the Association of American Railroads. 

“In the first nine months of 1943, Class I railroads per- 
formed approximately 17 per cent more revenue ton-miles of 
service than in the same period of 1942, 58 per cent more than 
in the same. period of 1941, and 131 per cent more than in the 
first nine months of 1939,” said the A. A. R. 

“The following table summarizes revenue ton-mile statis- 
tics for the first nine months of 1943 and 1942: 


Revenue Ton-Miles of Freight 

Per Cent 

Increase 
19.2 
10.0 
9.0 


16.8 


1942 
347,112,442,000 
58,626,310,000 
58,155,496,000 


463,894,249,000 
a—Revised estimate. 
b—Preliminary estimate. 


; ROLLING STOCK ADDITIONS 

Class I railroads on October 1, as reported to the car 
service division, had 28,896 new freight cars on order, the Asso- 
ciation of American Railroads announced. On the same date 
last year they had 36,437 on order. 

Of the total number on order on October 1, this year, there 
were 7,008 plain box, 2,825 automobile box, 3,294 gondolas, 
12,812 hoppers, 1,200 refrigerator, 200 stock, and 1,557 flat cars. 

Railroads also had 1,067 locomotives on order on October 
1, this year which included 468 steam, three electric, and 596 


Revenue Freight Loading 


Revenue freight loading the week ended October 16 totaled 
912,328 cars, according to the Association of American Rail- 
roads. This was 6,052 cars or seven-tenths of one per cent 
above the preceding week, 11,077 cars or 1.2 per cent above 
the corresponding week of 1942 and 10,556 cars or 1.2 per cent 
below the corresponding week of 1941. 

Statistics prepared by the A. A. R. car service division 
follow: 


Revenue Freight Car Loading—Week Ended Saturday, Oct. 16 


Coal 
176,615 
164,220 
167,617 
Preceding week October 9 179,333 
Per cent increase over 3 7.5 
Per cent decrease under 1942 
Per cent increase over..... ee pay . " 5.4 
Per cent decrease under.......... 1941 
f 1943 6,905,862 
Cumulative 42 weeks to Oct. 16. lisa 6,762,171 
1941 6,061,470 
21 
Per cent decrease under......... .1942 


13.9 
Per cent decrease under.......... 1941 


Per cent to 15 years’ average 109.4. 
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Diesel locomotives. On October 1, 1942, they had 840 log 
ji me order which included 314 steam and 526 electric » 
iesel. 
Class I railroads put 20,432 new freight cars in servigg 
the first nine months of 1943, compared with 56,081 in the g 
period last year. Those installed in the nine months of 4g 
included 9,621 hopper, 7,721 gondola, 2,085 flat, 135 automo}ililern 
box, 816 plain box, four refrigerator, three stock, and 47 »; 0, D 
cellaneous freight cars. rreigl 
_ They also put 483 new locomotives in service in the fimiwith Ge: 
nine months this year, of which 298 were steam, 15 electil-ovoked. 
and 170 Diesel. New locomotives installed in the same pe nder the 
last year totaled 575, of which 232 were steam and 343 wp The 
electric and Diesel. npether 
The O. D. T. also reported 50 new locomotives on onjiicpecial | 
on October 1, and 18 new locomotives installed in the first nigimgne pro 
months of this year by other than Class I carriers. This bringiMor rai 
the total of new locomotives on order on October 1 to 1117 ayfictowing | 
the number installed in the first nine months to 501. iat inter? 
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CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 14% The 
freight cars for the week ended Oct. 16, according to the ogming that 
service division of the Association of American Railroads, puse 1S 
was made up as follows: Plain box, 4,445; auto box, 368; figgmglass C0 
538; gondola, 1,475; hopper, 1,232; and miscellaneous, 6,185, oo 

ouseho 
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CONTAINER RE-USE PROGRAM 

The first of a series of meetings in a campaign to prom 
the re-use of shipping containers, sponsored by the containey 
division of the War Production Board was held at New Yor 
October 18. More than 800 representatives of industry in thy 
area attended. Frank J. Hynes, assistant director of the diy 
sion, told of shortages of materials and manpower that madi geiverie 
it necessary to adopt a program of extreme conservation iMmorigin tc 
containers of all kinds, including cartons, boxes, crates, barred The 
and metal and glass containers. He showed slides de . to clarif 
methods of opening, storing and re-using containers. He the ben 
receivers of goods and merchandise should adopt one of thr ae 
plans. The first was to handle the containers carefully and Wi oor 
return them in quantity to the manufacturer from which tha MR sicies 
were received, via the same transportation route, if has led 
The second was to re-use the containers in the receiver’s om@™ dealers 
plant, and the third was to sell them to a used container deale, 
Some manufacturers were offering attractive prices to thet 
customers for the return of containers, he said. 

Similar meetings were scheduled for Boston, October 1¢ 
Chicago, October 22; San Francisco, October 26; Dallas, Octo 
ber 29, and Atlanta, November 2. 
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FIBRE CONTAINER SHORTAGE less st 

Users of new fibre shipping containers may exceed neithe Hbe “ec 

their footage nor their tonnage quotas; both restrictions ar jrequir 
effective, says the War Production Board containers divisin 
In view of misunderstandings of quota restrictions on nef 
fibre shipping containers which are set out in paragraph (i) d 

Limitation Order L-317, issued October 11 (see Traffic Worli , 

Oct. 16), the containers division issued the following statement: eo 


Restrictions on quotas of new fibre containers for packing certaigftion ¢ 
products, listed in schedule (C) of order L-317, provide that total cm trans} 
tainer-board content of new fibre containers used by any user shall WO pH 
exceed either his footage quota or his tonnage quota. This means thi rent] 
users may exceed neither their footage quota (area) nor their tonnag 
quota (weight) in any three month period. However, paragraph (1) @ Ange 
the order provides for one exception to this rule. It permits users wm "ana 
exceed their tonnage quota (weight) in order to complete a minimm s 
pack but under no circumstances are they permitted to exceed thei appoi 
footage quota (area). 
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0 loomiivew Loading Order 


ir The Office of Defense Transportation has issued General 
order O. D. T. 18A, effective November 1, superseding General 
neder O. D. T. 18, revised, as amended, and incorporatin 

sial directions O. D. T. 18A-1, 18A-2, and 18A-3, and genera 
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vermit O. D. T. 18A-1 issued concurrently. General Order 
) DP, T. 18 revised established loading requirements for carload 
rreight. Outstanding special directions issued in connection 
1 the figwith General Order O. D. T. 18, revised, as amended, are 
> elect evoked. Loading requirements are substantially the same 


nder the new order as under O. D. T. 18 revised. ; 
The new order, directions, and permit were issued to bring 
gether all outstanding special directions and general and 


ON OndMMcpecial permits and to clarify administration of the order. 
first nigmone provision not in O. D. T. 18, revised, makes it possible 
his brinifor rail carriers to publish tariffs regarding charges for re- 
1117 avfstowing and rebracing of carload freight when partly unloaded 


at intermediate destinations to apply on carload freight con- 
slidated in a single car by not to exceed three consignors. 


LOCAL DELIVERY RESTRICTIONS 


; of The Office of Defense Transportation has announced a rul- 
(0 the aiming that the pick-up of empty bottles by dealers’ trucks for 
roads, suse is in line with the government’s campaign to conserve 

368; fig containers, and is not prohibited by delivery limitations. 
, 6,185 “Retailers making deliveries of foodstuffs or beverages to 


household customers, under nation-wide delivery restrictions 
which became operative October il, are permitted to collect 
empty containers so long as no additional mileage is operated,” 
mit said, adding: 

Consequently, the only restriction on the number of collections 
from household customers is the provision limiting the number of de- 
“Miiveries of commodities to the customers. Pick-ups from a designated 
central collection point are limited by provision which prohibit special 
Hie deliveries and more than one delivery a day from any one point of 
origin to any one point of destination, with certain exceptions. 

The O. D. T.’s interpretation of its delivery restrictions was made 

to clarify the problem of collecting empty bottles by motor truck, for 
the benefit of dealer and customer, and in furtherance of the bottle 
conservation program. 
The order restricting local deliveries by motor vehicle, intended to 
conserve and maintain existing stocks of tires, motor parts, and the 
vehicles themselves to insure continued adequate service to the public, 
has led to some question as to how empty bottles may be returned to 
dealers for reuse. 


“COMPOSITE” AND STEEL FREIGHT CARS 


The War Production Board and the Office of Defense Trans- 
portation have under consideration a recommendation of the 
Association of American Railroads that approval be given for 
construction of all-steel freight cars such as were made 20 or 
25 years ago instead of the “composite” freight cars in which 
less steel has been used. The steel situation is understood to 
be “easier” than it was, and, it is urged, the steel cars would 
tequire fewer men to build and maintain. 


oO. D. T. APPOINTMENTS 


The Office of Defense Transportation has announced the 
appointment of Edward K. Garrison, of San Francisco, Calif,, 
as Pacific coast regional manager of the tank car service sec- 
tion of the O. D. T. division of petroleum and other liquid 
transport, replacing Eugene W. Jackson, who resigned from the 
0. D. T. in September to return to private industry. Concur- 
tently, the O. D. T. announced the establishment of a Los 
Angeles field office of the tank car service section under the 
Management of Forrest O. Moore. ’ 
Shippers and the O. D. T. would benefit by Mr. Garrison’s 
appointment, said the O. D. T., because of his knowledge of 
tank car operations and his wide acquaintance gained through 
40 years’ service with the Chicago, Milwaukee, St. Paul & 
Pacific Railroad as general agent in various parts of the United 
States. In the last year and a half, Mr. Garrison has directed 
shipments of vegetable oils and lend-lease food products for 
the War Food Administration, the O. D. T. added. 

The regional office, which would have jurisdiction over the 
States of California, Oregon, Washington, Utah, Nevada, Ari- 
zona and Idaho, would act as a service organization to aid 
Shippers in “securing adequate tank car service,” said the 
0. D. T. It said that Mr. Moore, who would hold the position 
of district manager, had had 20 years of experience with the 
Imperial Refineries in St. Louis, Mo., as traffic manager. Since 
April of this year he has been employed by the O. D. T., first 
at Norris City, Ill,, allocating tank cars to the east from the 
oil pipe line, and later as assistant to the petroleum unit. of 
the O. D. T. in Washington. 
The Office of Defense Transportation has announced the 
Promotion of Clair M. Roddewig, of Washington, D. C., from 
attorney in charge of local transport matters, to the position 
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of assistant general counsel, to fill the position left vacant by 

the recent resignation of Hallan Huffman. : 
The O. D. T. said that, before joining the O. D. T. early in 
1942, Mr. Roddewig had been with the legal division of the 
Commission’s Bureau of Motor Carriers, where he had held the 
sition of district field attorney in charge of the St. Paul, 
Minn ., Office. Prior to that, it said, he had been engaged in 
the general practice of law in South Dakota and had served as 
assistant attorney general and attorney general of that state. 
In his new position Mr. Roddewig will handle legal mat- 
ters for the federal management of the Toledo, Peoria & West- 
ern Railroad, and will have charge of the legal work for 
O. D. T.’s division of railway transport, traffic movement, water 
transport, storage, local transport, and petroleum and other 

liquid transport. ‘ 


JOINT INFORMATION OFFICES 


H. C. Arnot, director of O. D. T.’s division of motor 
transport, said Oct. 21 that the matter of taking over the 
joint information offices, now operated by the trucking industry, 
was a under consideration and that no decision had been 
reached. 


Motor Conservation 


The O. D. T. has announced approval of joint action plans 
of motor carriers providing for coordination of motor opera- 
tions, effective Oct. 22, as follows: 

Supplementary order O. D. T. 3, revised 81, submitted by 
Frisco Transportation Co., and Powell Brothers Truck Lines, 
Inc., both of Springfield, Mo., coordinating operations between 
Joplin, Mo., and Oklahoma City, Okla.; supplementary order 
O. D. T. 3, revised 82, submitted by Pacific Motor Trucking 
Co., and Oregon-Nevada-California Fast Freight, Inc., both of 
San Francisco, Calif., coordinating operations between Winne- 
mucca and Elko, Nev.; supplementary order O. D. T. 3, revised 
83, submitted by Bauserman Truck Line, Inc., Columbia Truck 
Express, Lewis R. Winkler and Albert T. Carlson, doing busi- 
ness as Farny Truck Service, L. V. Smart and C. F. Corbett, 
doing business as Smart’s Auto Freight Co., all of Portland, 
Ore., Jack Lew, doing business as Goble Freight Line, Goble, 
Ore., and L. C. Hall, doing business as L. C. Hall’s Truck Line, 
St. Helens, Ore., coordinating operations between Portland and 
Westport, Ore.; and supplementary order O. D. T. 3 revised 
84, submitted by Commercial Motor Freight, Inc., and Penn- 
sylvania Truck Lines, Inc., both of Columbus, O., coordinating 
operations between points in Ohio. 

Effective Oct. 23, the O. D. T. has issued supplementary 
order O. D. T. 3, revised 85, approving a joint action plan sub- 
mitted by English Freight Co., of Dallas, Tex., and Couch 
Transfer & Storage Co., Inc., of Ada, Okla., coordinating opera- 
tions between Atoka and Oklahoma City, Okla. Also effective 
‘Oct. 23, the O. D. T. has issued supplementary order O. D. T. 
6A-3, approving a joint action plan providing for coordinated 
operations within the Cincinnati, O., area, submitted by the 
Cincinnati Transfer Co.,-and John B. Stueve and Son, both of 
Cincinnati; and supplementary order O. D. T. 6A-4, approving 
a joint action plan for coordinated operations between points 
within Cincinnati and Norwood, O., submitted by Wm. J. Mc- 
Devitt Trucking Co., Whelan’s Express,-Meinch Drayage Co., 
and H. Plagmen Drayage Co., all of Cincinnati. 

Effective Oct. 25, the O. D. T. has issued supplementary 
order O. D. T. 6A-6, approving a joint action plan for coordi- 
nated operations within an area comprised of New York, Bronx, 
Westchester, Kings, Queens, Nassau, Suffolk, and Richmond 
counties, N. Y., submitted by Arthur’s Express Co., Jay Trans- 
fer Co., and Arjay Trucking Co. 

By supplementary order O. D. T. 6A-5, effective Oct. 23, 
the O. D. T. approved a joint action plan providing for coor- 
dinated motor operations within an area comprised of the city of 
Springfield, Mo., submitted by Frisco Transportation Co., 
Springfield, Mo., the Railway Express Agency, Inc., Springfield, 

Mo., and 15 other carriers. 


CHICAGO MOTOR PICK-UP SCHEDULE 

Problems of delays in the pick-up of motor freight in. the 
Chicago area and in the interchange of that freight between 
the pick-up .and the road-haul carrier were discussed at a 
meeting in Chicago October 18. Representatives of the Com- 
mission, the O, D. T. and. the War Department participated. 
Members of the Chicago Suburban Motor Carriers Association, 
with whom much of the interchange traffic originated, com- 
plained of the fact that pick-up calls from shippers were often 
received so late in the day that the freight could not be ac- 
cepted without a delay, often of nearly 24 hours. It was 
pointed out that, generally,_not more than one pick-up call 
could be made each day and that, where special calls were put 
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in, they were frequently received too late in the day for ful- 
filment. 

Consensus of the meeting was that there should be an 
order from the O. D. T. requiring that calls by shippers for 
pick-up service be made by noon each day; freight to be on 
platforms ready for pick-up by 3:00 p. m. each day, with the 
actual pick-up to be made by 5:00 p. m. The schedule would 
be in effect six days a week. Motor carrier representatives 
present said they thought it probable that the O. D. T. would 
issue such an order. 

Col. W. J. Williamson, chief, traffic control division, U. S. 
Army transportation corps, who was present, said that what- 
ever order might be made effective, army traffic should be 
exempted from it. He said congestion at receiving platforms 
and shortage of pick-up equipment might be partly overcome 
by zoning the Chicago industrial area for pick-up purposes and 
staggering the hours for picking up truck freight. 


MOTOR VEHICLES IN TESTING 

The O. D. T. has issued exemption order O. D. T. 23-1B, 
superseding exemption order O. D. T. 23-1A, effective Oct. 19. 
The effect of the exemption order is to remove from the pro- 
visions of General Order O. D. T. 23 any motor vehicle used in 
testing tires, tubes, fuels, lubricants, coolants, parts, or equip- 
ment by the United States or any agency thereof, the District 
of Columbia, a state or any agency or political subdivision 
thereof, or by any person conducting such tests under authority 
of the military or naval forces of the United States, or of state 
military forces. 

The exemption order provides that in the test periods the 
vehicle shall display a triangular pennant, as described, with 
the letter “V” inscribed in blue and followed by the word 
“Emergency.” The pennant must also carry in blue lettering 
the words “authorized by the Office of Defense Transportation.” 


JOINT TUGBOAT TRANSPORT PLAN 


Under the first joint tugboat industry transportation plan 
announced by the Office of Defense Transportation, seven 
Gulf coast barge lines will participate in operating nine tug- 
boats and 27 petroleum tank barges with a total capacity of 
162,000 barrels of petroleum (see Traffic World, Oct. 9, p. 856). 
All the vessels were built under the O. D. T. barge-construction 
program. 

Chartered to the operators by the Inland Waterways 
Corporation (the government barge line), acting as agent for 
the Defense Plants Corporation, a subsidiary of the Reconstruc- 
tion Finance Corporation, under whose auspices the vessels in 
the O. D. T. program were financed, according to the O. D. T., 
the tugboats and barges are engaged in transporting petroleum 
through the Gulf Intracoastal Canal. The seven operators and 
the equipment chartered to each are: 


Coyle Lines (DeBardeleben Coal Corporation), New Orleans, two 
tugs and six barges; River Terminals Corporation, Harvey Lock, La., 
two tugs and six barges; Canal Company, Inc., New Orleans, one tug 
and three barges; Augustus B. Harris & Son, New Orleans, one tug 
and three barges; Hyer Towing Co., Pensacola, Fla., one tug and three 
barges; Aiken Towing Corporation, Pensacola, one tug and three 
barges; Cornelius Kroll, Houston, Tex., one tug and three barges. 


oO. D. T. ON ANTIFREEZE SOLUTIONS 


Motor vehicle operators have been warned by the Office 
of Defense Transportation against the use of certain antifreeze 
preparations said to be highly destructive to radiators, ignition 
systems, and rubber connections in automobiles and trucks. 
The O. D. T. listed such preparations the manufacture of 
which has been banned by the War Production Board. 


ST. LOUIS MERCHANDISE CARS 

The Office of Defense Transportation, Oct. 18, by a permit 
under General Order O. D. T. 1, authorized the establishment 
of merchandise package car service, without regard to minimum 
load requirements, on the part of the various railroads serving 
the south and west from St. Louis, Mo. It was said at O. D. T. 
that the action was taken on request of the St. Louis advisory 
committee, and that it would result in the establishment of 
new merchandise package car service and the resumption of 
such service previously withdrawn. Similar authority was re- 
cently granted at Chicago (see Traffic World, Oct. 16, p. 944). 

It was explained at O. D. T. that the Chicago and St. 
Louis permits were the only ones of a general nature issued, 
although permits had been issued almost daily to cover spe- 
cific movements from various cities. It was not anticipated at 
O. D. T. that further general permits would be issued. The 
system..of permits was instituted, it was further explained at 
O. D. T., in order to facilitate the movement of merchandise 
and because it was felt that it would be better to have a load 
of some kind in cars which would otherwise be running empty. 
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Aside from this, it was pointed out, when merchandise » 


( 
were loaded to the minimum required by General Order No a dot 
several days might elapse before a car was ready for shipme neh Ww 
Then, carrying a mixed shipment, it might have to proceeq Ww cance 
several transfer points, be sorted, and reloaded to minim) to The 
requirements before proceeding. Under the permit sygta meeting 


shipments under the minimum requirements may be sent @ 
rectly to their final destinations, thus avoiding delays dye 
shortage of manpower at the transfer points. 
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MOTOR RECORDS SIMPLIFIED departur 


To bring record requirements for truck, bus and taxie 
operators into conformity with the O. D. T.’s_ new select 
yeporting procedure, the O. D. T. has announced simplificati 


Petr: 


of record-keeping requirements for commercial motor vehi¢s Deli 
through issuance of administrative order O. D. T. No. 9, effi coast by 
tive Oct. 18. parrels | 

_. Under the new record-keeping requirements, the O. D, 1 istrator 
said, only that information need be kept which was specifica} At | 
requested on the O. D. T.’s new operating report form. (gi jeum su 
tinuing, it said: ing oil i 

Only six simple questions are asked about truck operations op { start of 
new report form. These questions on the single form supersede exceedil 
previously required quarterly operation repofts and monthly , much h 
vehicle reports. warned, 

Similarly, the new records replace those records which were rim excess ‘ 
quired under the old quarterly operation and monthly idle vehi uing, he 
report procedure. 

The purpose of the new procedures for operation record-keepjy All « 
and reporting is to enable the O. D. T. to keep an accurate, up-to week al 
record of current motor vehicle operations. By having this infge gasoline 
mation available, better assistance can be given to the motor trangymm the P. A 
tation industry in securing adequate tires, motor fuel, parts, vehicle certificat 
manpower and other essentials. to every 

The O. D. T. believes that the simplified procedures will elimi can onl; 
many of the problems which have arisen in the preparation and filiy Fort 
of reports, while at the same time enabling the O. D. T. to keep bets deliveri¢ 
informed of the industry’s operating problems. branch 

Questions by motor carriers concerning the individual applicatiggm time hi 
of the new record and reporting procedures should be taken up wiigm barrels 
their O. D. T. motor transport district offices. Tan 

i eee this wa 
TRUCK ADVISORY COMMITTEE ool: 
Creation of a 14-member consultant committee to advil Others 


on conditions in the for-hire motor carrier industry throughot 
the nation, headed by E. J. Buhner, of Silver Fleet Motor 
press, Louisville, Ky., has been announced by the O. D,1 
Chester Moore, of Chicago, Ill., was named committee secretary; Ri 

The committee will meet and operate under H. C. Ari testify 
director of the division of motor transport of the O. D. T., ai commi 
cording to the O. D. T. produc 

It was understood that the action was taken to enable te—™ 4,350,( 
O. D. T. to cooperate more closely with the motor carrier ig the lit 
dustry, a project made difficult because of the large numberf A 
scattered carriers in the field. Petrol 

Charles P. Clark, of Columbia Terminals Co., St. Loui solved 
Mo., J. Marshall Stewart, of Stewart & Sinclair, Inc., of Balt o 
more, Md., and Don B. Smith, of Detroit, Mich., were nami flexib’ 
consultants at large, the first two mentioned for contract ci move 
riers and the latter for local cartage. Regional committeema—% move 
named were: 24 

W. W. Akers, Jr., of Akers Motor Lines, Gastonia, N. Ci able : 
Earl Buckingham, Buckingham Transportation Co., Denvii™ ever | 
Colo:; Harry Byers, Byers Transportation Co., Kansas City, Mog That 
Earl Cannon, Yellow Truck Lines, Madison, Wis.; Georgm™ basis 
Eastes, Lee & Eastes, Seattle, Wash.; S. Robert Posey, Shickg word: 
Motor Express, ~Lancaster, Pa.; Lloyd B. Hughes, Systeigm could 
Freight Services, Los Angeles, Calif.; Evans Nash, Yellow Tragg duty 
sit Co., Oklahoma City, Okla.; Philip Smith, Smith Cartaggm tions 
Co., Chicago, Ill.; and D. L. Sutherland, Middle Atlantic Tramg ™inis 


line an 











portation Co., New Britain, Conn. — 
pe So id UE Re 0. 
PENALTY FOR RESERVATION ABUSES rye 

H. W. Siddall, secretary, Transcontinental Passengt : 
Association, on behalf of all railway passenger association whic 
has written the Office of Defense Transportation expressilf daily 
the opposition of passenger officials to an O. D. T. propos and. 
thet those making reservations be penalized a percentage “& into 
their cost, unless the reservations are cancelled three how expe 
prior:.to train departure. barr 

The letter was written following a meeting of passeng@™ barr 
association executives in Mr. Siddall’s office in Chicago, 1% the 
was said at O. D. T., but officials of the O. D. T. said thi the 
preferred that the letter be released by Mr. Siddell. 

It wes reported that railroad executives had told O. D. 1@ leun 
that an order of the nature proposed would bring expense peal 
difficulty to those least able to protect themselves, and til 42,0 
it would not accomplish its objective. They pointed out, iti last 
understood, that the most prominent factors in unused ‘tél dail 
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space were missed connections, sudden illness, and the pro- 
jongation of conferences beyond a stated time, eventualities 
which would meke it impossible for the holder of the space 
ncel it. 

’ “The National Association of Shippers’ Advisory Boards, 
meeting at St. Louis, passed a resolution instructing its con- 
tact committee to urge on O. D. T. the adoption of a rule 
covering reservations, including a penalty for failure to cancel 
such reservations a designz.ted period of time prior to train 
departure (elsewhere in this issue). 





Petroleum Transportation 


Deliveries of crude oil and petroleum products to the east 
coast by pipeline reached an all-time high of more than 400,000 
parrels a day the week ended Oct. 16, Acting Petroleum Admin- 
istrator Ralph K. Davies announced. 

At the same time in the regular P. A. W. east coast petro- 
jeum supply bulletin, he revealed that inventories of light heat- 
ing oil increased at the rate of 150,000 barrels a day despite the 
start of the heating season, and that the stocks already were 
exceeding the programmed requirements to supply at least as 
much heating oil as last year to the east coast consumers. He 
warned, however, that gasoline consumption was still far in 
excess of the P. A. W. certification for the east coast. Contin- 
uing, he said: 


All of the reports of the east coast petroleum supply situation last 
week are highly encouraging except for the discouraging fact that 
gasoline consumption instead of declining to the volume certified by 
the P. A. W. has instead moved slightly upward, and is exceeding our 
certification by more than 30,000 barrels a day. It should be obvious 
to everyone that continuous consumption beyond the amount certified 
can only lead to serious difficulties later. 

Fortunately, every other fact available is favorable. Pipe line 
deliveries increased again because of the opening of the New York 
branch of the ‘‘Big Inch’’ line to about 406,000 barrels a day, an all- 
time high. Heating oil stocks rose sharply by more than a million 
barrels for the week, and are comparably ahead of our supply program. 

Tank car deliveries dropped slightly to 748,823 barrels a day, but 
this was expected because, with the increased capacity of the ‘‘Big 
Inch” pipe line, many of the tank cars formerly loaded at the Norris 
City, Illinois, terminal have been shifted to the longer Texas run. 
Others are temporarily out of service being cleaned to transport gaso- 
line and heating oil instead of crude oil. 


Davies on Oil Situation 


Ralph K. Davies, deputy petroleum administrator for war, 
testifying Oct. 21 before the oil subcommittee of the House 
committee on interstate and foreign commerce, said ‘we are 
producing in the United States as, of today approximately 
4,350,000 barrels of crude oil daily, and that is getting close to 
the limit from our known reserves.” 


Alluding to transportation as the first major problem of the 
> Administration, Mr. Davies said it had been virtually 
solved. 


“By this I mean that there is now sufficient volume and 
flexibility of transportation so that, generally speaking, we can 
move the oil that we have to the places where we need to 
move it,” said he. 

“It is because of this transportation victory that we were 
able recently to achieve a goal toward which we had striven 
ever since the war first disrupted our oil distribution system. 
That goal was the placing of all sections of the country on a 
basis of parity as to the supply of petroleum products. In other 
words, we have always considered it indisputable that, if we 
could give all sections an equitable share of the oil, it was our 
duty to do so. Such parity is provided in the current certifica- 
tions of supply which we have made to the Office of Price Ad- 
ministration and the Office of Defense Transportation.” 

Mr. Davies emphasized that “we have allocated all of the 
gasoline that we are making,” in advising members of the com- 
mittee that reports that the people could have more gasoline 
if the P. A. W. would stop holding onto the spigot were not true. 

_ Total overland and inland waterway movement of oil— 
which before the war amounted to less than 50,000 barrels 
daily—had been running at a rate of 1,400,000 barrels daily 
and better, said he, and would increase as pipeline projects got 
Into operation and up to capacity. By the spring of 1944, he 
expected this movement to reach between 1,600,000 to 1,700,000 
barrels daily. Out of this total, said he, approximately 725,000 
barrels daily would be moved by pipelines constructed under 
the pregram which the P. A. W. developed in connection with 
the oil industry. 

In less than two years, he summarized, movement of petro- 
leum to the east had increased by rail from 5,000 barrels to a 
peak of more than 1,000,000 barrels daily; by pipeline from 
42,000 barrels to the record of 406,000 barrels daily reached 


ee and by barge from 64,000 barrels to 168,000 barrels 
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“Because oil transportation facilities are now adequate, as 
I have said, to move all of the oil that is available, no addi- 
tional pipeline projects are presently planned,” said he. 

In spite of serious and continuing obstacles, including 
shortages of men and materials, sufficient oil had been pro- 
duced, refined, transported and distributed to meet military and 
essential civilian requirements, adequately and on time, said he. 

As to the future, Mr. Davies said there was no likelihood 
that motorists would be able to drive their cars with freedom 
this year or next. As to heating oil he thought “we can supply 
householders on at least as good a scale as we did last year— 
I hope somewhat better.” 

“Our basic problem, of course, has been our domestic 
shortage of crude,” said he, adding that the P. A. W. had rec- 
ommended an increase in price as necessary in the situation 
which the O. P. A. had twice denied, and the case was now on 
appeal to the economic stabilization director. 

Mr. Davies said unless exploratory activity yielded greater 
returns and new fields were opened to production, the produc- 
tive capacity of the nation would continue to decline slowly 
but surely. 


Fruit and Vegetable Order 


Effective Oct. 20, the Commission, division 3, issued amend- 
ment No. 3 to corrected service order No. 115, issued originally 
to suspend tariff provisions governing the diversion and recon- 
signment of cars of fresh or green fruits and vegetables, held 
at points south of Potomac Yard, Va., which, the original order 
said, was delaying unduly the movement of trains (see Traffic 
World, April 3, p. 816). The pertinent portion of amendment 
— 3 to the service order, naming the suspended tariffs, fol- 
ows: 


Section 95.306 (a) Cars of fruits and vegetables not be to held for 
diversion, reconsignment, or orders, of Corrected Service order No. 
115 (8 F. R. 4266) of April 1, 1943, as amended (8 F. R. 6480; 8 F. R. 
13262) be, and it is hereby further amended by deleting paragraphs 
(a) (1) and (a) (2) and substituting the following paragraph (a): 

(a) The operation of Atlantic Coast Line Railroad Company Tariff 
I. C. C. No. 660 (Agent Hoke), Seaboard Air Line Railway Company 
Tariff I. C. C. No. 660 (Agent Hoke) Southern Railway Company Tariff 
I. C. C. No. A-10944, and Richmond Fredericksburg & Potomac Railroad 
Company Tariff I. C. C. No. 1614, supplements thereto or reissues 
thereof, which provide rules and charges governing diversion and re- 
consignment of cars of fresh or green fruits and vegetables is hereby 
suspended insofar as said tariffs authorize or permit shipments of such 
commodities originating in the states of Florida, Georgia, Alabama, 
Mississippi and Louisiana, to be held at points on the Atlantic Coast 
Line east of Atlanta and north of Waycross, Ga., Seaboard Air Line 
Railway east of Atlanta and north of Savannah, Ga., Southern Railway 
east of Atlanta and north of Savahnah, Ga., and the Richmond Fred- 
ericksburg & Potomac Railroad, Richmond and north for diversion, 
reconsignment or holding for orders, as defined in said tariffs. 

(b) Each railroad or the agent designated above shall publish, file, 
and post a supplement to each of its tariffs affected hereby in sub- 
stantial accordance with the provisions of Rule 9(k) of the Commis- 
sion’s Tariff Circular No. 20 (Section 141.9 (k) of this chapter) an- 
nouncing the suspension of any of the provisions therein. (40 Stat. 
101, Sec. 402, 41 Stat. 476, Sec. 4, 54 Stat. 901: 49 U. S. C. 1 (10)-(17)). 


RAILROAD SALVAGE DRIVE 


Approximately a hundred salvage drive directors of trunk 
line and short line railroads attended a regional meeting at the 
Palmer House, Chicago, October 15, called by the railroad unit, 
industrial branch, salvage division, War Production Board, as 
part of the division’s second national railroad conference. The 
first conference was held in the summer of 1942. The Chicago 
meeting was one of nine regional meetings being held through- 
out the nation this month and next. The other meetings are at 
New York, Cleveland, Kansas City, Houston, Atlanta, Denver, 
San Francisco, and Seattle, Wash. 

Ralph Budd, president, Chicago, Burlington and Quincy 
Railroad, presiding at the morning session, said the railroads’ 
salvage drives had been intensified this month in connection 
with W. P. B.’s “Victory Scrap Bank’ drive extending from 
October 1 to November 15. The directors of the various rail- 
roads’ scrap programs would, he said, organize divisions and 
sub-divisions among employes, whose duties it would be to 
gather scrap metal and other scrap materials needed by war 
plants. Those directors had in the past launched similar short- 
term divisional drives that had proved highly successful on 
railroad rights of way, said he. E. J. Engle, president, Santa Fe 
System, presided at the afternoon session. 

Julius Luhrson, executive secretary, Railway Labor Execu- 
tives’ Association, pledged full cooperation of members of the 
standard rail labor organizations in the current drive. Bert C. 
Bertram, chief of the railroad unit, W. P. B. salvage division, 
said that current scrap metal inventories were ‘barely meeting 
production schedules; that there had been a drop in salvage 
collections in recent months, and that the railroads were ex- 
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pected to collect a large part of the 9,800,000 tons of scrap iron 
and steel set as a goal for industrial companies for the last six 
— of 1943. He said no exact goal had been set for rail- 
roads. 

Herbert N. Faust, director of the division, urged that sal- 
vage directors give particular emphasis to collections of waste 
paper, pointing out that such scrap was much needed at present 
by manufacturers of paper products. 


Freight Claims Rise 


Claims paid for loss and damage by member lines of the 
freight claim division, Association of American Railroads, in 
the first six months of 1943, totalled $18,744,123, an increase of 
$3,171,406, or 20.4 per cent over the $15,572,717 paid in the first 
six months of 1942. For the twelve-months’ period ending with 
June, 1943, total payments were $36,519,649, or 28.5 per cent 
over the $28,418,910 paid in the twelve months ending with 
June, 1942. 

Freight revenue of the railroads included in the calcula- 
tions went up 23.7 per cent, from $2,673,161,613 in the first six 
months of 1942, to $3,305,862,460, in the first six months of 1943, 
making the ratio of loss and damage claims paid to revenue in 
the first half of this year .56 as compared with .55 in the first 
half of last year. 

There were heavy increases in loss and damage from a 
number of causes. Those resulting from fire, marine and other 
catastrophes rose 113.7 per cent for the first half of 1943 as 
compared with the first half of 1942. Claims resulting from 
errors of employes went up 47.1 per cent; from loss of entire 
package, 40.5 per cent, and from improper refrigeration and 
ventilation, 39.7 per cent. There were decreases of 15.3 per 
cent in claims paid for thefts of entire packages, and of 13 per 
cent for concealed damage. 

By commodity classifications, manufactured and miscel- 
laneous articles were the most prolific cause of complaints. They 
accounted for 22.3 per cento f the total in the first half of this 
year. Others contributing heavily to the claim bill included new 
furniture, 9 per cent; fresh vegetables, 7.3 per cent; live stock, 
6.2 per cent; ales, wines, beers, alcoholic liquors and mineral 
water, 4.7 per cent, and fresh fruits, 4.4 per cent. 

Unlocated loss and damage accounted for 66.4 per cent of 
the total claims paid; concealed loss and damage for 14.1 per 
cent; train accidents for 5.6 per cent; defective or unfit equip- 
ment for 3.7 per cent, and improper handling in trains, yards 
and stations, 3.1 per cent. 


NAPHTHA MOTOR FUEL BAN 


Use of naphtha in the operation of motor vehicles and 
motor boats has been banned by the Petroleum Administration 
for War to prevent a shortage of that petroleum product in 
certain areas, Acting Administrator Ralph K. Davies has an- 
nounced. 

The action was taken, at the request of the Office of Price 
Administration, by issuance of a formal order (Petroleum 
Administrative Order No. 18) which establishes quarterly de- 
livery quotas for naphtha dealers and bulk consumers. 


R. F. C. EQUIPMENT CONTRACT 


Defense Plant Corporation, subsidiary of Reconstruction 
Finance Corporation, has announced an increase in its con- 
tract with Nueces Transportation Co., of Corpus Christi, Tex., 
to provide additional transportation equipment in Texas at a 
cost of approximately $100,000, resulting in an over-all com- 
mitment of approximately $250,000. The announcement said 
that Nueces Transportation Co. would operate the facilities, 
title remaining in D. P. C. 


CONTAINER SHORTAGE PROBLEMS 


“Such serious delivery delays in obtaining fibre and corru- 
gated shipping containers for packing munitions and foods have 
developed that the War Production Board and the army are 
urging the full cooperation of manufacturers and buyers of 
corrugated and fibre boxes in solving current container prob- 
lems,” said the W. P. B. and the Army Service Forces in a joint 
statement issued Oct. 19, continuing as follows: 


Purchasers of fibre and corrugated shipping containers for war re- 
quirements continue to report their inability to receive acceptance and 
delivery of high-rated orders. Military sources confirm that great dif- 
ficulty continues in this regard, both on direct and indirect procure- 
ment. An analysis of complaints received by the Containers Division 
of the War Production Board, indicates that a considerable portion of 
this difficulty can be attributed primarily to two reasons: ((1) Lack 
of care in the placing of firm purchase orders, properly rated and ex- 
tended in accordance with priorities regulations by buyers; and (2) Re- 
fusal by certain box manufacturers to accept and deliver higher-rated 
orders, even though their rating patterns are low. 
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As a result, the War Production Board several weeks ago r 
Army Service Forces to give all assistance possible through its ¢ 
personnel to military users of shipping containers in the proper plag 
of and obtaining delivery for rated orders. Field Office personne} 
the Technical Services, Army Service Forces, will assist and advise ty 
suppliers in obtaining shipping containers by giving close attentiog 
the following major problems: (1) Proper certification and exten, 
of rater orders; (2) Insistence that purchase orders properly rateg 
extended be acknowledged by box manufacturers in writing; refys 
also to be in writing with full explanations therefor; (3) Prompt play 
ment of orders as far in advance of required delivery as poggip 
(4) Use of other suppliers when customary ones are unable to y; 
delivery; (5) Personal visits to manufacturers of fibre and corrygs 
shipping containers to analyze thoroughly reasons for failure to obj 
delivery; and (6) Cautioning purchasers of shipping containers not, 
duplicate orders to which ratings have been applied, if more fo, 
would thus be ordered than the amount authorized. 

Full reports of inability of army contractors to receive fibre » 
corrugated shipping containers after exhaustive steps have been 
at the field level, will be made by army personnel to the War Pro 
tion Board. 

It is hoped that this active campaign will eliminate the need fy 
more drastic action by W. P. B. Manufacturers and purchasers of 
type of shipping containers are urged to lend full support to this 
gram to alleviate the critical situation. 


tf 


e 

STUDY ON TIRE WEAR AND FAILURES wig 

The Public Roads Administration of the Federal Workiio be a 
Agency has published the results of a study on tire wear anil pominati 





tire failures on various road surfaces reported by R. A. Moyer 
research associate professor of highway: engineering, Iowa 
gineering Experiment Station, Iowa State College. The repor, 
it says, should be helpful in prolonging the life of tires on th 
30 million motor vehicles in use in the United States. Ty 
report gives the results of more than 2 million miles of tir 
travel on major type roads in Iowa, Kansas, Missouri anj 
Wyoming. Copies may be obtained for 10 cents each from th 
Superintendent of Documents, U. S. Government Printing 0} 
fice, Washington, D. C. 
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UNIFORM LIMITATIONS PERIODS 


O. H. Weaver, president, T. M. Henderson, executive se 
retary, and W. S. Creighton, chairman of the legislative com 
mittee of the Southern Industrial Traffic League, in a lette 
to Senator Wheeler, chairman of the Senate interstate com 
merce committee, and Congressman Lea, chairman of the Hous 
committee on interstate and foreign commerce, ask those com 
mittees to sponsor a bill “designed to bring about uniformity’ 
in reparation, overcharge and undercharge claims and in tk 
periods of limitations applying to each.” The letter outling 
existing differences in the four parts of the interstate comment 
act in these respects. These have had “the consideration ¢ 
traffic men throughout southern territory who have repeated 
gone on record as favoring uniform regulations governing th 
power of the Interstate Commerce Commission to make awart 
of damages or reparation for the collection of unreasonabk 
charges, and the time limit in which such complaints may k 
filed,” it says, adding that the general opinion is also “thi 
the time limit for the collection of overcharges and under 
charges should be uniform with respect to all carriers.” | 

The writers say it is their view “that the Commissid 
should be given the power to award reparation against al 
common carriers subject to the act; that the time limit of al 
such actions should be two years from the time the call 
of action accrues, and that the time limit for the collect 
of overcharges and undercharges on all shipments moving Vé A 
all common carriers subject to the act should be two yeals 
except as provided in section 16, paragraph (3) and subdivisios 
(c) and (d) thereof.” The letter says it sees no need ft 
extending the period of limitation from two to four yeal§ 
as proposed in the Shipstead bill, S. 1165. The need, it says 
is for “making the statutory period uniform as to all carriers. 





CONTROL OF EXPORTS AND IMPORTS 


The Office of Economic Warfare, Office of Exports, his 
issued current export bulletins Nos. 126 and 127, dealing will 
various export regulations. 







REMNANT SHIPMENTS SERVICE ORDER 


By amendment No. 3 to service order No. 68, effectivt 
Oct. 20, the Commission has amended service order No. 
as amended, so as not to apply to remnant shipments trails 
shipped from vessels to railroad cars where the loading into 
railroad cars is performed by the railroad, provided ehargé 
are assessed on weight of 10,000 pounds or more. The ordet 
also suspends the vacation of the operation of Rule 24 of the 
Consolidated Classification and similar rules in other 
in so far as such tariff rules apply to remnant shipments. 

The order defined remnant shipments as “that part of & 
cargo or consignment, weighing less than the carload minimum 
weight of the car into which it is loaded, which remains 
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the other railroad car or cars used for the cargo or consign- 

t has or have been fully loaded.” 

The order directs each of the railroads affected to publish, 
fle and post a supplement to each of its effective tariffs, 
hanging the provisions of such tariffs in accordance with the 
‘nctant amendment. 

The original service order No. 68 was issued in January, 
42, said that the provisions of Rules 24 and 34 of Consoli- 
dated Freight Classification, as amended, in respect of the 
furnishing, substitution, and use of multiple cars for single 
shipments subject to carload rates, resulted in wasteful car 
service. It suspended the operation of Rule 24, and amended 
the operation of Rule 34 in so far as it permitted railway 
freight cars to be used for a shipment of carload freight other- 
wise than subject to the carload minimum weight for each 
ar used. Amendment No. 1, effective Feb. 6, 1942, postponed 
the effectiveness of the original order as to shipments of live 
sock, and amendment No. 2, issued in March, 1942, vacated 
the provisions of the order in so far as they applied to ship- 
ments of live stock. 


NOMINATIONS CONFIRMED 


The Senate has confirmed the nomination of Nelson Lee 
Smith, chairman of the Board of Investigation and Research, 
to be a member of the Federal Power Commission, and the 
nomination of Frank C. Squire, A. A. R. valuation engineer, to 
bea member of the Railroad Retirement Board. 

Confirmation of the nomination of Mr. Smith created a 
yacancy on the Board of Investigation and Research. The other 
members of that board are Robert E. Webb, vice-chairman, 
and C. E. Childe. 

Under the transportation act, 1940, the President desig- 
nates the chairman of the Board of Investigation and Research. 


TAXES AND TRANSPORTATION 


Senator George, of Georgia, for the Senate committee on 
finance, has favorably reported to the Senate H. R. 3338, the 
bill pessed by the House amending the revenue act so as to 
make applicable to amounts paid for transportation of property 
by the government barge line the federal tax on such pay- 
ments, and making other changes with respect to the transpor- 
tation tax. ' 

Without debate, the Senate, October 21, passed H. R. 3338, 
amending the revenue act with respect to government barge 


line and other shipments. The measure now goes to the 
President. 


N. 1. T. L. MEETING 


Ralph R. Luddecke, president, National Industrial Traffic 
League, has appointed J. E. Bryan as chairmen of the general 
committee on arrangements for the annual meeting of the 
League in Chicago at the Palmer House Nov. 18 and 19. The 
other members of the committee are. C. R. Gordon, A. J. 
Kelley, Homer R, Paul and A. H. Schwietert. 

Henry F. McCarthy, director of the division of treffic 
movement of the Office of Defense Transportation, will be the 
League’s guest speaker at the first day’s session. 


W. S. A. APPOINTMENT 


Appointment of Gerald H. Helmbold as acting assistant 
deputy administrator for ship operations for the War Shipping 
Administration has been announced by the W. S. A. 

“Helmbold, who has been actively engaged in government 
maritime work since 1919, succeeds Assistant Deputy Admin- 
istrator W. N. Westerlund, who has returned to private 
industry,” the W. S. A. said. 

Mr. Helmbold will continue to serve as director of the 
operations and traffic division of the Maritime Commission in 
addition to his new duties, according to the announcement. 


FRUEHAUF BOOKLET ON STATE BARRIERS 


The “Balkanizing” of the United States by means of state 
barriers to highway transportation is bringing about “higher 
costs of living, higher costs of doing business and even higher 


costs of fi 


a ghting the war,” says a new pamphlet on the subject 


istributed by the Fruehauf Trailer Company. It says that 60 


@ Per cent of all live stock is now being hauled to market in 


cks; 76 per cent of all live poultry received in New York, 
and 80 per cent of the pulpwood produced in the United States. 
A survey of 741 factories in Michigan producing war materials 
indicates that 65.2 per cent of the incoming freight and 69 per 
my of the outgoing is by truck, it says, adding that more than 


000,000 tons of coal are now being hauled on the highways 
annually. 


Questions and Answers 


e In this column will be answered questions of both legal and 

practical nature that confront persons dealing with. traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer. questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to @ 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation—Ruling of Classification Committee 


Arkansas.—Question: For the past year we have been pur- 
chasing fibreboard containers from a firm in Monroe, Michigan. 
For quite some time this firm has been billing the containers 
as fibreboard drums, taking a fifth class rate, SWL 252-A. 

The shipper does not advertise these containers as fibre- 
board drums and we do not ship them as such but rather as 
fibreboard boxes or cartons. During this period of time the 
railroads assessed freight charges based on the fibreboard drum 
rate, authority as mentioned above. We contended that the 
correct description of the containers should be fibreboard boxes 
or cartons, KD, folded flat and they were packed and shipped 
folded flat. We took this matter up with the Western Weighing 
and Inspection Bureau, Chicago, Illinois, and submitted a sam- 
ple of this container to them. They in turn sent this sample to 
the Western Classification Committee who ruled that the proper 
description is fibreboard boxes, KD, folded flat and that such 
rates as published in any commodity tariff are applicable. The 
description as the Western Classification Committee ruled is 
found in the commodity tariff, Southwestern Lines Tariff No. 
45-Y, page 109. Using this tariff versus class tariff, Southwest- 
ern Lines Tariff 252-A, there is a difference of 28c per cwt. in 
the rate. 

Our question is, since the Western Classification Commit- 
tee ruled that the containers are rateable as fibreboard boxes, 
should we not be governed by such ruling and shouldn’t their 
ruling be final? 

Answer: The ruling of the Classification Committee is 
entitled to great consideration, as it represents the views of 
those who have expert knowledge of such matters. 

However, so far as we are aware, its views are not bind- 
ing upon the individual carriers. 

The Interstate Commerce Commission is the body whose 
finding in the matter would be final. 


Tariff Interpretation 


New York.—Question: We would appreciate your view and 
interpretation of the following item. Some time ago we re- 
ceived an interpretation on Diesel engines, industrial type, in 
mixed carloads, taking the rating as specified in Item 2390-S, 
aa Freight Association Tariff Bureau Freight Tariff No. 
130-B. 

In its interpretation the carrier stated, “The fact that the 
Diesel engines are an industrial type does not exclude them 
from the rating provided for internal combustion engines as 
they are, in fact, an internal combustion engine, and are so 
rated under the classification, and as Note 140, Central Freight 
Association Tariff Bureau Freight Tariff No. 130-B reads: 

“Where in this tariff, as same may be amended, reference 
is made to this Note, it will comprise the following articles .. .,” 
and engines, internal combustion, without qualification, are in- 
cluded in the “Note” is properly applicable whether article is 
used on an automobile or for any other purpose provided the 
shipment comprises a mixture as specified in the tariff.” 

Using the foregoing as my authority, can the same reason- 
ing be applied on power pumps, N. O. I. B. N. in Official Classi- 
fication and receive the rating on mixed carloads as specified 
in Item 1270 of Central Freight Association Tariff Bureau 
Freight Tariff No. 545-I, Agent Jones I. C. C. No. 3768? The 
freight in the mixed carload would contain the power pumps 
listed in Note 2, page.35 and some of the articles listed in Note 
4, page 36. We also wish to state that the above power pumps 
are not automobile parts but are used in conjunction with in- 
ternal combustion engines, gas and oil. 

Answer: See, with respect to this question, our answer to 
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Indiana, on page 384 of the August 14, 1943, Traffic World, 
under the caption “Tariff Interpretation—Nature of Article 
and’ Not Use to Which Put Determines Applicable Rate.” 

Whether the Automobile Parts rate is applicable depends 
upon the character of the article. ; 


Tariff Interpretation 


Arizona.—Question: Please advise if the classification— 
“Tools, electric or pneumatic N. O. I. B. N., or parts thereof, 
N. O. I. B. N., in crates,” as shown in Item 2433 of Transconti- 
nental Freight Bureau, L. E. Kipp, Agent, West-Bound Tariff 
No. 1-X, I. C. C. No. 1498, covers parts for pneumatic hand 
drills used in mines, such as jackhammers, etc. 

Answer: If the article is electric powered and is a tool 
as distinguished from a machine, there is no specific rating in 
the classification. Therefore, the rating in Item 2433 will apply, 
provided the article is not more specifically rated in Trans- 
Continental Freight Bureau Tariff No. 1-X. If, on the other 
hand, it is a machine there is a more specific rating in the 
Classification which applies on mine drilling machines and 
parts, in Items 29730 to 29750, inclusive. 


Tariff Interpretation 


Florida.—Question: Referring to your answer to “Florida,” 
on page 675 of the September 18, 1943, Traffic World. Your 
interpretation of the applicable rating on Dredging Machinery, 
not complete, arouses speculation which needs further clari- 
fication. 

Your decision would appear to infer that if one nut were 
left off, the machine the parts rating would apply, and because 
of this fact it would cease to be known as a “machine,” but as 
a “machine part.” 

Comparing the rating on dredging machinery in Item 14. 
on page 178 with Item 9, page 179, of National Motor Freight 
Classification No. 6, C. J. Jackson’s MF-I. C. C. No. 12, on 
Traction Engines or Tractors N. O. I., Steam or Internal Com- 
bustion, which provides a volume minimum of 20.000 pounds 
with sixth class rating, it will be seen that Items 6 through 10, 
page 196, of the Classification providé a parts rating of sixth 
class with 24,000 pounds minimum. It would seem from your 
interpretation that it would be necessary to apply the narts 
minimum of 24,000 pounds, instead of minimum of 20.000 
pounds if spark plugs, which are an integral part of a gasoline 
operated internal combustion traction engine, were left off the 
tractor. 

If the basic machinery constitutes a shipment and some 
accessory parts are left off, it does not appear this would be 
sufficient justification to consider the basic machinery other 
than a machine in itself, and the accessory parts machine parts 
thereof in the meaning of the tariff. Just how much a machine 
may be stripped of its integral parts and still retain its identity 
as a machine is a matter of conjecture and your further views 
will be appreciated. 

Answer: The last paragraph of our answer to which you 
refer should read ‘“‘The rating on Machinery or Machine Parts, 
N. O. I., published in Item 9, page 196, in our opinion, applies 
on dredging machine parts.” 


With respect to the question of whether the rating for a 
complete article or the rating on parts is applicable, see the 
decision in Flectrical Products Corporation vs. Consolidated 
Copperstate Lines, 42 M. C. C. 103, in which the Commission 
said: 


Rule 16 of the national motor freight classification is essentially 
identical with rule 20 of the consolidated (rail) classification. Issues 
relating to the applicability and reasonableness of rates on separately 
packaged parts constituting a complete article and offered as one ship- 
ment have been considered in a long line of cases. A shipper has the 
right to disassemble his product in any way which would make the 
shipment take a lower rate than if the article were in final form. 
Western Classification Case, 25 I. C. C. 442; Lakewood Engineering Co. 
vs. New York Central R. Co., 259 Fed. 61. The classification rule does 
not abridge that right, for it is inapplicable to shipments separately 
billed and shipped. Memphis Freight Bureau vs. Atchison T. & S. F. 
Ry. Co., 174 I. C. C. 171. However, if all, or substantially all, of the 
pieces constituting a complete article are offered as one shipment under 
one bill of lading, the freight charges should be calculated upon the 
rating for the complete article. Western Classification Case, supra; 
Westinghouse Electric Supply Co. vs. Alton & S. R., 226 I. C. C. 367, 
234 I. C. C. 703; Associated Teleph. Co. vs. Chicago & N. W. Ry. Co., 
251 I. C. C. 311. Moreover, the rate applicable on the complete article 
may be applied, even though a part or parts thereof may be missing, 
if the missing part or parts do not alter the fundamental character of 
the complete article from a transportation or tariff standpoint. Lake- 
wood Engineering Co. vs. Director General, 57 I. C. C. 311; Parkers- 
burg Rig and Reel Co. vs. Baltimore & O. R. Co., 115 I. C. C. 539; and 
Diamond T Motor Co. vs. Michigan Central R. Co., 200 I. C. C. 599. 


Tariff Interpretation - 


Colorado.—Question: Please give us your opinion on the 
following: 
A truck company refused to reduce the rate on a shipment 
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of glassware because the shipping clerk forgot to make th 
notation on the bill of lading that the valuation was not, 
exceed $20.00 per 100 pounds. 


jons, in ‘ 
0 mbinati 


We havea letter from the shipper admitting the mists Ach 
of the shipping clerk and we also submitted a certified aime r publi 
of the invoice, showing that the value was less than $20.00; wo ied in 
100 pounds. ; 

riff In’ 


Is it not a fact in law that, even though the shipper dy 
leave the notation off the bill of lading, we are entitled to 4, 
lower rate, if certified copy of the invoice shows that the val, 
was less than $20.00 per 100 pounds, and if we have a lett 


from the shipper admitting their error in not making {jj We | 
notation ? and woul 

Answer: In its decision in San Antonio Paper Co, yipyol t0 SU 
Director-General, 102 I. C. C. 243, the Commission in effy Ansv 
held that if the shipper fails to state the valuation of his is the op! 


ment, a rate for the application of which no stated valuati 
is required is the applicable rate to apply on the shipment, 
We understand that, as to the instant case, the only rat. 
available are those for which actual valuations are required 
be stated. If so, it is our opinion that the opinions of the Cop 
mission in Carpenter vs. Central V. Ry. Co., 147 I. CG 3T 
Carr vs. Director-General, 118 I. C. C. 569 and Crown Over 
Mfg. Co. vs. Director-General, 100 I. C. C. 471, warrant the eo, 
clusion that the actual valuation rate may be applied, ev 
though the value has not been stated in the bill of lading jj 


were aD 
the extel 
to and k 
tended tl 


the shipper. See, also, in that connection, the provision fC 
Section 7 of the Uniform Bill of Lading Contract Terms ay ints t¢ 
Conditions which reads: a 


applicab’ 


If upon inspection it is ascertained that the articles shipped ay Montvie\ 
not those described in this bill of lading, the freight charges must that par 
paid upon the articles actually shipped. ombina 
joint rat 
Effect was given to this provision in the decision of thgge move! 
Supreme Court of the United States in New York Central Rpm The 
Co. vs. Goldberg, 250 U. S. 85, 39 S. Ct. 402 with respect to theggsoabler 
liability of a carrier for loss of goods incorrectly described nue of 
the bill of lading. 

In its decision in Cudahy Packing Co. vs. Director-General 



























126 I. C. C. 674, the Commission said: sg 
e 

In the case of the latter, called actual-value rates, there is no holt MMof one ¢ 
ing forth by the carrier of an offer to transport goods of the highe rules cc 


values at the lower rates in consideration of release by the shipper d 
the carrier’s liability, and the value declared is not given as a measur pamage: 
of the carrier’s liability, but as a part of the necessary description dj | the : 
the goods. still not 
: per cen 
Routing and Misrouting—Through Rate Versus Combination the com 


Rate Under Aggregate of Intermediates Rule 


Alabama.—Question: We recently made several shipments 
of lumber from Woodville, Mississippi, to McGregor, Texas 
bills of lading being tendered to the carrier routed “cheapest” 
In Agent Peel’s 63 Series, a through rate of 42c. includim 
X-148 increases, is published applicable only via Y&MV- 
Shreveport-SSW via which route the shipments moved. lesigne 


A combination. rate of 36%4¢ was in effect at the time thes gon of 
shipments moved, made: 6c Woodville to St. Francisville, Louis: jr sav 
ana. Hoke’s ICC 756 and 30%c beyond, Peel’s 63 Series, inggef meti 
cluding X-148 increases, apnlicable via Y&MV-Baton Rouge Motor | 
Louisiana-L&A-Shreveport-SSW to McGregor, Texas. ’ 


Will you please advise if the originating carrier is liable 
for misrouting in this instance, considering the route for th 
36%.¢ rate is more direct than the route for the 42c rate ani 
the shipments tendered to protect the cheapest rate. 


tah, | 
Please furnish court or Commission decisions substantiating a 
your position. 0 frei 
Answer: If the joint.through rate applies via the roule ompal 
over which the lower aggregate of intermediates applies, Uris 0,000 
less the tariff in which the joint through rate is published cO¥fm, 
tains an alternative provision under which the aggregate @ 
intermediates if lower than the joint through rate mav be 4 
plied, the joint through rate must be applied on the shipment 
Federated Metals Corp. vs. Houston & T. C. R. Co., if 
E. ©... 4s. Hex 
If there is an alternative provision in the tariff publishing. Bri 
the joint through rate. under which a lower aggregate of inte-— Ars 
mediates may be applied, it is our opinion that the shipment aya 
was misrouted. + Ree 
In its decision in Chattanooza Implement & Mfg. Co. W 


Ar 
‘owmo 
owmo 

0 one 


E. 
Pacific 




































Louisville & N. R. R. Co., 40 I. C. C. 146, the Commission held “7 
that where a throuch rate applied via one route and a combi 
nation rate anpl’ed via arother route. it was the duty of th 
carrier to forward the shinment via the cheaper route. Undet 4 












the principle in this decision it would seem in the instant case 
it was the duty of the carrier to forward the shipment via Mit 
lower rated route, via which route the shipment could hav 
been routed under the shipper’s. bill of lading routing ins 














uu) 















WORM october 23, 1943 





































lake tj jons, in order to afford the shipper the benefit of the lower 

S not j pmbination rate applying via that route. 
The principle would seem to be applicable whether or not 
Mists e through rate or a combination rate applies, where the car- 
led copil.jer publishes an alternative provision in its tariff such as that 
Mi-arried in Item 100 of Agent Curlett’s Tariff I. C. C. No. A-712. 
Tariff interpretation—Through Rate Exceeding Aggregate of 

es doe Intermediates 
he ‘ * Virginia.—Question: Will you please tell us what, in the 
a letimwords of a carrier, is the “Celebrated Lynchburg Case.” 

cing * We know it relates to a court decision concerning routing 
and would like to have the full particulars if it is possible for 

Co. ymyou to supply them. 
in eff Answer: Presumably the case to which you have reference 
his g “Mis the opinions of the Commission in Traffic Bureau, Lynchburg 
valuati ber of Commerce vs. Southern Ry. Co., 213 I. C. C. 392 


and 215 I. C. C. 641. 

In this case the Commission held that joint through rates 
on paper and paper articles from points in New York, New 
jesey, Pennsylvania and New England to Lynchburg, Va., 
were applicable and not unreasonable, and not inapplicable to 
the extent that they exceeded the aggregate of intermediates 
to and beyond Montview, Va., a point via which it was con- 
tended the joint through rates applied, but via which point the 
Commission held the joint rate did not apply. A further con- 
tntion was that by reason of paragraph (c) of Rule 55 of 
Tariff Circular 20, the combinations of rates from the origin 
pints to Montview and from Montview to Lynchburg were 
applicable, even though the shipments did not move through 
Montview was held by the Commission to be without merit, in 
that paragraph (c) sets forth a rule to be used in applying 
mbination rates only in instances where no specific local or 
int rates are named from origin to destination over the routes 
of movement. 

The Commission also held that any presumption of unrea- 
mableness by reason of the through rate exceeding the aggre- 
gate of intermediates had been rebutted. 


nent. 


nly rate 
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GOODRICH SYNTHETIC TIRE CARE BOOKLET 


The B. F. Goodrich Company is giving to each purchaser 
of one of its Silvertown tires a booklet of driving and service 
rules containing instructions on air pressures, care of minor 
damages, driving speed and other factors that should be watched 
in the guarding of the life of 1943 synthetic tires. ‘“‘There are 
still not enough tires for everyone,” says the booklet. About 99 
per cent of the rubber content of Silverton tires is synthetic, 
e company says. 


-General 


S no holt 
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TOWMOTOR DUMP SKID BOX 


hipments 
*, Texas A new drop bottom dump skid box is available for use with 
heapest’ Mlowmotor lift trucks, according to an announcement by the 
includigy @lowmotor Corporation. The new box, made in several sizes, up 
Y&MV-: Ho one sufficiently large to handle several hand-truck loads, is 
ed. lesigned to facilitate the handling and intraplant transporta- 
me thes @™ton of small parts. Facility in unloading, it is claimed, makes 
o, Louis: @#/0r savings in time and manpower. The skid box, constructed 
aries, ing™el metal, may be mounted on the regular forks of the Tow- 

















1 Rouge Mmotor lift truck. 





P, |. E. FREIGHTWAYS INSURANCE 


E. Frank Eardley, vice-president of sales and _ traffic, 
Pacific Intermountain Express Freightways, Salt Lake City, 
tah, says the company has increased its cargo insurance to 
provide $1,000,000 accident protection against loss or damage 
0 freight. He said that, shortly after the war began in 1941, 


is liable 
. for the 
rate and 


antiating 


he mpany insurance of that type had been increased from 
hed com, 1,000 to $495,000 “because of the tremendous increase in 
egate of amy traffic.” At present, he said, many shipments transported 
\ be ap {he company had a valuation of more than $500,000. 

hipment = 


Co., 16 CHANGES IN DOCKET 


Hearing MC 104436, October 21, Bristol, Va., postponed to October 
2, Bristol, Va. 

Argument |. & S. M-2247, October 22, Washington, D. C., canceled. 
Hearing Finance 14344, October 18, Washington, D. C., canceled 


bomen ssiahed October 18, at U. S. Ct., Newark, N. J., Examiner 
0. 


ublishing 
of inter 
shipment 







. Co, VS 

sion held Hearing 1. & S. M-2307, October 20, Chicago, postponed indefinitely. 
bi: Hearing Finance 10112, October 22, Covington, Va., canceled. 
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The abstracts of tariff filings, rejections, suspen- 




















ata tee: Cte» 88 printed in each issue of THE DAILY 
wld have FIC WORLD enable subscribers always te be 





ire their tariff files are up-to-date. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. Tue TrarrFic WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly informed.—Hditor THz TrarFFic Wor, 





The Traffic Club of Rome, N. Y., held its first meeting of 
the season October 19. Frank J. Murphy, of the Office of the 
New York district manager, car service division, Association of 
American Railroads, spoke on the need for shippers to increase 
speed in loading and unloading freight cars. Harry D. Beaver, 
Jr., president, introduced the speaker. 

At a meeting of the Denver Commercial Traffic Club, Oc- 
tober 20, Dr. Elroy G. Nelson, director, Colorado State Plan- 
ning Commission, spoke on “Post-War Planning in the Denver 
Area.” 





The Milwaukee, Wis., Traffic Club will hold its annual 
Hallowe’en party at the Westmoor Country Club October 30. 
Dinner will be served and there will be a program of enter- 
tainment. 





The Women’s Traffic Club of Metropolitan St. Louis held 
an industrial night dinner meeting October 21. Carl Giessow, 
traffic director, St. Louis Chamber of Commerce, president of 
the Traffic Club of St. Louis, spoke on ‘Cooperation in War 
Transportation.” There was a program of entertainment, ar- 
rangements for which were made by the entertainment com- 
mittee, Frances V. Crowley, chairman. A Hallowe’en party 
will be held October 28. Cecilia M. Noll is chairman of the 
committee on arrangements. 





The Norfolk-Portsmouth Traffic Club held a monthly din- 
ner meeting at the Albany Restaurant, Norfolk, Va., October 
18. A war film was shown by arrangement with the Princeton, 
N. J., Film Center. 





The Evansville, Ind., Transportation Club held a monthly 
dinner meeting October 20. There was a program of entertain- 
ment. 





At a dinner meeting of the Transportation Club of Des 
Moines, Ia., October 18, George Sudermann, news commentator 
for radio station KSO, spoke on “Distance and the War.” New 
chairmen of the club’s standing committees are: Educational, 
H. H. Jacobs; entertainment, Warren Hobbs; publicity, E. J. 
Maloy; auditing, John L. Tjaden; by-laws, John M. Bann; 
reception, John F. Morrison; house, H. A. Bockman; sick, Ray 
D. Kelsey; golf, G. A. Langworthy; bowling, Dante Toson; 
inter-club, A. L. Johnson; membership, H. R. VanMaren; at- 
tendance, Fred Way. Classes in traffic and transportation, 
sponsored by the club and conducted by its members, have be- 
gun sessions. The classes, instructors, and meeting places in- 
clude: First year, H. G. Shillito, Chamber of Commerce rooms; 
second year, A. C. Van Sickle, Milwaukee Road office; third 
year, A. A. Runge, Chamber of Commerce rooms; truck and 
rail, F. J. Millett, Chamber of Commerce rooms. 





The Traffic Club of Denver has announced that classes in 
transportation and traffic management have begun at the Emily 
Griffith Opportunity School. The club and the school have 
jointly sponsored such classes for the last five years. Subjects 
taught include: Bills of lading, freight classifications, principles 
of freight rate making; freight tariffs, construction and inter- 
pretation; freight rate structures; special and terminal freight 
services; express and service rates; parcel post service and 
charges; motor and industrial transportation management; 
claims; Commission procedure, and laboratory interpretation 
and checking of rates and tariffs. 





The Traffic Club of St. Louis will hold a hallowe’en dinner, 
dance and card party at the Hotel Coronado, November 3. The 
entertainment committee, headed by Ivan H. Wente, is in charge 
of arrangements. 





The Cincinnati Traffic Club has announced that classes in 
traffic management, sponsored by the club, have begun at the 
University of Cincinnati. Classes and their instructors include: 
Principles of traffic management, Joseph S. Birsinger, Procter 
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and Gamble Company; rates and tariffs, Joseph M. Woeste, 
Procter and Gamble Company; rates and tariff laboratory, Mr. 
Woeste. W. E. Willey heads the educational committee. 





At a meeting of the New Haven, Conn., Traffic Club, Octo- 
ber 11, members agreed that future programs for meetings 
should be based on discussions of traffic and transportation 
problems. It set up a docket committee, headed by Joseph 
F. Higgins, Winchester Repeating Arms Company; to act on 
suggestions by club members as to subjects to be docketed 
for discussion. The new committee will cooperate with the 
program committee, Rene Benoit, chairman. 





The Traffic Club of Minneapolis held a “solid fuels day” 
luncheon meeting October 21. Dr. Lawrence M. Jones, pro- 
fessor of science and chemistry, Augsburg Seminary and Col- 
lege, spoke on “Coal, The Modern Mystery.” Frank Parsons 
was chairman for the day: 





_ The Traffic Club of Philadelphia held its first regular meet- 
ing of the fall season October 11. Dinner was served. There 
was a program of boxing bouts. Lt. Ned Marr, office of naval 
officer procurement, U. S. Navy, spoke on opportunities for 
obtaining naval officer commissions available to traffic and 
transportation men. A birthday luncheon meeting will be held 
October 25. The film “Production in War” will be shown by 
arrangement with the General Electric Company. Arrange- 
ments have been made by the promotion committee, Bill 
Diehl, chairman. 





_ John E. Canaday, public relations manager, Lockheed Vega 
Aircraft Corporation, spoke on “Manpower Shortages within 
the Aircraft Industry” at a luncheon meeting of the Los Angeles 
Transportation Club, October 18. Lawrence Osborne, executive 
secretary, Aircraft Traffic Association, was chairman. A 
monthly golf tournament was held at the Inglewood Country 
Club, October 21. An inter-club golf match between members 
of the club and of the Harbor Transportation Club will be held 
at the Inglewood Country Club, November 19. Walter Jordan 
heads the sports committee. 





The Fort Wayne, Ind., Transportation Club will hold a 
Hallowe’en night meeting, October 28. There will be a floor 
show. Dinner will be served. 





At a luncheon meeting of the Traffic Club of Fort Worth, 
Tex., October 18, Prof. L. D. Hill, of Texas Christian Univer- 
sity’s evening traffic school, spoke. There was a program of 
songs by W. Ray Dunaway. R. T. Wilbanks is chairman of 
the program committee. 





At a luncheon meeting of the Transportation Club of St. 
Paul, Minn., October 19, G. Sidney Houston, manager, invest- 
ment research department, First National Bank, St. Paul, 
spoke on “Post-War National Income.” Ed N. Phelps is chair- 
man of the public affairs and educational committee, which 
was in charge of arrangements. 





O. C. Castle, regional manager, railway transport division, 
O. D. T., spoke on “Organization, Purpose and Activities of 
the O. D. T.” at a luncheon meeting of the Traffic Club of 
Houston, October 19. A fall golf outing and horseshoe pitching 
tournament were held at the Golfcrest Country Club, Octo- 
ber 21. Dinner was served. The board of directors has an- 
nounced that a birthday party will be held some time the week 
of November 15. Details concerning the party will be an- 
nounced later. The board voted to grant honorary membership, 
for the duration of the war, to members of the armed services 
engaged in government transportation work. 





The Tri-City Traffic Club of Davenport, Ia., and Rock 
Island and Moline, Ill., will not hold its annual dinner dance, 
set for November 18, Herbert L. Hill, secretary, has announced. 
The board of directors canceled the affair because of food 
rationing, inability to obtain satisfactory: hotel accommodations 
and congestion in train travel. The next club meeting will 
ee in January, 1944, when the annual election will be 
held. 





At a dinner meeting of the Oakland, Cal., Traffic Club, 
October 19, Robert F. Fitch, D. D., president emeritus of Hang- 
chow College, Hangchow, China, spoke on observations he had 
made in China. 





The Traffic Club of Kalamazoo, Mich., will hold a meeting 
October 26, in honor of the following employes of the Grand 
Trunk Western; E. F. Flinn, who is retiring as freight traffic 
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manager; Charles A. Skog, appointed to succeed Mr, Fip 

D. M. Crawford, appointed general freight agent at Detrj 

_ G. O. Thoreson, appointed assistant general freight agen 
etroit. ; 





Payment for Requisitioned Ships | 7; 

President Roosevelt, by an executive order, has establisha aot 
an advisory board on just compensation to determine payment and post 
to be made for vessels requisitioned, chartered, purchased gm docket ¥ 
insured by the War Shipping Administration. 

The President appointed three federal court judges gm | he 
members of the board. They are: Judge Learned Hand, of ¢ Tassend 
appeals court for the Second circuit; Judge John J. Parker, MC 48649 
the appeals court for the Fourth circuit, and Judge Joseph (MH  operati 
Hutcheson, Jr., of the Fifth circuit appeals court. . MC 10274 

A White House statement announcing the President's g operat 













tion contained the information that the board would set 
equitable standards, rules and formulae for general applicabii™ “C soa 
ity in the case of vessels taken for war purposes and that gud operat 
standards, etc., would be for the guidance of the W. §., A, gpctober 25 
determining just compensation for the ships. It was pointed oy 978 2" 


in the announcement that the W. S. A. had acquired by requis ys 
tion practically all vessels in the United States for the fulles 26 
utilization of shipping facilities in the successful prosecutiap ss | 
of the war, including fishing craft as well as commercial vessels backer 2 


Since any litigation with respect to the just compensating mc 9914 
question would come before the U. S. Court of Claims, and nf cate t 
before the federal circuit courts of which the three judges olipctober 2¢ 


the board were members, their membership on the board woulif mc 5764 

not disqualify them for their judicial duties, it was explainejg extenc 

in the announcement. October 2% 
With the establishment, by executive order, of an adviso and ; 

board on just compensation, the War Shipping Administratic 

has announced a program designed to clear up the questiongoctober 2 

having to do with valuation of vessels and the payment @ gore 


just compensation for their requisition either for title or fu joaq 
use that have been the subject of discussion for almost teh oper 2 
months. Announcement of the new plan followed discussims§ yo 473: 
which had been held between the W. S. A. and appropriate 


' ; October 2 
committees of Congress, other government agencies, rep} wo 102 
sentatives of shipowners, and other interested parties. Detober 2 

The new plan embraces settlement of claims and th mc 104 








payment of charter hire under old contracts and the establistMioctober 2 


ment of values for insurance purposes and the payment df mc c-3 
charter hire under new contracts. Dealing with the paymentifpctober < 
arising out of the old contracts, it contemplates a substantid§ mc 104 


payment on account against insurance claims for vessels thillctober : 
have been lost, according to the W. S. A. The final settlemenf mc 997 
is held in abeyance pending the determination of standarif exten 
and formulae by the advisory board on just compensationfoctober : 
The plan provides for the payment in full of the charter hie Financ 
arising under the provisions of the old contract, and in ti™®ctober | 
connection includes a direction to the chairman of the W. S. Ag Mc 10- 
price adjustment board to renegotiate the contracts in CaSioctober | 





involving an excessive profit. 1 &S, 
Covering the future, the program includes the following ug 
October 
1. Termination, not sooner than Dec. 1, 1943, of all time and bart mc 521 
boat charters except those issued on passenger vessels, Ss. D 
2. The tendering of new charters and the determination of ne@October 
bareboat rates and time charter rates. These rates will be announc® Financ 
at least 15 days before the old charter terminates. In most cas to n 
owners will be given the option of time or bareboat charters, and it owns 
charters will become effective upon termination of the old chatttfinuone, 
3. Under the new contracts, each ship will be insured for 10% wo 99 
compensation, the amount of which will be determined when U@ obe 
standards and formulae decided upon by the advisory board on }# Financ 
compensation shall have been received and applied. bont 
aye ‘ wm Finan 
Where vessels have been requisitioned for title, sped and 
payments on account will be offered, pending conclusion Gy ven, 





deliberations of the advisory board, according to the W. S.} 


MC 89 

In notifying shipowners affected by the new program, Wa tenc 

Shipping Administrator Land said: — 

-&§ 

It is my hope that, guided by their patriot desire not to detlf ovemt 

an excessive profit from wartime conditions, shipowners will by 4 oo. 

acceptance of these propusals make a contribution to the *constructl lL &! 

settlement of these difficulties which have arisen, and thus to the m0 eal 

efficient handling of the merchant marine in the wartime service of 20078 
nation. 

S. | 
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You may either write or wire our Washington ol over 

s . . e 

for information concerning matters in any departméey ,.,.: 

of the government there, if you are a subscriber ¥ 2023 
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7% Docket of the Commission 


° NoTE—Items in the docket marked with an asterisk (*) have been 
ips added since the last issue of THE TRAFFIC WoRLD. New assignments 

now on the Commission’s docket of dates later than herein shown 
tablishe will not bear asterisks when they do appear. Current cancellations 


aAYMenE and postponements announced too late to show the change in this 
hased gif docket will be noted elsewhere. 


d htober 25—Casper, Wyo.—Fed. Bldg.—Examiner Olentine: 

1dges 3 mc 41318 Sub. 1—Searles Transfer Co., Casper, Wyo., certificate to 
d, of thi “extend operations. 

arker, mc 48649 Sub. 2—W. E. Fouch, Casper, Wyo., certificate to extend 
Oseph (operations. 

Mc 102747 Sub. 2—C. F. Morrison, Casper, Wyo., certificate to extend 


lent’s g operations. 

d set yppctober 25—Chicago, I!l.—Sherman Hotel—Jt. Bd. 162: 

pplicabilie MC 42614 Sub. 13—C. & N. W. Ry., Chicago, IIl., certificate to extend 
that sue operations. 


S. A. ober 25—Los Angeles, Calif.—Fed. Bldg.—Examiner Hall: 

inted | 28978 and Sete. 1 to 9—George A. Hormel & Co., etal. vs. A. T. & 
vm 6=€6S. OF. et al. 

Y TEQUISE »997g Sub. 10—St. Louis Local Meat Packers Assoc. vs. Alton et al. 
ie f CSB tober 25—Madison, Wis.—State Comm.—Examiner Peterson: 

rps 1. & S. M-2262—C. O. D. services over L. C. L. Transit Co. 

Vessel netcber 25—Richmo:.d, Va.—Hotel Richmond—Examiner Yardley: 
bensating mc 9914 Sub. 1—Warren Trucking Co., Inc., Martinsville, Va., certifi- 
, and nog cate to extend operations. 
udges oiinctober 26— Madison, Wis.—State Comm.—Jt. Bd. 13: 
rd woulif MC 57641 Sub. 3—Cardinal Lines, Inc., Janesville, Wis., certificate to 
2xplainejf extend operations 

October 26—Pittsburgh, Pa.—Hotel Roosevelt—Commissioner Aitchison 
adviso and Examiner Hosmer: 
28825—Bituminous coal to Youngstown district. 


quell Dctober 27—Brooklyn, N. Y.—St. George Hotel—Examiner Schutrumpf: 
*@ Finance 14137—Application of Bush Terminal for a certificate author- 

yment of izing extension of its line of railroad by acquisition by lease of rail- 

le ei road trackage and other railroad facilities of Bush Terminal. 

mo; en 


."Eoctober 27—Chicago, I!1.—Sherman Hotel—Examiner Hanrahan: 
ISCUSSIONS MC 47389 and Sub. 1—Federal Truck Lines, Inc., Chicago, IIl. 
propriate October 27—Denver, Colo.—Cosmopolitan Hotel—Jt. Bd. 126: 

S, Teple® wc 102 Sub. 3—Colorado-New Mexico Express, Inc., Denver, Colo. 
: October 27—Wichita, Kan.—Broadview Hotel—Jt. Bd. 39: 

and th mc 104606—I. Wilson, Winfield, Kan., permit. 

establisMioctober 22—Denver, Colo.—Cosmopolitan Hotel—Examiner Olentine: 
yment wf Mc C-373—Capitol Packing Co. vs. Union Transfer Co., et al. 
PaymMenifoctober 22—Salisbury, N. C.—Fed. Bldg.—Examiner Yardley: 
ibstantid§ mc 104616—A. Cowan, Salisbury, N. C., certificate. 

sels thilloctober 22—Sioux Falls, S. D.—U. S. Ct.—Examiner Peterson: 
ettlemen§ mc 89704 Sub. 4—Barnes Brothers, Pipestone, Minn., certificate to 
standarisg extend operations. 

ensalllMoctober 22—Washington, D. C.—Argument: 



















arter Finance 14149—Mo. Pac. Corp. in Neb., trustee abandonment. 

d_ in thifdctober 22—Charlotte, N. C.—Hotel Charlottt—Jt. Bd. 2: 

W. S. AB Mc 104663—McCoy Service Co., Charlotte, N. C., permit. 

in Ccasefioctober 29—Denver, Colo.—Cosmopolitan Hotel—Examiner Olentine: 


1, & S. M-2312—Wool and mohair, Mont. and Wyo., to Twin Cities. 
‘ollowingg Cities. 

October 29—Sioux Falls, S. D.—U. S. Ct.—Jt. Bd. 230: 
> and bal MC 52690 Subs. 13 and 14—Tri-State Transportation Co., Sioux Falls, 

S. D., certificate to extend operations. 

on of D@dctober 22—Washington, D. C.—Examiner Romero: 
announc@® Finance 14341—Application of G. T. W. and C. S. & M. for authority 
most casé to merge all properties and franchises of latter into former for 
s, and ii ownership, management, and operation. 


: ba “BOctober 30—Denver, Coio.—Cosmopolitan Hotel—Examiner Olentine: 
wil MC 29988 Sub. 13—Denver-Chicago Trucking Co., Inc., Denver, Colo. 


rd on jue Ober 30—Washington, D. C.—Examiners Romero and Eddy: 
Finance 14360—Application of A. & C. A. L. for authority to issue 
bonds etc. 
aaa Finance 14361—Application of Sou. Ry. for authority to supplement 
asta and amend agreement for operation of properties of A. & C. A. L. 
WwW S. | ovember 1—Charlotte, N. C.—Charlotte Hotel—Jt. Bd. 2: 
“a MC 89579 Sub. 1—C_ A. Robertson, Pageland, S. C., certificate to ex- 
ram, Wa tend operations. 
ovember 1—Denver, Colo.—Cosmopolitan Hotel—Examiner Olentine: 
- toa 1. & S. M-2314—Restrictions Riss & Co. eliminations Hi-Way Motor. 
il by the — 1—Rapid City, S. D.—Alex Johnson Hotel—Examiner Peter- 
on: 
tru : 
— moq '» & S. M-2284—Bentonite from Mont. and Wyo. to S. D. 
vice of t*°vember 1—San Francisco, Calif.—St. Francis Hotel—Examiner Hall: 
on Subs. 1 to 9—George A. Hormel & Co. et al. vs. A. T. & 
» &. et al. 
28978 Sub. 10—St. Louis Local Meat Packers Assoc. vs. Alton et al. 


Lon offt@November 2—Washington, D. C.—Commissioner Johnson and Examiner 


artmeny ,. Berry: 
riber 29006—Export rates to Pacific Coast ports. 
Jessop Steel Co. vs. Abilene & Southern et al. 


(Continued on page 1038) 
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Now Ready 
The New 1943-1944 Edition 


The new edition of the NATIONAL GUIDE of ATTORNEYS 
and PRACTITIONERS has been completely revised, rearranged 
and enlarged, so that its value as a reference book has been 
greatly increased. It gives information about regulatory laws; 
about Court decisions that interpret these laws; about the Com- 
mission and their personnel that administer the laws; and about 
the men who practice before these bodies. 

While the NATIONAL GUIDE is used extensively by members 
of the legal profession it is one of the few law lists that is also 
of practical use to industrial traffic managers, carrier executives, 
and others interested in the practical work-a-day application of 
transportation regulation. 


IT CONTAINS: 


Attorneys—Geographical list of Attorneys admitted to practice 
before the Interstate Commerce Commisfion, the Maritime Com- 
mission and the United States Patent Office, and the firms with 
which they are affiliated. 


Practitioners—Similar list of practitioners other than lawyers. 


Legal Staff of Carriers—Attorneys on the staff of the railroads 
and moter carriers, 


Biographical Data-—Biographical information and other data 
on outstanding Lawyers and Practitioners before federal and 
state administrative tribunal. 


Regulatory Commissions—State and Federal regulatory boards 
and commissions with members, Regional offices, District Direc- 
tors, etc. 


State Transportation Law—Digest of state laws affecting rail, 
motor and air transportation. 


Digest of Court Decisions—Important Shipping, Loss and 
Damage and Miscellaneous Court decisions on traffic. 


Patents, Trademarks, and Copyrights—A short explanation of 
procedure, fees, etc. 


Questions and Answers—Authoritative answers to 151 traffic 
questions. 


The GUIDE contains 861 pages—7”x10”, printed on good 
paper, bound in cloth and stamped in imitation gold. 


Money Saving FREE Examination Offer 


The new NATIONAL GUIDE which is being published by the 
publishers of TRAFFIC WORLD and associated publications 
will go to press the end of this month. It will sell for $10.00 
.a copy but in order to get some idea of how many books to 
print we are making this special prepublication offer of $9.00. 
Not only can you save a dollar and get your copy just as soon 
as it is off the press but, if after using it for 10 days, you are 
not completely satisfied you may return the book without any 
cost or obligation. Don’t delay—you will want a copy of this 
handy Guide. Save a dollar by sending your order now .. . 
this offer expires November 15, so don’t put it off, mail your 
order today! . 


THE TRAFFIC SERVICE CORPORATION 
418 South Market Street Chicago 7, Illinois 














PEORIA-GATEWAY 


War Production 
DEPENDS ON A NUMBER OF THINGS 


@ One of the things that War Production de- 
pends on most is movement. That is why the 
success story of America’s production achieve- 
ments is a success story for American railroading. 


The war, of course, is not yet won. But, as 
production on the home front soars to greater 
heights it will be doing so handclasped with 
greater rail transport achievements. 


American railroads today are furnishing the 
world's greatest transportation service and Am- 
ericans have always been accustomed fo the best. 
In the movement of freight—a vital part of this 
transportation picture—the interchange function 
is playing no small part. 


After all, it is mighty important that freight 
cars be sorted, and re-assembled at gateways 
and sped on to other points of destination. That 
is the important contribution today being made 
by the P. & P. U. 


PEORIA & PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager—Union Station, Peoria, Ill. 


SWITCHING SERVICE BETWEEN 








| who died. 





TRAFFIC Wor 


Personal Notes 


George Esch, examiner on the staff of the Commis 
and borther of the late John J. Esch, who served as a me 
of the Commission after a long period of service in Cong 
died at his home in Washington. D, C., October 18, age 66% 

Major Harold D. McCoy, executive officer of the 
transportation zone, U. S. Army, formerly with the @ 
mission, has been promoted to the rank of Lieutenant Colg 
He served on the board of review in the Commission’s yy 
of formal cases and was principal examiner in the sectig 
finance in the bureau of motor carriers. iS 

W. F. L. Banham, formerly general traffic manager, { 
Elevator Company, New York, died October at Los Ag 
‘He was the first president of the Associated Traffic Cly 
America. a 

Directors of the Chicago and Eastern Illinois have elec 
John F. Craddock, vice-president, Continental Illinois Natigy 
Bank and Trust Company of Chicago, to membership oni 
board of directors, succeeding Roger C. Hyatt, now servingg 
a lieutenant commander in the U. S. Navy, who resigned.) 

Charles B. Bryant has been appointed assistant to) 
vice-pesident in charge of research and tests for the Southey 
Railway, Washington, D. C. R. H. Beverley has been appoints 
engineer of tests at Alexandria, Va., and Hobart R. Hoi 
executive assistant, has been assigned to assist Mr. Bryai 

W. McGirr has been appointed traffic manager for 
Western Electric Company, Chicago, succeeding E. F. Sm 
R. C. Colton has been appointed assistant tral 
manager, Chicago. : 

Dr. Don Luis Fernando Guachalla, ambassador for Bol 
to the United States, on October 15 accepted the internatig 
aviation safety award of the Inter-American Safety Council 
behalf of Lloyd Aereo Boliviano, Bolivian airline on which} 
award was bestowed. R. A. Hummel, president of the cow 
presented the award to Dr. Guachalla at ceremonies -atq 
Bolivian embassy at Washington, D. C. The airline recel 
the award for flying 1,602,315 passenger miles in 1942 with# 


a 


| a passenger or crew fatality. 


Lt. Col. John Biggar, U. S. Army, received the award} 
the Legion of Merit, October 13, at a presentation ceremony 
the annual meeting of the Philadelphia chapter of the Quart 
master Association, held at the Philadelphia Quarte 
Depot. Lt. Col. Biggar retired recently as chief of transpe 
tion and motor transport at the depot. The award was gran 
for ‘unusual professional skill, marked judgment and exe 
tional devotion to duty,” and for “rendering a service of ¢ 
standing value to the government,” according to a W 
Department citation. Brig. Gen. Roland Walsh, command 
general at the depot, presented the award to Lt. Col. Biggi 
The association elected General Walsh president. 

Bert B. Briggs has been appointed to the new position 
general agent at Minneapolis for the Alton Railroad. 

The Santa Fe Railway coast lines has announced theft 
lowing appointments of transportation inspectors. O. 


| Morrison, Albuquerque division, Winslow, Ariz.; W. L. Fa 


Arizona division, Needles, Cal.; R. H. Kemper, Los Angé 
division, San Bernardino, Cal.; W. H. Abell, valley and & 
Francisco terminal divisions, Fresno, Cal.; F. M. Sharp andi 
G. Turner, at large, both at Los Angeles. 


L. A. Parish and J. E. Turpen have been appointed 
manager and freight traffic manager, rates, respectively, 
the Pan-Atlantic Steamship Corporation, Mobile, Ala. 


Stanley E. Russ, eastern mail and express traffic manage 
Transcontinental and Western Air, Inc., spoke on ‘Post-W 
Air Traffic—Idiot’s Delight or Scientific Reality?” at a mont 
meeting of the alumni association of the Traffic Manag 
Institute, New York, October 21. The film ‘Winged Hori2 
was shown by arrangement with the T. W. A. Joseph 
Lackey, transportation office, U. S. Coast Guard, presié 
introduced the speaker. 


Peoria & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicago & North Western | 
Ry.; Chieago & Illinols Midland Ry.; Illinois Terminal Rallroad Co.; Inland Waterways | 
-; Minneapolis & St. Louis R. R.; Alton Railroad; Atchison, Topeka & Santa Fe Ry.: 
iinois Central R. R.; Pennsylvania Railroad; Peoria Terminal R. R.; Chicago, Burlington | 
& Quiney Railroad; New York, Chicago & St. Louls Rallroad; Cleveland, Cincinnati, 
Chicago & St. Louis Ry. (Peoria & Eastern); Toledo, Peorla & Western R. R 


Clark C. Wilson has been appointed assistant gem 
agent, passenger department, Burlington Route, at Omaha 

The Pennsylvania Railroad has announced the folld 
appointments: E. R. Comer, general passenger agent, New ¥ 
succeeding C. G. Pennington, who died; H. A. Weiss, assis 
general passenger agent, Philadelphia; G. H. Brown, | 
assistant general passenger agent, Long Island Railroad; 3 
Hampel,- division passenger agent, Pittsburgh; M. F. Jackm 
assistant general baggage agent, Philadelphia; A. I. Sm 
division passenger agent, office of passenger traffic mané 
Philadelphia; G. K. Foster, assistant general freight agé 


“One of America’s Railroads—All United for Victory" 
Don't Forget to Buy Those War Bonds 
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LABEL FOR SPEED 



















































































ATTENTION! 
MR. SHIPPER 
THE PORT OF LOS ANGELES offers: — 


Modern and Rapid conveniences for the fast 
handling of cargo . . . Adequate terminal facili- 
ties ... Terminus of three fast transcontinental 
railroads 


- -- UNIFIED MUNICIPAL CONTROL 
of Port facilities. 





































We INVITE your routing of cargo via 


LOS ANGELES HARBOR 


A Municipal Enterprise Devoted to Public Service 


BOARD OF HARBOR COMMISSIONERS 


BACK THE ATTACK WITH WAR BONDS 
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Philadelphia; R. D. Clemens, division freight agent; St, 
J. R. Thomas, division freight agent, Harrisburg, Pa. 

J. H. Johnson and R. J. Steiner have been appointed qj 
ticket agent and traveling passenger agent, respectively. 4, 
the Chicago, St. Paul, Minneapolis and Omaha Railway, by 
at St. Paul, Minn. 

Erwin Eble has joined the public relations department , 
the General Tire and Rubber Company, Akron, O. 

W. H. Morrison and R. A. Erickson have been appoinis 
assistant freight traffic manager and division freight age 
respectively, for the Lehigh Valley Railroad at Buffalo, N, y 

Horace Russell, former general counsel for the Fedop) 
Home Loan Bank Board, was guest speaker at an educatiop: 
night meeting of the alumni association of the College g 
Advanced Traffic, Chicago, October 19. 

The Trafficmen’s Association of America will hold | 
monthly meeting at the Hotel Sherman, Chicago, October 

Allen M. Short has been appointed mineral technologis 
for the Missouri Pacific, at St. Louis, Mo., to succeed W., y 
Weigel, who died. W. F. Myers has been appointed disty 
storekeeper at Clyde, Ill. 

D. S. Wilson, district traffic manager at the East Poiy, 
Ga., plant of the Southern Wood Preserving Company, ha 
been promoted to be assistant traffic manager at the company; 
general office in Atlanta, Ga. 


Ville! 


DOCKET OF THE COMMISSION 


(Continued from page 1035) 


November 2—Washington, D. C.—Examiners Howard and Starr: 
* Finance 14366—C. & O. stock. 


November 3—Charlotte, N. C.—Hotel Charlotte—Jt. Bd. 103: 
MC 1504 Sub. 56—Atlantic Greyhound Corp., Charleston, W. Va., cer 
tificate to extend operations. 
November 3—Charlotte, N. C.—Charlotte Hotel—Jt. Bd. 2: 
MC 144286 Sub. 10—Carolina Scenic Coach Lines, Spartanburg, §, ¢, 
certificate to extend operations. 


November 3—Providence, R. 1.—Narragansett Hotel—Examiner Luce: 
1. & S. M-2285—Solid fuels between R. I., Conn. and Mass. 
MC 104627—Fitton Movers, Fall River, Mass., permit. 


November 3—Washington, D. C.—Examiner Bennett: 
1. & S. M-2309—Rate restrictions in east. 


November 3—Washington, D. C.—Examiner Gray: 
W-14—Atwacoal Transportation Co., permit as contract carrier to om 
tinue an operation. 
W-19—Fall River Navigation Co., permit as contract carrier to @ 
tinue an operation. 
November 3—Washington, D. C.—Argument: 
28896—Forwarder rates conditioned upon aggregates of tonnage, 
1. & S. 5215—Aggregate tonnage to Minn. and N. D. 
MC 52716—A. M. Twigg, common carrier application. 
MC 68963 Sub. 1—M. W. Twigg, common carrier application. 
November 3—Winner, S. D.—Tripp County Ct. House—Jt. Bd. 184: 
MC 84756 Sub. 3—Valentine Motor Line, Valentine, Neb., certific 
to extend operations. 


November 4—Boston, Mass.—Hotel Manger—Examiner Luce and Jt, Bi 


20: 
MC 101219 Sub. 8—Merit Dress Delivery, Inc., New York, N. Y. 
MC 104533—C. L. Temple, Haverhill, Mass., certificate. 
November 4—Lansing, Mich.—Hotel Porter—Examiner Henderson: 
MC 30214 Sub. 1—The Home Transfer Co., Grand Rapids, Mich., ¢ 
tificate to extend operations. 


MC 58954 Sub. 4—McNamara Motor Express, Inc., Kalamazoo, MiG 


certificate to extend operations. 
November 4—Washington, D. C.—Argument: 
28759—Alabama By-Products Corp. et al. vs. A. & W. et al. 
28840—Colorado Fuel and Iron Corp., and Colorado and New M 
Coal Operators Assoc. vs. A. & W. et al. 
November 4—Washington, D. C.—Examiner Berry: 
1. & S. 5259—Mica schist in. south. 


November 4—-Winston-Salem, N. C.—Federal Bldg.—Examiner Yardie} 


MC 30559—Otis Evans Truck Lines, Stoneville, N. C. 


November 5—Boston, Mass.—Hotel Manger—Examiner Luce: 
1. & S. M-2294—Various commodities over E. J. Scannell, Inc. 
1. & S. M-2297—Wallboard to and from New England. 


November 5—Lansing, Mich.—Hotel Porter—Examiner Henderson | 
Jt. Bd. 57: : 
MC 49399 Sub. 3—Davis Cartage Co., Saginaw, Mich., permit t 
tend operations. . 
MC 60010—C. H. Rumpf and Sons Truck Line, Inc., Adrian, 
certificate. 
MC 72018—City Cartage, Adrian, Mich., permit. 
November 5—Portiand, Ore.—Multnomah Hotel—-Examiner Hall: | 


28978 and Subs. 1 to 9—George A. Hormel & Co. et al. vs. A. & 
v. F, et al. - 


28978 Sub. 10—St. Louis Local Meat Packers Assoc. vs. Alton et .: 


November 5—Salisbury, N. C.—Fed. Bldg.—Examiner Yardley: ~ 
MC 7315 Sub. 3—Lipe Motor Lines, Hickory, N. C., certificate 1 
tend operations. ; 
November 5—Washington, D. C.—Argument: e 
Ex Parte 158—In matter of competitive bidding in sale of secv 
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3 pes GNO Ef System of Steel Strapping 


@ Daily, more war shipments are 
being Signode Strapped as manufac- 
turers, keen to deliver the goods, come 
to appreciate the additional margin of 
safety that this strapping gives. 


No matter what your product or your 
shipping problem may be, Signode 
package and carloading engineers stand 
qualified to give you practical shipping 
suggestions. Signode representatives 
have already specified, or given con- 
structive advice, on a great many types 
of war shipments . 


A nearby Signode representative is 
ready to help assure safe delivery of 
your vital war materials—no matter 
what your shipping problem or your 
product may be. 


Signode Steel Strapping Meets All Eederal 
Strapping Specifications 


Cth) ee. STEEL STRAPPING COMPANY 
2613 N. Western Ave., Chicago, Ill. 

Brooklyn, N. Y.: 364 Furman St. San Francisco, Calif.: 451 Bryant St. 

REPRESENTATIVES IN PRINCIPAL CITIES THROUGHOUT UNITED STATES AND CANADA 


A Direct Transcontinental Route — Frisco-QA&P- Santa Fe 


. Fr) DENVER “ é) OD. KaAnsad City CuIcaso O 
<o 
‘one Ay csse 


Quanth Acme & Pacific ~ Frisco oo 


ST.LOUIS 4 


TO ntw yo 
Pe CL Ev aLanc 
CINNCINNAT 
@ETROIT, BTC 


oa 
%, 
FON manos 


WO ARKANSAS MASHY! 
ano EAST + 


+ 
- 
DALLA 


Yon epeed Binvune 


QUANAH, ACME & PACIFIC RAILWAY, Guna Texas 


W..L. RICHARDSON, Traffic Manager 


AIR MAIL ee Ce AIR EXPRESS 


Fast, Dependoble, Daily Service to 


SOUTH AMERICA 


For shipping details phone Railway Express Agency, Air Express Division. For passenger a 
information consult any Air Ticket Office or any office of Pan American Airways System } 


PUI 
Matte IMWVERICIN GRACE URW S 
CHRYSLER BUILDING, NEW YORK 


nba. Brazil: and Buen Aires Argentina 


SERVING PANAM . COLOMBIA . ener weken , PERU . BOLIVIA , CHILE ARGENTINA . BRAZIL 
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November 6—Chicago, I!|.—Sherman Hotel—Jt. Bd. 23: 
MC C-377—Bendix Products Division et al. vs. Lake Shore Motor 
Transit Lines, St. Joseph, Mich. 
November 6—Chicago—Sherman Hotel—Examiner Henderson: 
MC 104046—White Bros, Hampshire, Ill., certificate. 
November 6—Circinnati, O.—Gibson Hotel—Examiner Way: 
.29007—C, L. Greeno Co. vs. Mississippi Valley Barge Line Co. et al. 
November 8—Chicago, ill.—Sherman Hotel—Jt. Bd. 21: 
MC 39073 Sub. 3—Budreck Truck Lines, Chicago, Ill., certificate to 
extend operations. 
November 8—Kansas City, Mo.—Hotel President—Examiner Way: 
29019—-Adams Transfer & Storage Co. et al. vs. Aberdeen & Rock- 
fish et al. 
November 8—Lebanon, N. H.—Fed. Bldg.—Examiner Luce: 
MC 104603—R. C. Daniels, Lebanon, N. H., certificate. 
November 8—Lebanon, N. H.—Federal Bldg.—Jt. Bd. 186: 
MC 66562 Sub. 521—Railway Express Agcy., Inc., New York, N. Y., 
certificate to extend operations. 
November 9—Chicago, I!1.—Sherman Hotel—Jt. Bd. 21: ‘ 
MC 42802—Wabash Railway Co., St. Louis, Mo., certificate.or permit. 
November 9—Kansas City, Mo.—Hotel President—Examiner Way: 
Fourth Section Appl. 20239—Sugar from Grand Island, Neb. 
November 9—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 142: 


MC 34665 Sub. 1—E. Christopherson, Mondovi, Wis., certificate to 
extend operations. 


MC 104480—Falis Bottling Co., International Falls, Minn., certificate, 
November 9—Philadelphia, Pa.—Gimbel Bldg.—Jt. Bd. 199: 


MC 1475 Sub. 1—James Gallagher, Inc., Philadelphia, Pa., certificate 
to extend operations. 


November 9—Pittsburgh—Roosevelt Hotel—Examiner Parker: 
MC 39937—Triangle Express formerly Pittsburgh-Southern Motor 
Freight, Inc., Pittsburgh, Pa. 


November 9—Springfield, Mass.—Fed. Bldg.—Jt. Bd. 231: 
MC 66562 Subs. 515 and 516—Railway Express Agency, Inc., New York, 
N. Y., certificate to extend operations. 


November 9—Washington, D. C.—Argument: 
28991—-Passenger fares between District of Columbia and nearby Va. 


November 10—Chicago, 1!!l.—Morrison Hotel—Commissioner Patterson 
and Examiner Hoy: 
Ex Parte 104, Part 2—Practices of Carriers—Operating Revenues and 
Expenses, Terminal Services, Archer-Daniels-Midland Co. et al. 


November 10—Dubuque, la.—U. S. Ct.—Examiner Henderson: 
MC 104571—Clark Transfer Line, Dubuque, Ia., certificate. 


November 10—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 142: 
MC 104601—T. R. Bisek, Independence, Wis., certificate. 


5.369 MILES of 
DAILY SERVICE 


From, through, and to the great Middle 
West. A first class motor freight service. 


Don't mark it "Rush"—Mark it "Merchants." 


AWs 


Columb: 


COLORADO 







Sioux City 





& 
£ 


AF 


KANSAS CITY @)fe) tans 


Motor‘Fnsight, Inc. 


ST. PAUL, MINN. 












TRAFFIC WORM per 25 


November 10—Philadelphia, Pa.—Gimbel Bldg.—Examiner Riegner 
Jt. Bd. 67: 
MC 21068 Sub. 2—William F. Feaster, Inc., New Egypt, N, J, 
tificate to extend operations. 
MC 27584 Sub. 1—Barnegat Express, Barnegat, N. J., Certificate 
extend operations. 
November 10—Pittsburgh, Pa.—Roosevelt Hotel—Examiner Pay 
MC 8958 Sub. 4—The Youngstown Cartage Co., Youngstown, 9, | 
tificate to extend operations. ; 
November 10—Springfield, Mass.—Fed. Bldg.—Examiner Luce and 
Bd. 134: 
MC 95740 Sub. 1—F. W. Streeter, Cummington, Mass., certificay 
extend operations. 
MC 104613—R. D. Clark, Brimfield, Mass., certificate. 


November 10—Washington, D. C.—Examiners Copenhafer and Bay 
28990—Bills of lading of freight forwarders. 


@ FRUEH 
fifty strate 


ar 

November 10—Washington, D. C.—Examiner Ormond: country 

MC 104641—Atlantic Coast Stages, Arbutus, Md., certificate, that move 
November 10—Washington, D. C.—Argument: All ma 

28910—M. Glosser & Sons vs. P. R. R. 

28922—California Cotton Oil Corp. et al. vs. Alton et al, stocks of I 
November 11—Dubuque, la.—U. S. Ct.—Examiner Henderson: 

1. & S. M-2296—Commutation fares over Leytem Bus Line, ae 
November 11—Washington, D. C.—Argument: 

28920—Hoffman Beverage Co. vs. Pacific Electric et al. 

28960—Diamond Fertilizer Co. et al. vs. A. & R. et al. ROUTE 

28960 Sub. 1—American Agricultural Chemical Co. vs. A. & R. ¢ 
November 11—Washington, D. C.—Examiner Molster: — 


Finance 14304—Application of Mississippi Valley Barge Line Co 4 
authority to lease all of equipment and operating rights of 
bell Transportation Co. 


November 12—Buffalo, N. Y.—Hotel Buffalo—Examiner Parker: 
MC 19423—Endres Delivery, Inc., Buffalo, New York. 


Digest of New Complaints 
x 


No. 29032, Pulaski Veneer Corporation, Pulaski, 
Yadkin Railway Co. et al. 
Unreasonable rates, logs and stumps of native wood, points; 
Tennessee, Virginia, Kentucky, North Carolina, South Caroliz 
Georgia, Alabama and Mississippi to Pulaski, Va. Asks a 
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2 TRAILER SERVICE 
ei Set- -U p / 


Cr tificate 


@ FRUEHAUF SERVICE STATIONS in about 
fifty strategically-located cities throughout the 
country are your assurance that the Trailers 
that move your goods will keep rolling. 


All makes of Trailers serviced. Complete 
stocks of Fruehauf parts at all stations. 


on « GALVESTON 


AND BE ASSURED OF: 
& © 
’ Quick Dispatch 
Atlantic ¢ Ww 


, points j 
é Caroling Geo. Sealy, Chairman 
S @ cea 


GALVESTON WHARVES 


Est. 1854 


AS IF YOU DIDN’T KNOW 


wre ...that better motor 


6200 POINTS 
IN 48 STATES 


~~ transportation in 


United States and Canada 
meant calling - 





F, W. Parker, General Manager | 





ALCOA STEAMSHIP COMPANY. INC. 
serving 
BERMUDA 
VIRGIN ISLANDS 
TRINIDAD 
BRITISH WEST INDIES 
BRITISH and NETHERLANDS 
GUIANA and VENEZUELA 


For particulars apply 


ALCOA STEAMSHIP COMPANY. INC. 
240 Conway Bldg., Chicago Randolph 4730 


NORFOLK, VA.: 621 Citizens Bank Bldg. 
BALTIMORE, MD.: 710 Garrett Bldg. 
NEW ORLEANS, LA.: 1512 Amer. Bank Bldg. 
MOBILE, ALA.: 500 North Commerce St. 
NEW YORK, N. Y.: 17 Battery Place 
MONTREAL, CAN.: 276 St. James St. West 


T.LOUIS 


@ JACKSON 
MEMPHIS@® 


@Montconery | 3 
JACKSON @ Or, a 

/ ij : 
BOGALUSA®® Ay 








"The DIXIE FLASH sxr"e'scner 
The TEXAS FLASH "sriscre SxS . 


OKLAHOMAFLAS 


from St. Louis & Kan- 
sas City toOklahoma 








F. C. HOGUE 
General Traffic Manager 
Denver & Rio Grande Western Railroad 
Rio Grande Building 
1531 Stout St., DENVER 


THE DIRECT CENTRAL TRANSCONTINENTAL ROUTE 
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and desist order, rates and reparation. (Charles V. Hanlon, 140 
Cedar St., New York 6, N. Y., and J. T. Preston, Mountain Trust 
Bank Blidg., Roanoke 11, Va.) 

. 29033, United States Gypsum Co., Chicago, IIl. 
Rockfish et al. 

Rates, gypsum products, points on defendants’ lines in northern 
states, such as Michigan, Ohio and New York, to destinations 
within and throughout the south, in violation of sections 1 and 3, 
the undue preference alleged being for competitive plants located 


vs. Aberdeen & 











Classified Wve 


The only weekly market place in print covering the entire field of transportation and 
distribution for those who have services, materials, equipment, etc., to buy or sell. 
eee een ee Sat Lo np ae Pala sy 






WANTED—Raters, billers, O. S. & D. clerks, cashiers, mechanics, 
tiremen, and greasers by large motor carrier in West. First letter 
should give complete details on experience, references, salary expected, 
etc. Consolidated Freightways, Inc., 1700 Twenty-fourth street, Oak- 
land 4, California. 


WANTED CONTACT MAN—Knowledge of long distance moving, 
local moving, estimating for storage, and packing and crating necessary. 
Well paying steady position in New York area. Give complete details 
—experience, draft status, references, age, compensation, etc., in first 
letter. Reply Box 175, Traffic World. Chicago, address. 


SITUATION WANTED-—Interested in permanent employment in 
industrial traffic department; 39 yrs. old, 15 yrs.’ experience eastern 
off-line offices of transcontinental railroad. Box 174, Traffic World, 
Chicago address. 


MOTOR RATE COURSE, using actual tariffs, classification and 
guides. Prepared through cooperation of C. M. F. A. and other bureaus. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Il. 


TARIFF FILES—Needed at once by manufacturer; any number 
up to 12. Must be Automatic File and Index. Box 170, Traffic World, 
Chicago address. 

FOR SALE—60 leather bound ICC reports. Volumes 60 to 120. 
Nebraska Seed Company, 1208 Jones St., Omaha, Neb. 





WANTED—MACK OR WHITE TRUCKS—AIll models; cash waiting. 
Reply John J. Casale, Inc., 510 West 2ist St., New York, N. Y. Phone: 
Chelsea 3-6200. 





SOLD 


USED TRUCKS BOUGHT AND 
: Fleets Our Specialty 
DAVID B. KAPLUS, INC. 


307-319 Frelinghuysen Ave. 
NEWARK, N. J. 


TANKS from Tank Cars 


Large quantity 
8,000-gallon 
10,000-gallon 
Built for 60-Ib. Hydrostatic and 25-lb. Air Tests. 
Cleaned Tested Painted 
: What.would PORTABLE storage of your liquids save 


you? Ask for our proposition on WHOLE CARS! 
Also TANKS, Commercial. Vertical and Horizontal 
From 2,879 to 12,500 gals. and even much larger! 
IRON & STEEL PRODUCTS, INC. 
38 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
"“"ANYTHING containing [IRON or STEEL" 






FREIGHT CARS for INDUSTRIAL SERVICE 


50—Hopper, Double; 50-Ton 


50—Refrigerator, 40-Ft.; 40-Ton 
75—Gondola, Composite, 36-Ft. and 40-Ft.; 
2—Dump, Western, Automatic, 20-Yd.; 40-Ton 
6—Dump, Magor, Automatic, 27-Yd., 50-Ton 
15—Dump, Western, Automatic, 27-Yd., 50-Ton 
10—Dump, Koppel, Side-Discharge, 24-Yd., 30-Ton 
150—Tank, 8000-Gallon; 40 and Ton 


Locomotives and Passenger Cars too! 

IRON & STEEL PRODUCTS, INC. 
38 years’ experience 

13450 S$. Brainard Ave., Chicago 33, Illinois 

“ANYTHING containing IRON or STEEL" 


40-Ton 








No, 29034, Pennsylvania Drilling Co., Pittsburgh, Pa., vs, 


No 


No. 29035, Beacon Mills Co., Inc., Cayuga, N. Y., vs. Akron, Cant 












. 29030, Charles M. Thomson, trustee of the property of Chicago 























TRAFFIC Wop 


in northern states, such as Grand Rapids, Mich., Port @ 
O., and Akron, N. Y. Asks a cease and desist order, rates « 
that the complaint be consolidated for hearing with comp 
Nos. 28971 and 28971, Sub 1, at Chicago, Ill., on Nov. 18, (Gon 
E. Riley, 300 West Adams St., Chicago, If.) ro 
Maine et al. —_ 

Alleges unreasonable and inapplicable, in violation of 
and 6, class 40 rate applied on shipments of miscellaneous 
hand, used ¢ontractors’ equipment ‘‘described on bill of jg 
and freight bill as drilling equipment and contractors’ diamong 
outfit, made on April 25, 1941, and Sept. 26, 1942, from Fishy 
N. Y., to Pittsburgh (Corliss Station), Pa., and from Pittg 
(Corliss Station), Pa., to Pompanoosuc, Vt. Asks a ceage 
desist order and applicable, lawful and just rate. (C, p 
Collins, 206 Rauch Bldg., Crafton, Pittsburgh 5, Pa. 


North Western Railway Co. vs. Ann Arbor Railroad Co., Pere 
quette Railway Co. et al. 

Alleges, in violation of sections 1 and 15, unjust, unreagg 
and inequitable divisions, and failure to establish, publish 
maintain additional through routes and joint rates for the ¢ 
movement of property to and from Manitowoc, Wis. Asks cog 
and desist order, divisions for the future, and establishment 
reasonable, just and equitable divisions of joint through rate 
which complainant is now a participating carrier where no 
divisions exist, and establishment of through routes and just 
reasonable joint rates with complainant as participating cay 
where no through routes and joint rates now exist, and reasonaha 
just and equitable divisions of such rates. (P. F. Gault, C, ¢ 
W. Ry. Co., 400 W. Madison St., Chicago, Il.) 


re 


& Youngstown Railway Co. 
Stewart, Jr., trustees) et al. 


Rates on all-rail shipments of grain, grain products and gra 
by-products, from origins and reshipping points west of Butk 
via Buffalo and thence Lehigh Valley Railroad Co. or New Yui 
Central Railroad Co., to and through Cayuga to destinations eq 
and south of Cayuga on the lines of the Baltimore & Ohio Railrag 
Co., and Pennsylvania Railroad Co., and their connections beyonj 
in violation of sections 1, 2 and 3, by reason of alleged refusal qj 
the B. & O. and the Pennsylvania and their connections beyond 
participate in joint through all-rail rates on said commodities fn 
and to the aforementioned points. (August G. Gutheim, 712 Ja 
son Place, N. W., Washington 6, D. C.) 


(George E. Hagenbuch and §, } 











IC CORMICK fed 


An answer to 
“Help Wanted” 


There is going to be even more short 
age of transportation manpower the 
way the present draft is going. 
-So, now is the time for you to fortilyy 
your rate-finding <and checking prog 
ure. Whether you are in the “help 
wanted’’ market right now or will be 
shortly, the National Freight Rate Ser 
ice will definitely help you. 


Less than 53c per week 
Write for copy on approval—no obligatics | 


NATIONAL FREIGHT RATE SERVICE 2a 


MICHIGAN 
Publishing Rates Since 1914 
































VessELs of the McCormick fleet, pioneers in the i- 
tercoastal and coastwise services are now integral links it 
the nation’s wartime effort and while we cannot serve) 
you directly as in past years, there will be a time wh 2 
our ships return to resume handling your shipmenté 
with care and dispatch. 
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